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DOWN THE FIELD— 
OR DOWN THE HIGHWAY 


YOU CAN COUNT ON THE BEST-TRAINED CARRIER 


@ Watch the touchdowns roll up for the team that's got a 
specially skilled ball carrie. And watch the genuine 
satisfaction mount up when you've got a specially skilled 
carrier to run your shipments to destination. Yes, Sirl 
Real training . . . specialized “know-how” . . . counts big 
whether on the gridiron or on the road. 


SIGNAL DECATUR TO CARRY FOR YOU 


@ Call our signal . . . “ViCtory 6000” . . . and let 
DECATUR carry your shipment quickly, safely and satis- 
factorily to destination. Every DECATUR driver is a 
thoroughly coached transport pilot. He knows how to 
carry your goods dependably because we've skilled him to 
do so. And all along the route he's aided by our great 
network of 16 competent terminals; protected by every 
modern safety device; and covered by ample insurance. 
In other words, he’s ready to “score” for you every time. 
That's why... 


FOR SHIPMENTS MIDWEST—DECATUR IS BEST 









DECATUR CARTAGE 






COMPANY 
CHICAGO, ILL. 









FREE 
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P. & P. U. 
likes to help 
shippers 


Ordinarily, when we speak of “helping 
shippers,” we refer particularly to the 


speed with which P. & P. U. Ry. inter- 


changes freight between fast trunk line 


E. F. STOCK railroads. 
Traffic Manager 


In this instance, we refer specifically to service 
the Traffic Department can render. Mr. Stock, 
P. & P. U.’s experienced traffic manager, has had 
years of contact with shippers’ problems, in 


traffic club educational and other activities. He 


ay and his department freely offer any help or 


SERVICE 


PFORIA-GATEWAY 


PEORIA & PEKIN 
UNION 
RY 


PEORIA and PEKIN UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


Switching service between: 
Peoria & Pekin Union Ry. C R.R. Ilinols Central R. R N York, Ci s 
oo Cpceee, eer ihinols  hidlend Rr illinois Terminal R. R. Co. "R POT hae 
Atchison, Topeke & Santa Fe Ry. ag ee Island & Pacific Ry. Inland Waterways Corporati a Railroad 
Chicago & North Western Ry. Cleve., Cin., Chi. & St. Louis RY. det as St. Louis R. R Peoria Terminal Railroad 
Weds’ Eastern) Toledo, Peoria & Western R. R. 


counsel which they, out of their knowledge of 


traffic matters, can give. 





EE 
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.... High-speed freight 
engines....of a type 
developed especially for 
Chesapeake and Ohio... 
these are typical of 
superior equipment 
enabling this railroad to 
give shippers such de- 
pendable service on 
regular schedules. 

To learn how this responsible ‘‘on- 
time" freight service can help you, call 
the nearest Chesapeake and Ohio repre- 


sentative. They're located in all 


principal cities, coast to coast. 
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DENVER € RIO CRANDE 
WESTERN RAILROAD 
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FREIGHT LOAD 


OF THE INTERMOUNTAIN 
WEST 
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GEORGE WILLIAMS 
General Traffic Manager 
Denver, Colorado 
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LOSE OF NAVIGATION 


hirty days hath 
November 


For those thirty days shippers may 
still enjoy the advantages offered 
by G.L.T.C. service. 


Shippers use G.L.T.C. service at 
lake or lake-and-rail rates and have 
safe and economical transportation 
to twelve principal ports on Lakes 
Erie, Michigan and Superior. These 
ports are located and have the 
facilities for fast distribution 
to most of the major markets 
of the United States. 


GREAT LAKES 
TRANSIT CORPORATION 


\ 
\ 





PRINCIPAL Buffalo New York OFF-LINE 
: a OFFICES: 
Buffalo Erie . Boston New York 
Cleveland Detroit $55 Philadelphia Pittsburgh 
Windsor Chicago S. Minneapolis St. Paul 


Milwaukee Sault Ste. Marie 
Houghton Duluth 
Superior 
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ho JSTRIAL 
CV ELOPAENT 


: - : 
The Missouri Pacific territory offers superior advantages for industrial 
development. There is somewhere on this railroad, a desirable site for 
any industry seeking a location. There is the right community, acces- 
sible power, cheap fuel and adequate and dependable railroad trans- 
portation service. 
The Industrial Development Department of the Missouri Pacific 
Lines have available industrial surveys and reports showing 
available raw materials, fuel, power, rates etc., and is 


prepared to cooperate with all persons interested 
in industrial matters. 


J. G. CARLISLE 


Director Industrial Development 


St. Louis, Mo. 
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SHALL WE SHIP BY BOAT? PLANE? TRAIN? WHAT ROUTE? 


SHALL WE USE CARTONS? BOXES? CRATES? KNOCKDOWN? ASSEMBLED? 


WHAT DOES THE LAW SAY? 


SHALL WE ESTABLI 


WANTED 





SH WAREHOUSES? FACT 


ORIES? BRANCHES? 
JOBBERS? 
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Trained MEN to answer TRAFFIC Questions 


ODAY there is no field of business 
that offers more opportunities than 
your own field—traffic. 


Faced with using a national trans- 
portation system that deals with $3,000,- 
000,000 payments to 1,000 railroads wr 
year—faced with 500,000 changing tarifts 
to 30,000 important shipping points— 
faced with = so daily new develop- 
ments in scheduling shipments by boat, 
truck, plane and train, in containers of 
wood, metal, paper and fiber-board— 
business is constantly calling for help— 
trained help. 


Already you yourself know something 
of these problems. But suppose that to- 
day, right in your own office, it suddenly 
became possible for you to take over the 


Traffic Manager’s desk. 


What a break! Instantly you think of 
the splendid opportunity ahead, the good 
salary the position pays, the power and 
authority and respect you command. 


But, even as such thoughts flash 
through your mind, there comes the 
thought of added responsibility. 


Will you be able to answer the hun- 
dreds of questions that will come up on 
classifications, rates, tariffs, laws, and 
regulations? 

Will you correctly answer such ques- 
tions, knowing all the time that a single 


wrong answer may cost your firm thou- 
sands of dollars? 


You Can Fit Yourself 
to Answer! 


On your present job you probably en- 
counter few such problems. How sure 
do you feel that given such a glorious 
opportunity you could make good? 


There’s not a man in a thousand in 


able positions because of it. Hundreds of 
additional men, now tops in their field, 
have contributed to its building and are 
advising so that it stays up-to-the-minute, 
practical, useful, profitable. 


What is the secret of this training 
which is so outstanding in its reputation 
and accomplishments? Why has it helped 
so many traffic executives to advance 
themselves? 


There is no secret. 


Although the method is original with 
LaSalle, it’s such a common-sense pro- 
cedure that you'll instantly see its ad- 
vantages. It consists of your solving prac- 
tical and actual trafic problems over and 
over again—starting with the easy ones 
and working up by degrees to the most 
complex and difficult ones. 


You Train Under Experts! 


All the time you work with a staff of 
practical traffic men—experts every one. 
Imagine what you could learn if your own 
company’s Traffic Manager had the time 
to coach you personally as many 
hours a week as you cared to have 
him. Imagine that in addition to 
your own Traffic Manager you 
could command the help of other 
expert trafic managers—ask 
them questions, enjoy their 
expert advice, suggestion, 
and assistance. How long 
would it be before you, too, 
had mastered the intrica- 
cies of executive traffic 
control? 


Such coaching, such ques- 
tion-and-answer training, such 
help with all the common (and 

















The training is based on manuals, prob- 
lem sheets, and practise material which 
has been reviewed by 175 of the country’s 
leading traffic executives. Constantly it 
changes, constantly it is improved, con- 
stantly it incorporates the newest and 
best practice for choosing the latest and 
most profitable transport facilities. 

This country’s vast and complicated 
transportation system is today growing 
by the minute. New opportunities are 
presenting themselves week in and week 
out for the men who are trained to 
grasp them. 

Already you have a foothold in this 
great field of opportunity. Already other 
men just like you are preparing to scale 
the heights of opportunity with the aid 
of LaSalle’s sound training. Are you any 
less ambitious that these other fellows? 


Write For This Free Book! 


Don’t hesitate! At least investigate the 
very remarkable possibilities right in the 
field which you have already en- 
tered. Let us send you a copy 
of the fascinating book 
pictured here. In its 
48 interesting pages 
you'll find many facts 
about men who are — 
benefiting by LaSalle 
traffic training. Only 
when you have read it can 
you understand what amaz- 
ingly desirable opportunities 
may lie ahead for you! 
There is no obligation 


1 . . whatsoever when you 
yur ono, oul pall we on of the encommon) 4” FREES,” su or hs bk 
than one aod ina Mabey ie couldn’t traffic problems, is what, Za ac a 
train himself so as to come through such =‘ ©Ssence, the LaSalle ‘ TRAFFIC SQ and mail it to- 
& traffic experts * MANAGEMENT ‘s day. 

a test with flying colors. el a BOOKLET 4, 

How? By training himself along those — o *e 
lines that so many present day traffic ¢__ Please send me your free booklet about “s¥ x» 
managers have followed—the LaSalle o Traffic Management and your Training. & 
Problem Method of Traffic Management I ee se Dp 
training. — O° Position 0 

LaSalle traffic training has been formu- ee eee ee eee ee ‘Qo 
lated by experienced traffic men for men 90 AAD OSS ann nena enna een cectccennnncemnennnan aoe SS 


munagers have udedgrnedby't,f” KASALLE EXTENSION UNIVERSITY 


in many cases attained their present envi- P DEPT. 1095-TB a CORRESPONDENCE INSTITUTION CHICAGO, ILL. % 
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ACRES 













With our vast facilities, both space and 
equipment, shiploads of pig iron, ore, 
steel and other bulky freight are 
handled speedily and at a saving. 







{* addition to large, modern piers, with more than 
1,000,000 square feet of covered storage space, this 
great terminal also provides vast oper storage area 
sufficient to satisfy every requirement. 

In these immense yards, adjacent to piers, are accom- 
modations for the handling of rough lumber and bulky 
freight of many kinds; also more than 5,000,000 board 
feet of kiln-dried lumber can be stored in our specially 
constructed shed, the largest of its kind on the Atlantic 
Seaboard. 


One of twenty-seven gangways 
available for lumber storage with 
direct rail connections all lines. 












Every modern lumber-handling equipment is provided. 
And our own railroad distribution yards, connecting with 
all trunk roads, enable us to route lumber to inland points 
with a minimum of handling and the very lowest cost. 

Whatever your storage and shipping requirements, 
they can be efficiently and economically met here. Pro- 
vision is made for bulk and packaged freight of every 


description. With railroad sidings on the piers, direct 


Largest covered shed in the East for 
the accommodation of kiln-dried lum- 
ber. It is 1000 feet tong by 92 feet 
wide, with space for millions of board 
feet. Railroad sidings, running full 
length of pier, permit economical 
transfer direct to and from ships. 


ship-to-rail transfer affords further economies. 


Detailed information and rates will be sent on request. 
Address E. W. Stringfield, General Traffic Manager 


ope ate 


PHILADELPHIA PIERS, INC. 
330 Chestnut Street ° Philadelphia 
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CGW No. 52 en route from Minneapolis-St. Paul with expedited freight 
for Chicago and eastern markets, 


No. 52 


ighballs 
East ! 


Headed by No. 52, The Standard Bearer—Great 
Western's fleet of fast freights, play a vital part in 
speeding traffic to markets and in the commerce 
of America, year in and year out. 





LJ ST. JOSEPH 


LJKANSAS CITY 


Great Western can serve you advantageously with 
wide diversification in facilities and with clocklike 
dependability of service to markets where best 
prices are being offered. 


Your nearest Great Western representative will 
be glad to tell how you can use the facilities of 
this railroad to advantage. 





B. F. PARSONS, Traffic Manager 
309 West Jackson Blvd., Chicago, Illinois 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 
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SERVING 

Missouri 
KANSAS 
TEXAS 


OKLAHOMA 
ARKANSAS 
TENNESSEE 
MISSISSIPPI 
ALABAMA 
FLORIDA 





. . « fastest merchandise service St. Louis 
to Tulsa and Oklahoma City — goods 
shipped from St. Louis today on sale in 
Oklahoma tomorrow. 


‘Tut FLASH 


SS eee 7:30 pm 
Ar. Tulsa (next day).. 8:30 am 
Ar. Oklahoma City. .12:30 pm 














- «and from Kansas City 


Lv. Kansas City...... 7:45 pm 
Ar. Tulsa (next day).. 8:30 am 
Ar. Oklahoma City. ..12:30 pm 


FREE 


PICK UP 

AND DELIVERY 

AT ALL STATIONS 
ON THE FRISCO 





ST.LOUIS-SAN FRANCISCO RY. 
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‘Uans that are the vanguard 
of the world 





s YOU are a traffic manager who transfers 
employes, ship their household goods by Allied 
Van Lines. Use the world’s largest, finest, and most 
modern highway fleet devoted exclusively to long- 
distance moving. The name ‘‘Allied Van Lines, 
Inc.’’ constantly crosses and crisscrosses the nation 
on the broad sides of nearly 1,000 trim vans. 


To man this fleet are seasoned, experienced crews. 
Behind each member of each crew, behind each 
of the more than 500 of the nation’s leading fur- 
niture warehousemen who are Agent-Members of 
Allied Van Lines, stands the corporation’s undi- 
vided responsibility. When you use this top-notch 
combination of men and machines 
and integrity, you know that your 
shipment will be intelligently and 
skillfully packed, carried with care, 
and delivered safe and on time. 





This great fleet will transport household goods to 
or from any home in America. It has a vast network 
of warehouses to take care of the shipments tem- 
porarily waiting for a home, either at shipping- 
point or destination. 


Allied Van Lines is responsible long-distance trans- 
portation. Allied Van Lines operates under the 
Federal Motor Carrier Act of 1935... is regulated 
by the Interstate Commerce Commission . . . is a 
member of the Household Goods Carriers’ Bureau 
and a participant in its tariff publications. Allied 
Van Lines carries cargo insurance to the full extent 
required by law. All-risk transit insurance in any 
amount is available at the lowest 
rates obtainable. 


Your local Allied Van Lines Agent- 
Member will be pleased to give you 
counsel on employe-transfer. 


ALLIED VAN LINES, INC. 


THE WORLD'S LARGE —__ppneegrenrearaeren MOVERS 
AGENT-MEMBERS IN ALL PRINCIPAL CITIES - HEADQUARTERS IN CHICAGO AT 1018 SOUTH WABASH AVE. 
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“THE TRACKLESS TRAIN” 


Serves 
THE WORLD'S LARGEST 





MOTOR TRUCK TERMINAL mye acess an Type "D" ses 


tractors and 700 trailers. 


AND—"COMRADES OF PROGRESS" —written prin- 
cipally by users—tells how “The Trackless Train’ and 
auxiliary equipment have cut the cost of handling, expedited the movement 
and increased the capacity of terminals. 

oma: illustrated, the book has page after page of data on savings in 
handling, told by those who know best—the users. Over their signatures 
they tell of savings as high as $4,000.00 per month, 20% increases in hourly — 
tonnages and many other advantages gained. There is also a detailed story MERCURY PATENTED SLING and attach- 


of Mercury's “no obligation” study, analysis plan and installation service. “cea 





And last, but not least, there is Mercury's “Results Guaranteed—Payment 
from Savings Plan 

Write us on your business letterhead for your copy of “Comrades of 
Progress." It is worth reading and is a valuable reference volume for the man 
who “handles the goods."" Address Mercury Manufacturing Company, 
4044 S. Halsted Street, Chicago, Illinois. 





MERCURY FORK TRUCK—aquickly loads 
and relieves trailers; economically per- 
forme those expensive “tering” eperations. 





MERCURY Type “R" gas tractor—trans- 
ferring trainloads between island platforms. 
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POINT THEIR BOWS TO THIS FAMOUS PORT 


OS ANGELES HARBOR is the desirable gateway to the vast Pacific Empire. 


Cargoes can be rushed through to their ultimate destinations, or properly 
stored pending future dispatch. Are you included among the thousands of im- 
porters and exporters who are using this splendid port? Send for consolidated 
schedule of sailings to South America and the Orient. Write Chas. A. Cronkhite, 
Traffic Manager, Room 245, Los Angeles City Hall, Los Angeles, California. 
LOS ANGELES BOARD OF HARBOR COMMISSIONERS 


G. E. Arsocast, Prespent @ ArtHuR Evpripce, Gen. Mcr. ¢ Room 189, Los ANcetes Crry Hau 


LOS ANGELES EARBOR 
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HEDGER 
Dependable Barge Freight Service 


between New York Harbor 
and the Great Lakes Ports 
and 
Rail Territory west of 
Chicago, Milwaukee 
and Duluth 


A gratifying tonnage for the season 1938, in spite of a most 
depressed period, compels us to extend to our patrons our grateful 
thanks. 


It is, we believe, indicative of the dependability and efficiency of 
the Hedger service. 


The most up-to-date equipment for the handling of all types of freight 
and the largest and best equipped fleets of barges on the Canal and 
Great Lakes ever ready to furnish the same Hedger service, still 
continue to be our objectives for the future. 


Write or phone for rates and full particulars. 


W. E. HEDGER 


TRANSPORTATION CORPORATION 
(Bonded ) 


Carrier 


120 Wall St.. New York City 


Chamber of Commerce Bldg. San Francisco, Cal. 
Buffalo, N. Y. 268 Market St. 
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LHICAGH 


The striking “fins” on the Beaver- 
tail are more than decorative. They 
shade the windows from the sun, 
and strengthen the end of the car. 


AHEAD OF 
THE TIMES 


To everyone concerned with traffic or transportation, the advent of a new unit 
in the record-breaking H1awaTua series is of the deepest interest. For this 
great streamliner is brand new in appearance, inside and out. New in beauty 
and comfort, and in the completeness of its appointments. Designed and built 
in The Milwaukee Road’s own shops, the H1AwaTua presents a host of struc- 
tural and engineering innovations. It has the lowest center of gravity of any 
train ever built . . . it offers the smoothest ride and the quietest ride of any 
train ever built. No change in schedule. No extra fare. 


Less spectacular, although of equal importance, are the improvements that 
The Milwaukee Road is making in its service to shippers. Although there are 
no Hiawathas among them, unsung carriers of freight operate daily on fast 
dependable schedules over The Milwaukee Road’s 11,000 miles of line. 


F. N. HICKS 
Passenger Traffic Manager 
Chicago, Ill. 


THE MILWAUKEE ROAD 


E. W. SOERGEL 
Freight Traffic Manager 


Specially designed drapes cover the wall 
panels and partially divide the spacious 48- 
seat diner into two sections of contrasting 
color schemes. Luncheon 50¢; dinner 65¢; 
also a la carte service. 


This truck is at the bottom of the 
Hiawatha’s amazingly smooth, silent ride. 
(@®—hydraulic shock absorber; @)— triple 
coil springs; (@)—anti-sway stabilizers is 
new engineering development; @—roller 
bearing wheels; ©@—air brake cylinder. 
Rubber mountings are used liberally in 
trucks, couplers and buffer plates. 


MILWAUKEE 
ST PAUL 


PACIFIC 







AND 


Restful quiet is a distinguishing 
feature of the luxurious parlor 
cars. Revolving reclining chairs 
with drop-leaf table beside each 
seat. Non-glare focused lighting 
in all cars. 


The individually controlled reclining chairs in 
the coaches are upholstered in rust and green 
velour in alternate cars. Wall panels are bleached 
curly maple and American walnut. 





A drawing room in each of two parlor cars is 
ideal for small parties and for those who desire 
rivacy. The studio couch makes a comfortable 
d. Bridge table; private lavatory with outlet 
for electric razors, etc. 







The distinctively modern Tip Top Tap 
provides seats for 44 in booths and in the 
semi-circular settees. Illuminated station 
announcer over the bulkhead; radio. 
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Big Apple Business 


@ Tons of red and yellow health are being 
shipped to housewives of the world from 
Washington’s Wenatchee—America’s apple 
capital. In the Wenatchee Valley man has 
blended magic-working soil with water, 
climate and progressive methods to produce 
a superior apple and a major industry. The 
Great Northern Railway has a tremendous 
stake in the apple industry—an enterprise, 
which like many others, requires rapid, 
dependable transportation. Such a service, 
product of progressive railroad operation, is 
offered shippers in and to the Northwest by 
the Great Northern Railway. 


Observe 
National Apple Week 
October 3ist to November 5th 
Eat Wenatchee Apples 


ftoute of the EMPIRE BUILDER 


SEE YOUR GREAT NORTHERN AGENT FOR FREIGHT AND TRAVEL SERVICE 


C)VANCOUVER , B.C. onal C) WINNIPEG 
GRAND FORKS 


DULUTH 
& 


PORTLAND 
BIEBERCW elt alban ©. 
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Ted by ACME STEEL COMPANY, Chicago, Illinois 


‘ACME STEELSTRAP PROVIDES NEW 
“WAYS TO PROFITS” FOR 20,000 USERS 


USE THESE TIME- AND 
MONEY-SAVING 
PRACTICES 


Whether you ship your products in 
wooden containers, cartons, bundles, 
on skids or in special wrappings, 
chances are 10 to 1 you can make 
worth-while savings by using Acme 
Steelstrap. Shipments made by over 
20,000 Steelstrap users include practi- 
cally every type of product. 

Acme Steelstrap makes “Bound to 
get there’’ packs—material, labor, time 
and costs are reduced—pilferage is 
eliminated and damage claims are 
lowered. Savings from 10% to 40% 


are not uncommon. 
Saved $10,000 thus far in 1938 


The use of Acme Steelstrap enables a 
cleanser manufacturer to eliminate the 
old pack for dealer cartons. Thus far in 
1938, ten thousand dollars have been 
saved in material and labor alone. 

Six cartons are now stacked (on cut- 
to-size 7g” pieces of lumber) in two 
rows of three cartons each and strapped 
with 34” wide Steelstrap. These strapped 
bundles are easier to handle, save the 
cost of the outer container and effect 
an additional saving in freight on tare 
weight. 


You, too, may be able to reduce 





your shipping costs by 25% 


Before and after the use 
of Acme Steelstrap 


You may be able to make even 
greater savings than the shipper 
of the box shown above. The weight 
reduction was 31%—and 40% less 
lumber was used. The total saving 
amounted to more than 25% for a 
container that was stronger and safer. 


SAVES LABOR 


By changing to an Acme Steelstrapper, 
which combines tensioning, sealing and 
cutting operations—and mounting this 
tool to a conveyor, a shipper of plastic 
firebrick saved the labor of one out of 
four packers. Three men now pack, 
steelstrap and ship more cartons (100 
pounds each) per day with less fatigue 
than four men did formerly with old- 
type hand strapping tools. 



























NEW ACME NO. 2 STEELSTRAPPER 
NOW AVAILABLE 


New Features Make Further Shipping 
Economies Possible 


Now ready: the latest addition to the only line of strap- 
ping equipment which combines the tensioning, sealing 
and cutting operations with an automatic seal feed! Made 
to eliminate lost motion and provide additional econ- 
omies, Acme Steelstrappers are built for speedy, steel- 
strap application. Designed for easy operation, one 
lever tensions while a single stroke of the other cuts the 
strap from the coil and makes a positive ‘Bound to Get 
There” sealed joint. 


Automatic Seal Feed is an Exclusive 
Acme Feature 


The automatic seal feed saves the time of applying 
seals by hand. Seals in clips of fifty or one hundred 


applied without reloading. 





The Acme Skid Idea in- 
corporates the use of non- 
returnable wood skids on 
which products of many 
types are quickly and 
effectively secured with 
Acme Steelstrap. Hand- 
ling, storing, loading and 
unloading cars, etc., are 
easier and faster. 

In addition to lowering 
costs, the Acme Steelstrap 
method reduces hazards 
to workmen and elimi- 
nates damage to products 
in transit. 


are placed in the magazine and as many Steelstraps 


SAVES TIME AND CRATING COSTS 


" sent on request. Mail the coupon to- 





POOL AND STOPOVER 

CAR SHIPPERS MAKE BIG 

SAVINGS WITH ACME’S 
UNIT-LOAD SYSTEM 


The Acme Unit-Load System makes 
possible the elimination of unnecessary 
and costly bracing materials. Savings 


are made on freight charges. Labor 
costs are lowered. Strong steel bands 
protect each section of the car from 
damage in transit and prevent mixups 
at the buyer's sidings. Loading time is 
lessened and material costs are reduced. 
Shipments for several customers are se- 
curely strapped in individual units, in 
this approved method of bracing, there- 
by avoiding the possibility of delay 
and loss. Unloading is easier and safer. 
The consignee merely snips the straps 
on his portion of the car. There are no 
nails to pull, no bracing to replace or 
mishandle. 





Find out how you can benefit by 
these ‘Ways to Profits’ 


Illustrated booklets describing the 
money- and time-saving advantages 
of Acme Steelstrap— Acme Unit-Load 
System or Acme Skid Idea—will be 


day. There is no obligation and it may 
be the means of effecting important 
economies. 


| io be albapiaticas ahealagaerl-ec sammie anemia aia 
Acme Steel Company 
2844 Archer Avenue, Chicago, Illinois 

Please mail a copy of the 

Acme Steelstrap Booklet 

Acme Unit-Load Booklet 

Acme Skid Idea Booklet 
Q Send me particulars about a free diagnosis 
of our shipments. 
(C0 Add our name to the list to receive Doc 
poor ee A s Bulletins on advanced shipping 
and packing practice. 
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YOU CAN'T AFFORD 
> TO MISS IT! 


A Billion-Dollar Show 






Thirty-five years of automo- 
tive engineering and show- 
manship will be concentrated 
in this great exhibition. 


| The Fifth National Motor 
Truck Show, Commerce Hall, 
j=} : = ir “eee Port Authority Building, New 
i‘ eS 4 York City, November 11 to 
“PT seit 18, 1938 


HIGHWAY TRANSPORTATION SERVES EVERYONE! 


Collectively as an industry Highway 
Transportation marches on. This 
great exhibition of progress in vehi- 

Come to cles and equipment challenges the 
New York imagination with the magnitude of its 
during the great economic significance. 


week that is You Cannot Afford to Miss It. 


dedicated stigtn 


MOTOR TRUCK SHOW 








to the great . 
Transportation s 
4 


Industry 





% Coast t 





MOTOR TRUCK SHOW INCORPORATED 
REG. y @ Pat ore, 


October 29, 1938 


Oe 






f RB on the site of Last Chance Gulch, from which $50,000,000 in 

gold was taken in early Montana Gold Rush days, Helena is famed 
for her mining and smelting industry. At East Helena the American 
Smelting and Refining Company operates the only lead smelter in 
ae - / the state, treating ores from Montana and Idaho mines. The nearby 
y Spring Hill mine is one of the most successful in the world, in its 
treatment of low grade gold ores by the flotation process. Electri- 
cally operated dredges wash out gold within sight of the city. 





As the Capital of the State, this city is headquarters for state affairs, 
including such important activities as road building and irrigation. 
It is also an important business and financial center of the Montana 
livestock industry. 


Further impetus to the commercial and industrial development of 
Helena is given by three large Missouri River hydro-electric plants, 


which furnish local industry with abundant cheap electric power. 





Fort William Harrison is nearby and the Missouri River splits the 
FIRST OF THE NORTHERN Rockies with its tremendous “Gates of the Mountains,” discovered in 
TRANSCONTINENTALS ! 1805 by Lewis and Clark. 


eee NORTH LUAST TUM 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A. T. C. OF A. CONVENTION NUMBER 


T HAS been our custom, when the semi-annual con- 
ventions of the Associated Traffic Clubs of America 
were held, to report the addresses in full and to make 
a large free distribution among members of traffic clubs 
who were not subscribers. In order to make this pos- 
sible, advertising patronage was solicited, especially 
from the railroads, the argument being that they were 
getting a good bargain in increased distribution, with 
no increase in price, and that they were contributing 
to a good cause by aiding in the dissemination of the 
information included in our news report. This patron- 
age, however, has been steadily falling off until this 
time we find it impossible to continue our plan. We 





are, therefore, making a curtailed free distribution of 
this number, which contains a report of the conven- 
tion at Cleveland, and are confining that report to a 
strictly news basis, though a liberal one. 

This is to be regretted, from every point of view, 
but we cannot continue to bear a burden which the 
railroads refuse to share. That they do not do so is 
just another evidence of their ineptitude. They spend 
thousands or millions where little good is accomplished 
and refuse to spend hundreds where much good would 
result. No railroad, under our plan, was asked or ex- 
pected to buy space costing more than a hundred dol- 
lars or so. 

It may be thought that these remarks are caused 
by pique. Not at all. We have cut our cloth to the meas- 
ure of our support and so are nothing out. It is merely 
a laugh at the shortsightedness of the railroads. To 
those few who have bought a little extra space we ex- 
tend our congratulations. 

It may appear, from a glance at our columns, 
which contain much more than the usual amount of 
advertising in this number, that our criticism is un- 
warranted. Not so. The plethoric appearance is due 
to the fact that many of our regular advertisers either 
pushed forward or held back their copy in order to 
take advantage of the free distribution of this number 


of the magazine. There is very little “extra” advertis- 
ing. 


REMEDIES FOR THE RAILROADS 


UCH of the public consideration of the railroad 
problem missed the point, said J. J. Pelley, 
President of the A. A. R., in his Cleveland speech this 
week. The point, he said, was that the margin between 
what the railroads took in and what they must pay 
out was too thin. 
We do not think much, if any, of the consideration 
Mr. Pelley speaks of misses that point. Indeed, it is the 
point that makes the railroad problem. Without it 
there would be no problem, or only a little one, at best. 
What he means, of course, is that many of those who 
suggest remedies are not driving at that trouble—their 
remedies would not cure it. He is right, if that is what 
he means, but he himself misses the point when he fails 
to give consideration, among other things, to the need 
for the railroads to do something themselves. 
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All he says about the things that should be done for 
them and the things that should not be done against 
them are true, as are, doubtless, all the things he says 
about the progress they have made in many directions. 
But he utterly ignores, as do all railroad speakers and 
writers, the opportunity and the obligation of the rail- 
roads to adopt group economies. He did not even men- 
tion reductions in wages, though perhaps that was 
implied in what he said. He was silent about consoli- 
dations, unifications, poolings, and other such remedies, 
unless what he said about cooperation and coordina- 
tion may be taken as a treatment of the subject. To 
us, however, it appeared to be rather an evasion of it, 
for the things he talked about have nothing to do with 
the kind of economies the “doctors” he is criticizing 
have in mind. 


If he ignores that phase of the problem, at least the 
Transportation Conference, of which the railroads are 
a part, is not ignoring it. Whatever may be thought of 
the program to which the advisory committee of the 
Conference has planned to confine its consideration and 
whatever may be done finally about that program, it at 
least has on its agenda “coordinations, consolidations, 
and abandonments” and it proposes to discuss consoli- 
dations in the real sense, suggesting alternative plans 
for bringing them about. Perhaps it might be well to 
include “unification” with “consolidations” as a means 
of accomplishing the desired end, but what is embraced 
in those terms, either or both, must be studied and a 
plan arrived at if there is to be any sound solution of 
the railroad problem. It does not suffice to brag about 
such things as standard time, the accomplishments of 
research, contributions to convenience and safety, and 
the “day by day national flow of commerce from rail- 
road to railroad all over this continent” as a substitute 
for what is popularly termed “coordination.” It is co- 
ordination, to be sure, but it is not consolidation or 
unification in the sense that an attempt is being made 


to fit the railroad plant to the size of the business it 
has to do. 


As to the Transportation Conference, we have our 
doubts as to whether it will accomplish anything and 
whether, even if it is partially successful along the lines 
it has laid out, it will have fulfilled its obligation and 
lived up to its opportunity. We do not see, for instance, 
how the transportation problem, or even the railroad 
problem, can be solved with any degree of thorough- 
ness or permanency without some consideration of 
motor competition. How much of it is fair and how 
much of it is unfair? If some of it is unfair, why is it 
so and what is to be done about it? If the composition 
of the conference is such that matters of that sort can- 
not be considered by it, then it is a poor attempt at a 
transportation conference. Even if it be wise to confine 
consideration to the “railroad problem” without travers- 
ing wider fields, that problem cannot be solved without 
a consideration of the railroads in their relations with 
their competitors. In the agenda now proposed there 
is no reference whatever to other forms of transport 
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except a suggestion that the government might get out 
of the waterway transportation bUsiness. 

And most devoutly do we hope that, when the delib- 
erations of the Transportation Conference are over, it 
will make no proposals for federal financial aid as a 
solution of the problem, except, possibly, in small and 
strictly emergency doses. Borrowing, however good 
the terms may be, is not a solution of the difficulties 
of the railroads. They must get on their feet and must 
help put themselves there. 


WHY HAVE LAWS? 


RESIDENT ROOSEVELT, for reasons that seem 

good to him, has extended the time within which 
the fact-finding commission must report to him the re- 
sult of its investigation of the rail wage controversy, 
though the law says it must report within thirty days. 
The matter is not serious, except as an example of the 
needlessness of laws while we have President Roose- 
velt in the White House. By what authority does he 
set aside the law of the land? If he may do it in a case 
of this sort, where no harm is done and, perhaps, good 
is accomplished, why may he not do it in other cases 
where the benefit is not so clear? 


FEWER RAIL CASUALTIES THAN EVER 


The number of train accidents on the railroads of the 
United States in the first six months of 1938 was 41 per cent 
less than in the corresponding period in 1937, according to 
reports from the railroads received by the Bureau of Railway 
Economics of the Association of American Railroads. 

Taking casualties for all classes of persons—passengers, 
employes, persons at highway railroad grade crossings and 
trespassers—the number of fatalities in the first half of 1938, 
compared with the same period in the preceding year, was 
reduced by 440 or 17.6 per cent, and the number of non-fatal 
injuries was reduced by 5,211 or 28.6 per cent, said a state- 
ment by the association. This, it says, is the best general safety 
record ever established by the railroads for any similar period. 
Continuing, it says: 


Fatalities to employes on duty resulting from all kinds of accidents 
in the first six months of 1938 totaled 234, compared with 354 in the 
first half of 1937, or a reduction of 33.9 per cent. Based on the number 
of man-hours worked, comparisons show a reduction of 17.4 per cent 
in the frequency of fatalities to employes in the six months’ period this 
year compared with the same period last year. Non-fatal injuries to 
employes in the first half of 1938 compared with the same period last 
year, declined 37 per cent in number and 21.2 per cent in frequency 
on the basis of man-hours worked. 

Passenger fatalities resulting from train accidents totaled 44 in 
the first six months this year, compared with none in the same period 
last year. These fatalities, however, resulted from only two accidents, 
both of which were from causes over which the railroads had no con- 
trol. Non-fatal injuries to passengers resulting from train accidents 
totaled 240 in the first half of 1938 compared with 246 in the same period 
last year. 

A reduction in the number of fatalities and injuries resulting from 
accidents at highway railroad grade crossings also took place in the 
first six months this year compared with the same months last year. 
Such fatalities in the six-months’ period of 1938 totaled 696 compared 
with 858 in the same period last year. At the same time there was a 
reduction of 534 in the number of persons injured. This means that 
there was a reduction of 20.8 per cent in the number of casualties re- 
sulting from grade crossing accidents. 

Casualties to trespassers on railroad property declined from 1,193 
fatalities and 1,222 non-fatal injuries in the first half of 1937 to 1,027 
fatalities and 1,149 non-fatal injuries in the same period this year, or 
a decrease of 9.9 per cent. This represents, however, an increase in 
the frequency rate of casualties to trespassers since total train move- 
ments were reduced by a greater per cent than the casualties, 


PENSION BOARD AT WHITE HOUSE 


M. Roland Reed, the new member of the Railroad Retire- 
ment Board, was presented to the President October 27 by 
Murray W. Latimer, chairman, and Lee M. Eddy, the other 
members of the board. 
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Current Topics in 
Washington 





It is not news that the room in which 
the Commission holds its princ:pal hear- 
ings is about as unaccommodating to the 
ears of those who would hear what is 
being said as can be imagined. It may not 
have been designed to conceal truth from 
the public but that is the way it works, even for the steno- 
graphic reporters. They have the preferred listening posts, 
where they even have a fair chance to hearing seemingly mum- 
bled questions from the bench. 

In the coal surcharge hearing the hearing qualities proved 
how wretched they were. The stenographic report proved that 
Elmer A. Smith, general counsel of the Illinois Central, boasted 
that he had got something from the Commission “by stealth.” 
In an exchange between him and Commissioner Eastman, he 
reminded the commissioner that the latter had dissented in a 
fourth section case. But immediately thereafter, Elmer Smith, 
the soul of honor, is represented as declaring he got something 
“by stealth.” The record may have been changed since then, 
but immediately after it appeared, the words “by stealth” were 
shown. And Smith could not recall what he had said, although 
he was inclined to believe he had said he got something “de- 
spite” or “in spite” of Eastman’s opposition. 

Manually-operated shorthand machines were used in that 
proceeding, not the electrically operated phonograph-appearing 
type. The rustle of exhibits and other papers in that hearing 
might have been too much for that mechanism, unless a micro- 


phone had been put in front of the witness, each attorney, and 
each commissioner. 


Eimer Smith Got 
Something by 
Stealth, Said He 





This week the wages and hours law 
went into operation. Those whose mem- 
ories are keen and can recall what effect 
the NRA had are naturally speculating 
what the outcome of the new statute 
will be. 

A million and a half of workers are supposed, by reason 
of the law’s coming into operation, to be receiving an increase 
in pay and a shortening of hours of work. That is, some will 
receive more pay and some will have their work days shortened. 
Some will receive both more pay and more leisure—if the 
statute works as its framers hope. 

Every housewife in Washington in the neighborhoods where 
husbands receive from $3,000 to $8,000 a year remembers that 
one effect of NRA was to reduce the delivery service she had 
been receiving from the shops where she bought pins, needles, 
foulards, net, and things used in the house and on the person. 
Instead of deliveries twice a day she had to do with only one. 
And that is the fact today, years after the death of NRA. 

Another thing housewives remember is the reduction in the 
number of clerks resulting from a minimum wage law for 
women, if not from NRA. Now madam plaintively asks, “Am I 
next?” instead of having to brush away shop attendants anxious 
to serve her. The department stores might deny they had 
reduced the number of deliveries, generally, or had fewer at- 
tendants to serve their customers, but the woman shopper would 
know better. 

Another housewifely memory is that when the chain gro- 
cery shops in her neighborhood had to increase the wages of 
clerks, the number was reduced. In one such shop the number 
was cut from five to three. The two displaced clerks may have 
obtained other jobs. But, if they have, there is a suspicion that 
the relief roll has been increased at least by the two displaced 
in some other shop. 

Customers are denied opportunities to buy except at the 
cost of the physical strain of standing first on one foot and then 
on the other while waiting for some one to take the order for 
the family’s provender. And it might be suggested that such 
a customer is not inclined to buy more than absolutely essen- 
tial. There is no opportunity to “pill around” and pick up 
articles not on the list because they please the eye or suggest 
something to be added to the stuff intended for dinner. 

Of course, every one knows that the new statute, officially 
the labor standards act, is a false pretense enactment. It pur- 
ports to regulate commerce among the states. It is intended to 


What Will the 
Wages and Hours 
Law Harvest Be? 
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regulate hours and wages, and hours and wages are the only 
things talked about in connection therewith. It is also intended 
to forbid child labor. Congress tried to abolish child labor a 
number of years ago but the Supreme Court said the attempt 
was unconstitutional. So, on account of that decision, there is 
pending before the legislatures of the states an amendment 
empowering Congress to deal with child labor. 

Whether the Supreme Court will deal with the new law 
as a false pretense statute can only be guessed. That tribuna: 
has received such a lambasting at the hands of the element that 
calls itself liberal that the act may not be condemned. But any 
man of intelligence knows it is not a regulation of commerce. 
Its intent is to put a “floor under wages and a ceiling over 
hours.”’ But when the court upheld the Wagner labor act, many 
think, it, in effect, turned over the regulation of everything in 
the country to the national government. When that was done, 
many believe, it would have been logical for Congress to regu- 
late commerce through the abolition of the states. There is no 
need for state governments now that the commerce clause of 
the Constitution has been stretched to cover practically every 
activity. 

Abolition of the states and the setting up of the French 
form of departments to replace the states might be good for 


Americans—especially if thereby they could reduce the expense 
of government. 





According to a Department of Agriculture 


This Has report there has been a noteworthy increase 
No Bearing in the number of licensed stallions and jacks, 

sometimes referred to as jackasses, in the last 
on Politics three years. There was a 7 per cent increase in 


the number of jacks but an increase of 18 per 
cent in the number of stallions, the last mentioned increase 
being in the pure-bred class. 
The trend in that period, except one year, according to the 
report, has been a gain in jack enrollment greater in the grade, 
scrub, and mongrel class. 





It is an impression among those 
who listened to the testimony in the 
move of the railroads for continuance 
of the so denominated surcharges on 
coal that Commissioner Eastman, in 
asking whether the National Bitumi- 
nous Coal Commission, before it decided to oppose continuance, 
had got both sides of the question, put that body in an uncom- 
fortable position. If it heard the railroad side of the question, 
Earl C. Calhoun, its counsel, who appeared before the rate 
body, satd he had no means of knowing. 

__ No one was so naive as to think that body had asked the 
railroads anything about the matter. No one believes that, when 
the Secretary of Agriculture, or, in the old days when Herbert 
Hoover, Secretary of Commerce, appeared as witnesses, they 
had made any effort to ascertain facts from the “other side” 
when they testified. Nor did any any believe that Governor 


Earle, of Pennsylvania, had consulted more than one side when 
he appeared as a witness, recently. 


There is a suspicion that the rate body is tired, in the 
language of the underworld, of being “put on the spot” by other 
government officials, generally, if not always, advocating a 
reduction in rates or opposing an increase. Commissioners, also 
government officials, the same as those who have appeared in 
opposition to rate increases or in favor of rate reductions, it is 
believed, do not enjoy being on the spot. 

It has always seemed to those familiar with the work of 
the Commission that the members of that body, who take the 
same oath that is taken by other officials, by custom, are asked 
to listen to the testimony of fellow officials who have freely 
admitted they were not “rate experts,” have been irked thereby. 
Few men, even if practitioners before the rate body, it is be- 
lieved, could say anything in justification of such testimony. 
Yet the commissioners always admit the testimony of fellow 
officers of the government. It is doubted whether, if one side 
or the other objected to such testimony, the Commission, even 
before there were statutes authorizing appearances before the 
Commission, would have shut off the rhetoric, politely received 
as “testimony.” Of course, now that statutes authorize such 
appearances, there is nothing the Commission can do about it. 
It can not, of course, rule that a member of the Commission 
may not ask questions with a view to ascertaining what, if any- 
thing, has been done by the official giving advice to inform 
himself about the two sides of the controversy. Nor can it 
object if one of its members wonders “how come” the coal 
industry has a spokesman among the officials of government 
while other industries are not so blessed, as did Commissioner 
Aitchison. E ; 

Builders of political organizations have overlooked, in this 


Eastman May Have 
Put the Coal Com- 
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matter, fine opportunities to help themselves. If they had been 
on their toes when certain officials were authorized to appear 
before the Commission in behalf of industries under their care, 
the butcher, the baker, and the candle stick maker would now 
be represented by special advocates, delivering orations from 
the witness stand under pretense that they were giving testi- 
mony. Such negligence is really inexplicable. 


When, if ever, will the supply of 
petroleum seem so near an end that 
the world will have to turn to some- 
thing else for fuel for its internal com- 
bustion engines and lubrication for all 
its machinery? Early exhaustion, ac- 
cording to memory, was predicted along about 1862, which was 
a few years after Drake had drilled his discovery well. Of 
course, petroleum was known long before that. Drillers for 
salt water had cursed their luck because, in some instances, 
they had bored into shallow deposits of oil or gas. Drake was 
the first man, according to the general view, deliberately to 
drill for oil and find it. 

According to the petroleum industries committee of the 
American Petroleum Institute, quoting from “The Mineral In- 
dustry During 1937” the reserves of petroleum “are now greater 
than ever.” 

And yet, in the middle twenties, it is pointed out by that 
authority, it was feared by many that the time was near when 
the known reserves could no longer maintain the rapidly in- 
creasing output, and that the production curve would soon 
inevitably take a downward turn. 

Conservation then, on account of the imminence of complete 
exhaustion, was preached. Now conservation of reserves is en- 
forced by proration laws, not on account, primarily, of a fear 
of exhaustion, but to prevent demoralization of the market. 

Where does petroleum come from? Some pictures imply 
that it comes from the remains of giant fern-eating animals. 
As plausible a theory, it might be suggested, is that it comes 
from the remains of sea animals that died billions of years ago 
and is forced by the weight of water into porous rock strata. 
And any one who thinks of holding that theory need not be 
scared away from it because present-day fish contain relatively 
little fat. Theories cost nothing and everybody may have at 
least one.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 22 totaled 
705,628 cars—20,984, or 2.9 per cent, below the preceding week; 
64,528, or 8.4 per cent, below the corresponding week in 1937; 
and 225,477, or 24.2 per cent, below the same week in 1930. 
Miscellaneous totaled 284,187; merchandise, 159,437; coal, 127,- 
992; grain and products, 46,496; live stock, 21,308; forest 
products, 32,422; ore, 28,064; coke, 5,722. 

Railroads the week ended October 15 loaded 726,612 cars 
of revenue freight (see Traffic World, Oct. 22), according to 
the Association of American Railroads. 

All districts reported decreases compared with the corre- 
sponding weeks in 1937 and 1930. 
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Revenue freight loading by districts the week ended Octo- 
ber 15 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 8,121 and 6,231; live 
stock, 1,241 and 1,347; coal, 30,066 and 32,933; coke, 1,591 and 2,327; 
forest products, 1,270 and 1,863; ore, 3,129 and 4,048; merchandise, L. 
C. L., 40,540 and 43,399; miscellaneous, 61,780 and 70,214; total, 1938, 
147,738; 1937, 162,362; 1936, 161,743. 

Allegheny district: Grain and grain products, 4,441 and 3,383; live 
stock, 1,133 and 1,094; coal, 31,836 and 37,390; coke, 2,342 and 4,400; 
forest products, 825 and 1,151; ore, 6,201 and 8,902; merchandise, L. 
C. L., 27,946 and 30,478; miscellaneous, 53,592 and 64,962; total, 1938, 
128,316; 1937, 151,760; 1936, 160,445. 

Pocahontas district: Grain and grain products, 285 and 216; live 
stock, 332 and 346; coal, 39,214 and 41,358; coke, 517 and 704; forest 
products, 537 and 587; ore, 387 and 370; merchandise, L. C. L., 5,857 
and 6,027; miscellaneous, 6,459 and 6,141; total, 1938, 53,588; 1937, 
55,749; 1936, 58,596. 

Southern district: Grain and grain products, 3,086 and 2,774; live 
stock, 1,340 and 1,145; coal, 17,266 and 20,357; coke, 380 and 396; for- 
est products, 11,005 and 11,907; ore, 979 and 1,059; merchandise, L. C. 
L., 29,082 and 29,235; miscellaneous, 44,416 and 46,285; total, 1938, 
107,554; 1937, 113,158; 1936, 111,299. 

Northwestern district: Grain and grain products, 10,811 and 9,302; 
live stock, 5,522 and 5,297; coal, 6,587 and 8,982; coke, 1,004 and 1,338; 
forest products, 8,340 and 10,333; ore, 16,041 and 29,277; merchandise, 
L. C. L., 19,411 and 20,954; miscellaneous, 37,064 and 39,349; total, 
1938, 104,780; 1937, 124,832; 1936, 135,575. 

Central Western district: Grain and grain products, 11,766 and 
9,201; live stock, 10,764 and 10,443; coal, 8,862 and 12,823; coke, 161 
and 270; forest products, 6,541 and 6,571; ore, 3,802 and 6,117; mer- 
chandise, L. C. L., 25,595 and 27,077; miscellaneous, 60,157 and 62,700; 
total, 1938, 127,648; 1937, 135,202; 1936, 132,540. 

Southwestern district: Grain and grain products, 4,683 and 4,309; 
live stock, 2,386 and 2,158; coal, 3,490 and 5,889; coke, 74 and 85; for- 
est products, 4,051 and 4,671; ore, 198 and 366; merchandise, L. C. L., 
11,612 and 12,466; miscellaneous, 30,494 and 33,088; total, 1938, 56,988; 
1937, 63,032; 1936, 66,327. 


ROLLING STOCK ADDITIONS 


Class I railroads on October 1 had 7,459 new freight cars 
on order, according to the Association of American Railroads. 
On the same date in 1937 there were 24,345 on order, and on 
October 1, 1936, there were 19,337. 

New steam locomotives on order on October 1 totaled 14 
compared with 212 on October 1, last year, and 50 on the same 
date two years ago. New electric and Diesel locomotives on 
order on October 1 totaled 24 compared with 28 on October 1, 
1937, and 16 on October 1, 1936. 


Class I railroads in the first nine months of this year in- 
stalled in service 8,290 new freight cars, compared with 56,307 
hg same period in 1937 and 27,178 in the same period in 

The railroads in the first nine months of 1938 also put in 
service 153 new steam locomotives and 94 new electric and 
Diesel locomotives, compared with 269 steam and 47 electric 
and Diesel locomotives installed in the same period last year, 
and 59 steam and 21 electric Diesel locomotives installed in the 
same period in 1936. 

New freight cars and locomotives leased or otherwise ac- 
quired are not included in the above figures. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train serv- 
ice for Class I railroads, including switching and terminal com- 
panies, amounted to $19,012,915 in August, 1938, as compared 
with $22,302,942 in August, 1937, according to a compilation 
made by the Commission’s Bureau of Statistics. In the eight 
months ended with August, 1938, the cost was $158,470,191 as 
compared with $186,142,111 in the corresponding months of 
1937. The bureau said the 1937 figures were restated to include 
Class I switching and terminal companies. 





Revenue Freight Car Loading—Week Ended Saturday, October 15 


1938 1937 1930 
4 weeks in January .......-.cs.ese. 2,256,423 2,714,449 3,347,717 
4 weeks in February ............++:. 2,155,451 2,763,457 3,506,236 
ee ee ee 2,222,864 2,986,166 3,529,907 
ee ee | rere 2,649,894 3,712,906 4,504,284 
ee ee ere 2,185,822 3,098,632 3,733,385 
De Ne I os kbs k swe sas aa ees 2,170,984 2,962,219 3,642,357 
EE MUNG 4 sc eis cuca snenessae 2,861,762 3,794,249 4,492,300 
SQ wppeics If AURUSE 6c iiccccccccvcccwes 2,392,040 3,100,590 3,687,319 
4 weeks in September .............. 2,552,621 3,169,421 3,759,533 
ee ee "i ee 697,938 843,861 950,663 
MC AONE © cx pew scecesaness 702,964 812,258 971,255 
NN ee ae | 726,612 806,095 954,782 
DN Co ieiieckpkuceeae hoses ke sue 23,575,375 30,764,303 37,079,738 
Grain and Live 
grain prod. stock Coal 
1938 43,193 22,718 137,321 
Total all roads ............++- J 1937 35,416 21,830 159,732 
| 1936 32,579 22,611 157,144 
Preceding week October 8........ 1938 42,501 19,556 134,537 
Per cent increase over ........... 1937 22.0 4.1 
Per cent decrease under ......... 1937 14.0 
Per cent increase over ........... 1936 32.6 5 
Per cent decrease under ......... 1936 12.6 
1938 1,574,867 524,829 4,106,235 
Cumulative 41 weeks to Oct. 15. { 1937 1,391,917 550,057 5,491,375 
( 1936 1,451,088 566,988 5,237,279 
Per cent increase over ........... 1937 13.1 
Per cent decrease under ......... 1937 4.6 25.2 
Per cent increase over ........... 1936 8.5 
Per cent decrease under ......... 1936 7.4 21.6 


Per cent to 15 year average, 78.0. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
6,069 32,569 30,737 160,043 293,962 726,612 
9,520 37,083 50,139 169,636 322,739 806,095 
10,582 36,033 55,281 169,317 342,978 826,525 
6,142 31,799 28,536 161,573 278,320 702,964 
36.3 12.2 38.7 5.7 8.9 9.9 
42.6 9.6 44.4 5.5 14.3 12.1 
201,647 1,114,603 683,945 6,065,535 9,303,714 23,575,375 
434,393 1,533,047 2,036,295 6,818,050 12,509,169 30,764,303 
358,654 1,316,632 1,377,295 6,516,192 11,274,281 28,098,409 
53.6 27.3 66.4 11.0 25.6 23.4 
43.8 15.3 50.3 6.9 17.5 16.1 
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Decisions of Interstate Commerce Commission 





LETTUCE INCREASES UNJUSTIFIED 


HE Commission, by division 3, in I. and S. 4411, lettuce from 

Idaho, Montana, Nevada and Oregon, has found not justi- 
fied proposed increased rates on lettuce, the increases ranging 
from 2 to 20 cents a hundred pounds, from origins in Idaho, 
Oregon, Montana and Nevada to destinations in transconti- 
nental groups as far east as the Illinois-Indiana state line. 
The suspended schedules have been ordered to be canceled and 
the proceeding discontinued. 

According to the report, the present rates on lettuce from 
the Idaho-Oregon district are considerably less than reason- 
able maxima, but the record does not warrant a finding that the 
suspended schedules have been justified. The increases were 
proposed, according to the report, rather than have rates from 
other groups reduced to bring about a different relationship. 
The Commission said the rates on lettuce and fresh vegetables 
grouped therewith from Colorado and Idaho were related to 
the rates on potatoes but there was insufficient evidence to 
determine whether this basis of rate making should be discon- 
tinued. Justification of the proposed rates, it said, was based 
chiefly on the ground that they would result in properly relat- 
ing the rates on lettuce from the Idaho-Oregon district to those 
in effect from Pacific coast points. 

Commissioner Miller, concurring, said he was not convinced 
that the limited record afforded sufficient justification for such 
a disturbance of long-maintained adjustments as was proposed 
in the suspended tariffs. 

Commissioner McManamy dissented, saying that the law- 
fulness of the suspended rates had been clearly established. 


NEW ENGLAND MOTOR RATES 


In a second supplemental report in Ex Parte MC 22, motor 
carrier rates in New England, the Commission, by division 5, 
has modified its orders establishing minimum reasonable class 
and commodity rates, so as to bring about still further changes 
in that minimum rate structure prescribed in the previous 
reports in this case, 8 M. C. C. 287 and a supplemental order. 
(See Traffic World, Oct. 15, p. 739.) 

Further modifications are to be made on or before Novem- 
ber 30, on not less than one day’s notice, in accordance with 
rates shown in appendices arranged in sections, the sections 
totaling about 60 mimeographed pages. 

Changes in the minimum rate order were directed by this 
report to be made to enable, among other things, common car- 
rier by motor vehicle to meet rates of competitive transporta- 
tion agencies, and to allow respondents to establish commodity 
rates to encourage the movement of traffic by motor vehicle, 
said the report. In the prior supplemental report, the Com- 
mission modified its original order to permit carriers which 
were not members of the New England Motor Rate Confer- 
ence to maintain the commodity rates they formerly published, 
to permit the maintenance of the same commodity rates to and 
from intermediate as well as more distant points, to correct 
errors in tariff compilation, to place competing points on a 
parity of rates, to permit common carriers to meet rates of 
competitive transportation agencies, and to allow respondents 
to establish commodity rates to encourage the movement of 
traffic by motor vehicle. 

Referring to its prior supplemental report in this case, the 
Commission said it there discussed its lack of power to remove 
prejudice against intrastate commerce such as.that moving be- 
tween Hartford and Bridgeport, Conn. That question was 
raised by the Cilco Terminal Co., Inc., of Bridgeport, in a 
reply to one of the petitions of the New England Motor Rate 
Conference. 

In this report the Commission said it had jurisdiction, how- 
ever, over rates published between points within a state which 
were used as factors to determine through combination rates 
on interstate or foreign shipments or which were used as pro- 
portional rates on export and import shipments and on coast- 
wise, intercoastal, and other traffic in interstate or foreign 
commerce. The Cilco Terminal Co. reply pertained to brush 
factory products and supplies. Therefore, said the Commission 
in this report, to the extent that the rates on brush factory 
products and supplies from Hartford to Bridgeport were pub- 
lished to apply on interstate or foreign commerce, it had juris- 
diction to require that they be not unreasonable or unduly 
prejudicial. However, said the Commission, it had not in this 
proceeding attempted to fix the relationship between rates on 


traffic moving to and from the ports on export, import, coast- 
wise, and intercoastal traffic. 

The Commission on consideration of petitions filed in this 
proceeding has reopened it for further hearing November 3 
at the Hotel Manger, Boston, Mass., before Examiner Paul 
Coyle, with respect to matters which have been presented in 
a number of petitions and which have not been disposed of by 
orders dated September 27, October 8 and October 26. 


C. & N. W. OPERATIONS 


In two reports, the Commission, by different divisions, has 
authorized the Chicago & North Western Railway Co. by its 
trustee to abandon the line of railroad extending from Buffalo 
Gap to Hot Springs in Custer and Fall River counties, S. D., 
approximately 14 miles, and to operate a bus and truck service 
between Oral and Hot Springs, S. D. 

The report authorizing abandonment was made in Finance 
No. 11819, Chicago & North Western Railway Co. trustee aban- 
donment, embracing also No. 27859, Hot Springs Chamber of 
Commerce et al. vs. C. & N. W. et al. The complaint was filed 
to obtain an order commanding the defendants to reestablish 
transportation service theretofore provided on the rail branch 
between Buffalo Gap and Hot Springs, several bridges on which 
had been destroyed by flood waters. The Commission, by 
division 4, dismissed the complaint because it found that the 
carrier should be permitted to abandon the branch line. 

The report in the abandonment case said that the C. & N. 
W. on July 23, 1937, filed applications for authority to insti- 
tute operation as a common carrier by motor vehicle of prop- 
erty and passengers between Oral, about seven miles south of 
Buffalo Gap, and Hot Springs, in lieu of rail service, in MC 
42614, Sub. No. 2 and MC 84655, Sub. No. 1, C. & N. W. exten- 
sion of freight operations and C. & N. W. extension of pas- 
senger operations, respectively. In a report by division 5 in 
the motor cases, the C. & N. W. has been authorized to estab- 
lish service between Oral and Hot Springs. 


The motor report stated that the C. & N. W. now employed 
a carrier to transport intrastate traffic for it over the route 
considered and intended to retain this carrier to transport inter- 
state commerce for it over that route, in the event the authority 
sought was granted. On the basis of the facts submitted, said 
division 5, it had a situation where applicant desired to carry 
on a motor carrier service for which it sought the appropriate 
operating authority by the use of an independent contractor. 
Continuing, it said: 





As yet we have not determined whether under the motor carrier 
act a motor common carrier lawfully may hire an independent con- 
tractor to perform the transportation it holds itself out to perform, and 
such question has not been raised or discussed in this proceeding. That 
question, however, is an important one to the administration of the 
motor carrier act as a whole, and one which must be decided upon 
an adequate record and with due consideration. Applicant is eager to 
commence operations for the transportation of interstate commerce, and 
we are impressed with the necessity for an early establishment of the 
proposed service. Consequently, we suggest that applicant conduct the 
proposed service directly with its own motor vehicles and employes, 
which the record indicates it will do if necessary; or in the alterna- 
tive, make such new arrangements with the contractor as would per- 
mit the actual transportation operations to be carried on with his 
vehicles and employes under a lease of equipment made in accordance 
with the Bureau of Motor Carriers Administrative Ruling No. 4, issued 
August 19, 1936. While the propriety of this ruling also is pending be- 
fore us for determination in connection with the general matter of 
owner-operators and their status under the act, it can be used by ap- 
plicant for its stated purpose, if desired, until such time as we may 
adopt, reject, or modify it. With the understanding, therefore, that 
applicant will conduct the proposed operation by either of the methods 
above suggested, we will grant the certificates sought. 


USED WHISKEY BARRELS 


A finding of unreasonableness as to rates on so-called used 
whiskey barrels prior to March 15, 1936, and for the future, 
moving from St. Denis and Baltimore, Md., to Peeskill, N. Y., 
and Lawrenceburg and Terre Haute, Ind., has been made by 
the Commission, division 2, in a report in No. 27795, Maryland 
Distillery, Inc., et al. vs. B. & O. et al. 

The report said the commodity considered was designated 
in the tariffs as old tight wooden barrels and that the ap- 
plicable rates thereon were fourth class, 50 per cent of first 
class, prior to March 15, 1936, when they were reduced to 45 
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per cent of first class. The carload minimum was and is 14,000 
pounds, subject to rule 34 of official classification. New tight 
wooden barrels were and are rated fourth class, minimum 
12,000 pounds, subject to rule 34, according to the report. 

Complainants sought rates 92.5 per cent of the first class, 
minimum 18,000 pounds, subject to rule 34, which basis was 
in effect by exceptions to the classification (the classification 
rating being fifth class or 35 per cent of first class, minimum 
18,000 pounds, subject to rule 34) on empty returned ginger 
ale, malt liquor, water, and non-intoxicating cereal beverage 
barrels, drums, and bottle carriers. The rating on such con- 
tainers, new, was and is fifth class, minimum 20,000 pounds, 
subject to rule 34, according to the report. Complainants urged 
that their whiskey, made from rye and malt, was a cereal 
beverage and, therefore, that the rates on empty returned 
cereal beverage containers should apply on the barrels used 
by them. The 22.5 per cent basis became effective in 1933, and 
apparently was established to meet truck competition, said 
the record. 

The so-called used whiskey barrels are used several times 
by the complainants in shipping aged whiskey and grain spirits 
and then are sold to a cooperage company in Baltimore, which 
in turn sells them for use in storing vinegar, cider, wine, paint, 
pickled food products, etc., according to the report. 


“The evidence is not convincing,” said the Commission, 
“that the column 22.5 rates sought would be maximum reason- 
able rates for the traffic considered, but rates thereon 100 per 
cent higher than those accorded empty returned cereal beverage 
barrels clearly are not warranted. We are of the opinion that 
the rates assailed should not exceed those on new cereal bever- 
age barrels. However, as the Commission in 1931 prescribed 
column 45 rates on old tight wooden barrels for application 
between points in the same territory in which the origins and 
destinations of complainants’ shipments are located, we would 
not be justified in awarding reparation on shipments which 
moved at those rates.” 


The Commission found that the rates assailed had not been 
and were not unreasonable or otherwise unlawful, except that 
they were unreasonable prior to March 15, 1936, to the extent 
that they exceeded the column 45 rates contemporaneously 
effective, minimum 20,000 pounds, plus emergency charges then 
authorized; and that they would be unreasonable for the 
future to the extent that they might exceed 35 per cent of the 
present first class rates from and to the same points, minimum 
20,000. Complainants were found entitled to reparation if they 
paid rates found unreasonable. 


Chairman Splawn, dissenting in part, agreed with the find- 
ing of unreasonableness in the past but disagreed with the 
finding that the rates would be unreasonable for the future. 
He said the evidence showed that these barrels served the 
same purpose as new tight wooden barrels, but that the basis 
prescribed by the majority was the same as that prescribed 
by division 2 on slack telescoped barrels in Hollingshead Co. 
vs. Ann Arbor, 140 I. C. C. 497. 


“The record,” said he, “affords no adequate ground for 
prescribing rates on these used whiskey barrels on a basis 
lower than that prescribed by the Commission on all classes 
of old empty second-hand tight wooden barrels in United States 
Graphite Co. vs. Baltimore & O. R. Co., 176 I. C. C. 240.” 


CHICAGO SWITCHING RATES 


In a tenth supplemental report in No. 19610, switching 
rates in Chicago switching district, and cases joined with it, 
the Commission has extended to September 30, 1939, reduced 
rates, interstate and intrastate, on sand, gravel, crushed stone 
and slag for one, two and three line hauls within the Chicago 
switching district and from Joliet, Ill., to points within the 
switching district. The cases joined with the title proceeding 
are No. 24950, Acme Steel Co. et al. vs. A. T. & S. F. et al; 
No. 17817, Chicago Gravel Co. et al. vs. Same, and a sub-number 
under the last mentioned, Neal Gravel Co. et al. vs. Same 
(see Traffic World, Oct. 22). 


The low rates which have been extended to September 
30, 1939, were made to enable the railroads to meet truck and 
water competition. They were those approved in the seventh 
and ninth supplemental reports, 220 I. C. C. 119, and 225 
Ae el 75, as modified by the general increases authorized 
on March 8, 1938. 


Extension of the expiration date on these rates, September 
30, 1938, was requested by the railroads. They said that the 
rates had enabled them to handle traffic into and within the 
district which under the previously existing higher rates they 
had been unable to obtain. The Commission, by order of 
September 27, authorized the railroads to extend the rates 
now in effect to October 31. The order issued in connection 
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with this supplemental report, however, extends the life of the 
reduced rates to September 30, 1939. 


COTTONSEED TO HOUSTON, ETC. 

In a report in No. 27769, California Cotton Oil Corpora- 
tion vs. A. T. & S. F. et al., the Commission, by division 2, 
has found unreasonable the rate on cottonseed from Los An- 
geles, Calif., jo Houston, Tex., to the extent that it exceeded 
75 cents, minimum 50,000 pounds. An assailed rate on the 
same commodity from Los Angeles to New York, N. Y., was 
found not unreasonable. Reparation of $587.19 was awarded. 
The shipments moved between January 30 and March 9, 1936. 

Charges on the shipments to Houston were collected at a 
rate of 90 cents on the actual weight of the shipments, accord- 
ing to the report. Charges to New York were collected at 
the applicable combination rate of $1.25, minimum 40,000 
pounds. Claimed rates were 72 cents to Houston, and 92 cents 
to New York. 

Commissioner Caskie, dissenting in part, concurred in the 
award of reparation on the shipments to Houston, but dis- 
sented to the finding that the rate charged to New York was 
not unreasonable and to the failure to prescribe rates for the 
future. He said the majority refused to prescribe rates for 
the future to either Houston or New York because they con- 
cluded “there is no indication that the _circumstances which 
gave rise to these shipments will recur.” In this connection, 
said he, it would suffice to point out met complainant spe- 
cifically alleged that for other reasons there was an active 
demand for California cottonseed, especially throughout the 
principal cotton producing areas of the United States, and that 
the movement was greatly restricted because of unreasonable 
rates. 


PICK-UP AND DELIVERY STATUS 


With Commissioner Eastman taking considerable pains to 
point out why he thought the majority was wrong and that 
it made a finding contrary to the decisions in the Scott and 
Acme Fast Freight cases, the Commission, by division 5, in 
a report in MC 65771, Dick’s Transfer & Truck Terminal, con- 
tract carrier application, has found applicants’ operation to 
be that of a contract carrier. 

Mr. Eastman came to the conclusion that applicants were 
emerly acting as agents or substitutes for their principals who 
were motor common carriers, and that the principals were the 
responsible parties under the act. He saw no reason why the 
Commission should not apply to a motor carrier performing 
pick-up and delivery service for another motor carrier the 
same reasoning as applied to a motor carrier performing pick- 
up and delivery service for a carrier by railroads. He held that 
applicants were neither a contract nor a common carrier by 
motor vehicle and that their application should be dismissed. 

The majority found applicants entitled to continue opera- 
tion as a contract carrier by motor vehicle of general commodi- 
ties, at Pittsburg, Kan., and granted a permit. 

Applicants sought a certificate or permit. They alleged 
that a contract carrier operation had been performed in pick-up 
and delivery services for three common carriers by motor 
vehicle, the C. & G. Truck Lines, Yellow Transit Co., and Tri- 
State Motor Co., under oral agreements with those carriers; 
also, that applicants did contract hauling of household goods 
for the general public. 


“Applicants have no responsibility to the shippers in the 
operation considered,” said the majority referring to the services 
for the motor carriers named. “They serve only the particular 
carriers with which they have entered into special or individual 
contracts and receive their charges from such carriers. They 
are in fact agents of the highway carriers providing only a 
terminal facility or service for such carriers by which the 
contracts for transportation are made with the shippers.” 

The Commission said applicants did not hold themselves 
out to the general public as affording transportation of property 
in interstate or foreign commerce, and did not participate in 
joint rates either as an originating or delivering carrier. 

“They do, however,” continued the Commission, “have a 
common arrangement with the lines they serve for the con- 
tinuous movement of property in interstate or foreign com- 
merce, and, therefore, engage in such commerce under an 
arrangement which precludes the exemption of their opera- 
tion from the requirement of a certificate or permit, under 
the provisions of section 203 (b) (8) of the act. A common 
arrangement may exist in the absence of joint rates or issuance 
of through bills of lading. Baer Bros. Mercantile Co. vs. 
Denver & R. G., 233 U. S. 479.” 

Quoting the paragraph wherein the majority said that 
applicants had no responsibility to the shippers, Mr. Eastman, 
in his dissenting opinion, said that from that description it 
was clear that applicants did for the three line-haul carriers 
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precisely what applicant in Scott Bros., Inc., Collection and 
Delivery Service, 4 M. C. C. 551, proposed to do for two rail- 
road companies. He said the conclusion that they were a con- 
tract carrier was in the teeth of the decision of the Commission 
in that case and also of its decision in Acme Fast Freight, Inc., 
Common Carrier application, decided July 12. 

Commissioner Eastman quoted at length from the deci- 
sion of the Commission in the Scott ease in which the conten- 
tion that applicant was a contract carrier was rejected. He 
said the reasoning there used, while directed to pick-up and 
delivery work performed by a motor vehicle operator for a com- 
mon carrier by railroads, was equally applicable to similar 
work performed by a motor vehicle operator for a common 
carrier by motor vehicle. 

In the Acme case, the Commissioner pointed out, the Com- 
mission found that applicant, a so-called forwarding company, 
was a common carrier at common law, although not a common 
carrier by motor vehicle subject to the Commission’s jurisdic- 
tion, except in those instances where system companies operated 
motor vehicles under their own dominion and control. He 
quoted the following from the Acme case decision: 


Forwarding companies, such as applicant, are engaged in common 
carriage for the general public. It is our present view that the ship- 
ments for which they assume responsibility cannot lose their identity 
as shipments in common carriage in any stage of the transportation 
service which the forwarding company undertakes to provide, and 
that they are not, therefore, shipments which can lawfully be trans- 
ported by a motor contract carrier. 


“Tf this be true of service by a contract carrier for a com- 
mon carrier forwarding company, it is equally true of service 
by a contract carrier for a common carrier by motor vehicle,” 
said Commissioner Eastman. 

Mr. Eastman said that the argument that applicants were 
a common carrier by motor vehicle was, in his judgment, con- 
siderably stronger than the argument that they were a contract 
carrier by motor vehicle. In discussing that phase of the mat- 
ter he. quoted from the Scott decision and referred to Allegheny 
& S. S. Ry. Co. vs. Director General, 62 I. C. C. 248, and other 
cases including Chicago Refrigerator Co. vs. I. C. C. 265 U. S. 
292. In the latter case, he said, the court held that a company 
which let refrigerator cars to railroads and also performed 
certain functions for the railroads in connection with their 
transportation service was “not a carrier by railroad, or, indeed, 
a common carrier at all.” 


Mr. Eastman said the decisions to which he referred, some 
supporting the conclusion that an agent used by a railroad in 
transportation service was itself a common carrier by railroad 
(U. S. vs. Brooklyn Eastern District Terminal, 249 U. S. 296; 
M. P. vs. Reynolds-Davis Grocery Co., 268 U. S. 366, and Pow- 
ell vs. U. S., 300 U. S. 276), had, he confessed, been ‘confusing 
to me; but I now think that I perceive the line of distinction.” 

“There is a type of agency relationship between connecting 
railroads under which the agent performs service which the 
principal cannot perform in its own right and which is depend- 
ent upon the initial contract with the shipper.” said he. 


On analysis, said he, it would be found that in all the 
three cases cited, where the agent was found to be a common 
carrier by railroad, the agent actually operated a line of rail- 
road in its own right which was beyond the power of the prin- 
cipal to operate. Continuing, he said: 


On the other hand, in the Chicago Refrigerator Co. case the agent 
did nothing which the railroad could not do for itself and was a mere 
substitute for it. In such situations, if I analyze the decisions of the 
court correctly, the agent does not become a carrier by railroad be- 
cause of the fact that it is engaged in railroad transportation service. 
There is, however, an important qualification to this doctrine which I 
believe to be supported by sound reason and inherent in the situation, 
and that is that the principal cannot, by turning over a part of its 
duties to an agent under contract, defeat in any way public statutes 
which provide for regulation by public authorities of the performance 
of its functions as a common carrier. If necessary to this end, the 
public authorities can reform the contract for the purpose of avoiding 
such defeat and also exercise their inquisatorial powers for the purpose 
of inquiring into the affairs and activities of the agent to such an ex- 
tent as may be required. 

Applying this doctrine to the instant case, it seems to me that the 
applicants are merely acting as agents, or substitutes, for their prin- 
cipals, the three line-haul motor carriers, in the performance of trans- 
portation service which those carriers could perform, if they saw fit 
in their own right. Applying the qualification above mentioned, more- 
over, the three line-haul carriers cannot, through this agency contract, 
divorce themselves from any of their duties under the motor carrier 
act, or in any way defeat our powers of regulation under that act. So 
far as the rates charged and the service furnished to the public are 
concerned, and also security for the protection of the public and such 
matters as our regulations governing safety of operation and hours of 
service of employes, or any other duty imposed by or under the act, 
we can hold the principals responsible for the acts of the agent, and 
we can also inquire into the affairs and activities of the agent to the 
extent that may be required to carry out the policy of the act and 
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prevent the violation of any of its provisions or any of our rules, regu- 
lations, and requirements made thereunder. 

To me this is clear, but assuming that the ground is debatable, I 
would resolve doubts in favor of such a construction of the law, unless 
and until it is otherwise construed by the courts, because of the pub- 
lic benefits which will result in the administration of the act. That 
administration is a huge and very difficult undertaking, and anything 
that can be done to simplify the work is in the general interest. Under 
the conclusions which I have reached herein, the purposes of the act 
can be accomplished and at the same time much burdensome and un- 
necessary work be avoided. The operations in question will be fully 
covered by the certificates of the line-haul motor carrier. Nothing would 
be gained, so far as the purposes are concerned for which the act re- 
quires certificates, by compelling the agent also to have a certificate. 
The same is true of rates and charges. The tariffs filed by the prin- 
cipals cover fully the service furnished to shippers. The compensation 
paid to the agent is like any other form of operating expense. Com- 
petition may ordinarily be depended upon to prevent such compensa- 
tion from rising to an unreasonable level. Under section 220 we can 
obtain copies of the contracts at any time. In the event of possible col- 
lusion, the facts can be ascertained, and the public protected, as in the 
case of any other unreasonable expenditure, in the regulation of the 
principals’ rates and charges. Control of the principals will amply 
take care of such matters as insurance, hours of service, and safety 
regulations. In the event that the agent should be used as a means 
of extending unlawful concessions to shippers, our inquisatorial powers 
are ample for all necessary investigation. 

Discussion of this matter could be expanded, but I believe that 
the above is sufficient for present purposes. It is my conclusion that 
applicants are neither a contract nor a common carrier by motor ve- 
hicle and that their application should be dismissed. 


COMMISSION REPORTS 


Switching Charge 


I. and S. No. 4465, switching between Hancock and Hough- 
ton, Mich. By division 2. Proposed increased switching charge, 
2.5 cents a hundred pounds, minimum 50,000 pounds, between 
Hancock and Houghton, Mich., not justified. Schedules ordered 
to be canceled and the proceeding discontinued. 


Flood-Damaged Sisal 


No. 27707, F. Burkart Manufacturing Co. vs. Baltimore 
& Ohio. By division 2. On further hearing, findings in former 
report, 225 I. C. C. 140, that the charges on flood-damaged 
sisal, carloads, Cincinnati, O., to St. Louis, Mo., were not shown 
to have been unreasonable, reversed. New finding is that they 
were unreasonable to the extent they exceeded, at the ap- 
plicable rate, charges which would have accrued at the same 
rate based on the established minimum weights for the cars 
used. Reparation of $243.83, with interest, awarded. Shipments 
were made in February, 1937. 


Hops 


No. 27722, Ernecke & Salmstein Co. et al. vs. Northern 
Pacific et al. By division 3. Dismissed. Rates charged, $1.75 
prior to April 18, 1935, and $1.80 thereafter, subject to a car- 
load minimum weight of 25,000 pounds, hops, between May 
21, 1934, and December 31, 1936, points in Washington, Oregon 
and California to destinations in western trunk line and cen- 
tral territories, not shown to have been, or to be unreasonable. 
Rates of $1.50 and $1.55 were claimed. 


COMMISSION MOTOR REPORTS 


In MC F-216, Union Transfer Co., purchase, Eugene E. 
Heiser, the Commission, by division 5, has authorized the pur- 
chase by Union Transfer Co., of Omaha, Neb., of the operating 
rights of Eugene E. Heiser, Scottsbluff, Neb., dba Heiser Freight 
Lines. It is provided that in the event the authority herein 
granted is exercised, service which applicant may render as 
result of operating authority here purchased, shall be subject 
to such limitations or restrictions as the Commission may here- 
after find it necessary to impose in the event of a favorable 
determination of the application now pending in MC F-16, Union 
Pacific R. C., Control, Union Transfer. 

The Commission, by division 5, in MC 11510, George W. 
Rickerd, contract carrier application, has denied a permit un- 
der the grandfather clause to operate as a contract carrier of 
beer and empty beer containers, between Omaha, Neb., and cer- 
tain points in Kansas. 

In MC 23620, Georgia Motor Express, Inc., common car- 
rier application, embracing also applications for extension of 
operation and registration, and MC 86257, Same, contract car- 
rier application, the Commission, by division 5, has authorized 
continuance of operations as a common carrier of general com- 
modities, except household furniture and goods, in truckloads, 
over specified routes between Atlanta, Ga., on the one hand, 
and Albany and Athens, Go., Birmingham, Ala., and Asheville, 
N. C., on the other, including intermediate points, and off-route 
points from Winder and Athens, Ga., and over a specified route 
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between Gadsden and Anniston, Ala., and intermediate points, 
under grandfather rights acquired by it or as successor in inter- 
est to named motor carriers. It has denied authority to con- 
duct operations over specified routes between Atlanta and 
Gadsden and between Anniston and Sylacauga, Ala. It has also 
denied a certificate for extension of operations in the carriage 
of general commodities over specified routes between Albany 
and Thomasville, Ga., and between Camilla and Moultrie, Ga. 
The Commission has denied a permit authorizing operation as 
a contract carrier of packing house products from Albany, Ga., 
to various points in Georgia, Alabama, Florida, the Carolinas, 
Tennessee, Mississippi, and Louisiana, over specified routes. 
The Commission also denied the application, on form BMC 6, 
for registration of the extensions of operations sought as not 
proper for this applicant as a carrier on intrastate routes in 
various states because such certificates, the Commission said, 
were permissible in lieu of proof of convenience and necessity 
only where applicant’s entire operations were confined to a sin- 
gle state. The routes of the applicant, it said, were in Alabama 
and North Carolina as well as in Georgia. 

In MC 88082, Benjamine L. Sherman, common carrier ap- 
plication, the Commission, by division 5, has authorized opera- 
tion as a common carrier of lubricating oils, greases, and anti- 
freeze, in containers, from St. Marys, W. Va., and Whiting, 
Ind., to St. Marys, O.; canned vegetables from St. Marys, O.,; 
to Pittsburgh, Pa., Chicago, Ill., and Indianapolis, Ind.; paper 
or liner board from St. Marys, O., to points in Indiana, Illinois 
and Pennsylvania; and scrap paper on return to St. Marys, O., 
over irregular routes. 

The Commission, by division 5, in MC 86627, Union Pacific 
Railroad Co., self-insurance, has approved an application for 
authority to qualify as a self-insurer under section 215 of the 
motor carrier act. 

In MC 60107, Hibbing Van & Transfer Co., extension of 
operations, the Commission, by division 5, has dismissed the 
application on finding operation by applicants in collection and 
delivery service at Hibbing, Minn., for railroads not subject 
to regulation under the motor carrier act. Applicants sought 
a certificate authorizing extension of operations as a common 
carrier of general commodities, in collection and delivery serv- 
ice for the Great Northern and the Duluth, Missabe & North- 
ern, in Hibbing. 

The Commission, by division 5, in MC 50574, Peake Oil Co.., 
contract carrier application, on reconsideration, has authorized 
applicant to operate from points in Kansas to Edgar and Daven- 
port, Neb., and from Superior to Chester, Neb., thence to a 
point one mile south of the Kansas-Nebraska state line. These 
operations are in addition to those authorized in the prior re- 
port, findings in which are reaffirmed. Permit granted for 
contract carriage of refined petroleum products. 

In MC 3005, James F. Hoey, common carrier application, 
the Commission, by division 5, has authorized continuance of 
operation as a common carrier of general commodities, with 
certain exceptions, over specified routes, between Chicago and 
intermediate points in Illinois, on the one hand, and St. Joseph, 
Mo., and Kansas City, Mo.-Kan., on the other. 

The Commission, by division 5, in MC 160, Harry Leven- 
berg, common carrier application, embracing also MC 50926, 
Same, contract carrier application, has authorized operation as 
a common carrier of general commodities between Vineland, 
N. J., and Philadelphia, Pa., over specified routes, serving in- 
termediate points and the off-route points of Bridgeton and 
Millville, N. J. It has denied a permit to transport general 
commodities over the same routes. 

In MC 88784, Aaron Vigevano, common carrier applica- 
tion, the Commission, by division 5, has denied an application 
for a certificate as a common carrier of household goods be- 
tween points in Massachusetts, Rhode Island, Connecticut, New 
Hampshire, Vermont, and Maine, over irregular routes. The 
Commission said applicant had failed to show that present or 
future public convenience and necessity required the proposed 
service. It had repeatedly stated, it said, that existing motor 
carriers should normally have a right to transport all traffic 
which they could handle adequately, efficiently, and econom- 
ically in territories they served without the added competition 
of a new operation. Existing service, the Commission found, 
was adequate. 

The Commission, by division 5, in MC 89529, United Parcel 
Service of Pennsylvania, Inc., contract carrier application, has 
authorized operation as a contract carrier of commodities sold 
by department stores, from Philadelphia, Pa., to points in New 
Jersey, Delaware, Maryland, and the District of Columbia, and 
rejected shipments from points in that destination territory to 
Philadelphia, over irregular routes. 

In MC 86320, Samuel Lightbody, common carrier applica- 
tion, embracing also MC 91537, Lightbody Brothers, common 
carrier application, the Commission, by division 5, has author- 
ized operation as a common carrier of uncrated household 
goods and uncrated office or store furniture or fixtures, be- 
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tween New York, N. Y., and points in Westchester County, 
N. Y., on the one hand, and points in Connecticut, Rhode Is- 
land, Massachusetts, New York, New Jersey, Pennsylvan‘a, 
Vermont and New Hampshire, on the other, over irregular 
routes. 

The Commission, by division 5, in MC 88913, Lester J. 
Sperber, contract carrier application, has denied a permit to 
operate as a contract carrier of beer from Jeannette and 
Greensburg, Pa., to Westminster and Baltimore, Md., Wash- 
ington, D. C., and Alexandria, Va. 

In MC F-611, Hill Lines, Inc., purchase, Rainbow Truck 
Lines, Inc. (J. R. Robinson, receiver), embracing also MC 
F-612, George C. Lebeck, purchase, Rainbow Truck Lines, 
Inc.; MC F-613, Lubbock-El Paso Motor Freight, Inc., purchase, 
Same; MC F-614; J. L. Naylor, purchase, Same; and MC F-615, 
A. R. Dalby, purchase, Same; the Commission, by division 5, 
has deferred the entry of an order permitting a proposed uni- 
fication until duplications have been eliminated. It has made 
findings and its reports says that if no representations within 
the issues raised by these proceedings, adverse to the findings, 
are made within 25 days from the date hereof or, if made, shall 
not be deemed by the Commission sufficient to justify further 
proceedings, an appropriate order in accordance with the find- 
ings will be entered. The applications pertain to a unification in 
New Mexico. 

Rights of the prospective purchasers, except Dalby, the 
Commission said, duplicated to a large extent those sought to 
be acquired from Rainbow. The Commission said its findings 
contemplated unification in such purchasers of all operating 
authority respectively transferred and issuance to them of a 
certificate covering their respective portions of Rainbow’s con- 
firmed rights, with duplications eliminated. The order, entry of 
which has been deferred, would approve and authorize purchase 
by Hill Lines, Inc., of operating rights of Rainbow Truck Lines, 
Inc., and assignment by Hill Lines, Inc., of certain of such 
rights to (a) George C. Lebeck, doing business as Los Angeles- 
Albuquerque Express; (b) Lubbock-El Paso Motor Freight, 
Inc.; (c) J. L. Naylor, doing business as El Paso-Pecos Valley 
Truck Lines; and (d) A. R. Dalby, doing business as Dalby 
Motor Freight Lines. 


SIGNAL SYSTEMS 

The Northern Pacific has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the inter- 
state commerce act. Any interested party desiring hearing 
should advise the Commission in writing within 15 days from 
October 21. 

The Baltimore & Ohio; Kansas City Southern; Reading Co.; 
New York, New Haven & Hartford; and Grand Trunk Western 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commis- 
sion in writing with 15 days from October 24. 

The Pennsylvania; Baltimore & Ohio; and Boston & Maine 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from October 25. 

The New York, New Haven & Hartford has filed an appli- 
cation with the Commission for approval of proposed modi- 
fication of signal systems or devices under paragraph (b) sec- 
tion 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing with- 
in 15 days from October 26. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 12169, Louisville & Nashville 
Railroad Co. abandonment, permitting abandonment by the Louisville 
& Nashville Railroad Co. of a branch line of railroad in Logan county, 
Ky., approved. 

Report and certificate in F. D. No. 12092, Baltimore & Ohio Rail- 
road Co. operation, authorizing the Baltimore & Ohio Co. to continue 
operation, under trackage rights, over the Pittsburgh & Lake Erie 
between McKeesport and New Castle Junction, Pa., approved. 


ELKINS ACT CASE 


The Commission has been advised that on October 14, 
before a grand jury for the southern district of Ohio, sitting 
at Dayton, an indictment in ten counts was returned against 
Sam J. Wilson, a member of the partnership of Alex Wilson 
Company, Cincinnati, charging violations of section 1 of the 
Elkins act in the underbilling of carload shipments of dressed 
poultry consigned to Campbell Soup Company at Camden, N. J. 
This matter was investigated by the Commission’s Bureau of 
Inquiry and was presented to the grand jury on October 10, 
according to Secretary Bartel. 
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Proposed Reports in I. C. C. Cases 








ONIONS AND CANNED GOODS 


N a finding that earnings from the proposed rates would be 

at less than cost or at the approximate cost of operation, 
Examiner Richard Yardley in a recommended report and order 
in I. and S. M.-349, onions and canned goods, export and coast- 
wise, Texas points, has recommended that proposed rates on 
onions and canned goods from points in the lower Rio Grande 
valley to Port Brownsville and Port Isabel, Tex., be found 
unlawful and that the suspended schedules be ordered can- 
celed. The report was served October 25. 

The report said that Agent J. D. Hughett and others pro- 
posed to establish via R. L. Blankenship, dba Blankenship 
Motor Transport, successor in interest to Valley Forwarding 
& Receiving Co., reduced rates on canned fruits and vegetables 
and onions from thirty-nine points in the lower Rio Grande 
valley of Texas to Port Brownsville and Port Isabel, Tex., 
for export and coastwise movement. The schedules were pro- 
tested by the Southwestern Motor Freight Bureau, Inc., and 
have been suspended until November 14. 


The examiner said that the proposed rates of 9.5 and 10 
cents, minimum 14,000 pounds, applied from thirty-nine points 
in the lower Rio Grande Valley to Port Brownsville and Port 
Isabel, and were approximately 15.5 per cent of first class. He 
said the distances ranged from 15.5 to 113.6 miles to Port 
Brownsville and approximately 18.5 to 116.6 miles to Port 
Isabel. The report said that protestant Red Arrow Freight 
Lines participated in export or coastwise rates of 32 cents, 
minimum 14,000 pounds, on canned goods and food prepara- 
tions, Brownsville to Corpus Christi, Tex., 204 miles; 42 cents, 
minimum 30,600 pounds, on citrus fruits, Brownsville to Hous- 
ton, 401 miles; and 24 and 28 cents, minimum 60,000 pounds, 
or, in the alternative, 28 and 40 cents, minimum 36,000 pounds 
on fruit juice from Brownsville to Corpus Christi and Houston, 
respectively. The rail lines, he said, published a rate of 42 
cents on citrus fruits, minimum 30,600 pounds, from Browns- 
ville to Houston, and rates of 24 and 28 cents on canned goods 
including fruit juice, minimum 60,000 pounds, from Brownsville 
to Corpus Christi and Houston, respectively. Protestant truck 
lines, said he, also published rates on freight, all kinds, aver- 
aging 23.8 cents, minimum 7,000 pounds and 18.4 cents, mini- 
mum 20,000 pounds, from Port Isabel and Port Brownsville to 
destinations in the valley. 


RAIL-TRUCK CUTS UNWARRANTED 


A proposal of the railroads to make heavy reductions in 
rates from points in Kansas and Missouri to points throughout 
the United States to meet highway competition, the reduced 
rates to apply over indirect as well as direct lines, in the opin- 
ion of Examiner Claude A. Rice, expressed in a proposed report 
in fourth section application No. 17202, rates from and to 
points in Kansas and Missouri, is unwarranted. He has recom- 
mended denial of relief from the long-and-short-haul part of 
section 4. The proposed reductions would be in both rates 
and ratings. 


Instead of proposing reduced rates to meet highway com- 
petition the examiner suggests that the railroads apply to the 
Commission, either by petition or by complaint, for correction 
of the competitive situation instead of proposing reductions 
that, in his opinion, would break down the rate structure 
created by the Commission in its decisions in the Consolidated 
Southwestern and Western Class Rate cases. He pointed out 
that Congress, in the motor carrier act, had announced a 
policy of coordinating rail and motor vehicle transportation and 
eliminating unfair and destructive competitive practices, mak- 
ing unnecessary rate reductions by railroads to meet competi- 
tion such as had been deemed necessary theretofore. 


The carriers filed fourth section application proposing 
reductions from points in a strip of territory through a part of 
Missouri and Kansas which was proposed as a buffer area be- 
tween western trunk line and southwestern territories some of 
which would be as much as fifty per cent below existing rates 
on carloads. All the railroads, defendants or respondents in 
the Consolidated Southwestern and Western Trunk Line Class 
Rate cases, were parties to an application filed by Agent L. E. 
Kipp for fourth section relief. 


The Topeka (Kan.) Chamber of Commerce and the 
Topeka Traffic Association and the Salina (Kan.) Chamber of 
Commerce, according to the report, introduced evidence in sup- 





port of the application. The Wichita (Kan.) Chamber of Com- 
merce presented opposition to the proposed adjustment and 
contended, said Examiner Rice, that many of the proposed 
rates would be unduly prejudicial to Wichita shippers and 
receivers of freight, and unduly preferential of competitors in 
Kansas. 

Approval herein and subsequent establishment of the re- 
duced ratings and rates proposed by the railroads, said Ex- 
aminer Rice, would have the effect of breaking down a material 
portion of the comprehensive adjustment of railroad rates, 


which, after a prolonged investigation study, was prescribed by 
the Commission. 


Applicant railroads, said the examiner, contended that the 
rate reductions proposed were necessary to enable them to 
compete with rates which had been established by highway 
carriers. The primary ground for the relief prayed, he said, 
was highway competition. The railroads claimed, in substance, 
said he, that the highway carriers maintained rates which were 
on a lower level than the lawful rates prescribed by the Com- 
mission and that reduced railroad rates were essential to 
enable them to participate in the traffic. 


“But applicants have available another remedy,” says the 
examiner, “of a constructive nature, which has not been ex- 
hausted, a remedy which apparently has not even been tested. 
Partially for that reason, and partly because the proposed rate 
adjustment would be unduly preferential and prejudicial as 
between shippers and receivers of freight in central Kansas 
and southern Kansas, it is recommended herein that the 
application be denial in its entirety.” 

Examiner Rice said that in the many years before highway 
carriers were subject to regulation, the railroads might have 
been warranted in reducing, here and there, rates which had 
been prescribed by the Commission. But, he said, that condi- 
tion had been changed by the enactment of the motor carrier 
act under which the railroads might apply to the Commission 
for a test of the lawfulness of the rates established by their 
competitors for the purpose of ascertaining whether the main- 
tenance by highway carriers of interstate rates which were 
lower, quantity of freight and service considered, than the 
lawful railroad rates prescribed by the Commission constituted 
an unfair and destructive competitive practice. He said they 
might ask the Commission to prescribe definite relations be- 
tween rail and highway rates in order to preclude the practice 
of unfair and destructive competition in the future. 

Obviously, he said, if a highway carrier had established 
rate levels which had the effect of disrupting or destroying, 
in whole or in part, a railroad rate adjustment prescribed by 
the Commission as lawful, the burden would be on that high- 
way carrier to show that it was not engaged in destructive 
competition. Such an issue, he added, could probably be dis- 
posed of in a comparatively short time, for the reason that 
reasonable, nonprejudicial, and nonpreferential railroad rate 
levels had heretofore been prescribed by the Commission. And, 
he added, it would largely be a question of determining whether 
the highway rates, for comparable quantities of freight and 
comparable services, should be the same as, or higher or lower 
than, the corresponding railroad rates. 


PROPOSED REPORTS 


Cotton Piece Goods 


No. 28027, Salant & Salant, Inc., vs. N. C. & St. L. et al. 
By Examiner H. W. Archer. Failure of defendants to comply 
with their tariff rule providing for the publication of com- 
modity rates on cotton-piece goods, Lindale, Ga., to Martin, 
Tenn., between October 2, 1935, and November 27, 1936, both 
inclusive, to intermediate points made with relation to rates 
in effect to more distant points, proposed to be found to be 
unreasonable. The examiner said that reasonable charges un- 
der the intermediate rule which was not observed would have 
been those computed at a rate of 62 cents a hundred pounds 
with no emergency charge added. Reparation proposed. 


Foundry Sand 


No. 28025, Rhode Island Malleable Iron Works vs. New 
York Central et al. By Examiner Lewis L. Prout. Rate 
charged, $3.90 a net ton, two carloads, foundry sand, Humaston 
(Blossvale), N. Y., to Hills Grove, R. I., shipped between July 
1, 1935, and August 30, 1936, proposed to be found unreasonable 
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to the extent it exceeded $2.90. Reparation of $114.14, with 
interest, proposed. 


Structural Iron and Steel 


No. 28062, Illinois Zinc Co. vs. C. R. I. & P. et al. By 
Examiner Harold M. Brown. Rates, second-hand structural 
iron and steel and second-hand machinery, n.0o.i.b.n., carloads, 
Peru, Ill., to Machovec, Tex., proposed to be found unreason- 
able to the extent they exceeded 65 cents on used iron and 
steel, and 88 cents on used machinery, n.o.i.b.n. Rates of 88 
cents and $1.22, respectively, were charged on the shipments 
which moved June 22 and June 24, 1936. Reparation of $565.09, 
without interest, proposed. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 95531, William V. Bahoff, contract carrier application. 
Examiner D. C. Dillon. Served October 21. Permit recom- 
mended. Printed matter, including newspapers, circulars and 
advertising material, Philadelphia, Pa., to points in New Jersey 
on and north of U. S. highway 30, and New York, N. Y., Balti- 
more, Md., and Wilmington, Del., over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from date of service. 

MC 95277, Catherine De Giose, dba Lansdowne Avenue 
Moving & Storage, common carrier application. Examiner 
D. C. Dillon. Served October 21. Certificate recommended. 
Household goods and office furnishings between Philadelphia, 
Pa., on the one hand, and New York, N. Y., Washington, D. C., 
and points in New Jersey, Maryland, and Delaware, on the 
other, over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 95038, Michael Pajor, common carrier application. 
Joint board 67. Served October 21. Certificate proposed. Stone, 
sand, gravel, and slag, Riegelsville, Pa., to points in New Jersey 
within 25 miles thereof, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

MC 94638, Western Specification Oil Co., Inc., common 
carrier application. Joint board 43. Served October 21. Denial 
of certificate proposed at request of applicant. Petroleum prod- 
ucts, in bulk, refining and pipe line points in Kansas to points 
in Colorado, over specified routes. 

MC 94111, Alexander Bryce, dba Bryce Cartage & Storage, 
common carrier application. Joint board 80. Served October 
21. Certificate proposed. Specified commodities between the 
International Boundary near Blaine, Wash., and Washington 
points over specified routes, serving the off-route point of Sedro 
Woolley, Wash. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 94017, Clarence P. Norton, dba Clarence Norton Truck 
Service, common carrier application. Examiner D. C. Dillon. 
Served October 21. Certificate proposed. Specified commodi- 
ties, points in Iowa to Omaha, Neb., St. Joseph and Kansas City, 
Mo., and from Omaha to points in Iowa, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

MC 93370, Gloster R. Parker, common carrier application. 
Examiner W. R. Pierce. Served October 21. Certificate recom- 
mended. Passengers and their baggage, in charter service, be- 
tween points in a described territory in Delaware and Maryland, 
on the one hand, and described points in Delaware, Maryland, 
and Virginia, and Philadelphia, Pa., on the other. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. MC 93228, William L. 
Garber, contract carrier application. Examiner D. C. Dillon. 
Served October 21. Certificate proposed. New furniture, un- 
crated, Philadelphia, Pa., to New York, N. Y., Wilmington, 
Del., and points in New Jersey, over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within 30 days from date of service. 

MC 90155, Ernest C. Bauman, common carrier application. 
Joint board 77. Served October 21. Certificate recommended. 
General commodities, with exceptions, between Gatesville, Tex., 
and Waco, Tex., over a specified route. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 86732, Sub. No. 1, Leonard’s Lines, extension of opera- 
tions. Examiner D. C. Dillon. Served October 21. Permit 
recommended. Malt beverages, Wilkes-Barre, Pa., to points 
in Connecticut, Maryland, Delaware, New York, and New Jer- 
sey, and returned empty containers in the reverse direction, 


over irregular routes. Modified procedure. Hearing on request. 
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Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 84531, Sub. No. 1, Widsteen Gasoline Transport Co., 
Inc., extension of operations—Idaho. Joint board 169. Served 
October 21. Petroleum and its products, in bulk, Attalia, Ed- 
monds, Seattle, and Tacoma, Wash., to points in Idaho; also 
from Richmond Beach, Wash., to peints in Idaho. Exceptions, 
if any, must be filed within 25 days from date of service. 

MC 68167, Sub. No. 1, Washington, Virginia and Maryland 
Coach Co., Inc., extension of operation—Arlington County. 
Joint board 108. Served October 21. Certificate proposed. 
Passengers over certain described routes in Arlington County, 

a 


MC 61809, Sub. No. 1, Harvey L. Hixson, extension of 
operations—Idaho. Joint board 79. Served October 21. Cer- 
tificate recommended. Ore, points in Lincoln, Pend Oreille, 
Spokane, and Stevens counties, Wash., to points in Washing- 
ton, those in that part of Idaho north of the southern boundary 
of Idaho County, and those in that part of Montana west of a 
line drawn north and south through Billings, Mont., over 
irregular routes. Exceptions, if any, must be filed within 25 
days from date of service. 

MC 59552, Sub. No. 1, W. F. Purdue, dba Purdue’s Express, 
extension of operations. Examiner G. E. Proudley. Served 
October 21. Denial of application for a certificate proposed. 
Petroleum products, in containers, Marcus Hook, Pa., to Onan- 
cock, Va., and empty containers on return, over a specified 
route. 


MC 26301, F. R. Perkins, dba F. R. Perkins Trucking Co., 
contract carrier application. Examiner M. B. Driscoll. Served 
October 21. Permit recommended. New furniture, bed springs, 
mattresses, and store and office fixtures, Batesville and Indian- 
apolis, Ind., to points in Illinois and Michigan, over irregular 
routes. 


MC 17979, Sub. No. 1, Martin Crowley and Edward Crow- 
ley, copartners, extension of operations. Joint board 186. Served 
October 21. General commodities between Tilton and Bristol, 
N. H., serving Franklin and Hill, N. H., as intermediate points. 

MC 13252, C. H. Stradling, contract carrier application. 
Examiner F. W. Denniston. Served October 21. Denial of 
permit proposed. General commodities between points in Dela- 
ware, Maryland, Pennsylvania, New Jersey and New York, 
over irregular routes. 


MC 12113, Collins Fireproof Storage Co., Chicago, IIl., 
brokerage application. Joint board 149. Served October 21. 
Denial for want of prosecution proposed. Applicant sought a 
license for a broker for the purpose of arranging for transpor- 
tation of household goods. 


MC 4991, Sub. No. 1, J. W. Jones, common carrier appli- 
cation. Joint board 36. Served October 21. Dismissal of ap- 
plication proposed at request of applicant. General commodi- 
ties between Ottawa and Kansas City, Mo., via Baldwin, Kan.., 
extension of service between Ottawa and Kansas City, over 
another route which is covered by an application under the 
“grandfather” clause of the motor carrier act. 


MC 2867, Sub. No. 1, Lorin Bice and Roy Bice, dba Bice 
Brothers, extension of operations. Joint board 83. Served 
October 21. Permit recommended. Gasoline, fuel oil and road 
oil, in bulk, and lubricating oil, in containers, over specified 
routes from Laurel, Mont., to Twin Falls and Coeur d’Alene, 
Ida.; Rupert to Gooding, Ida.; and from Jerome to Shoshone, 
Ida., including intermediate points and also certain designated 
off-route points. Exceptions, if any, must be filed within 25 
days from date of service. 

MC 1504, Sub. No. 7, Atlantic Greyhound Corporation, ex- 
tension of operations—Lillington. Joint board 103. Served 
October 21. Certificate recommended. Passengers and their 
baggage, and express, mail and newspapers in the same vehicles 
with passengers, from the intesection of U. S. highway 15-A 
and North Carolina highway 210 over the latter highway to 
Angier, N. C.; thence North Carolina highway 55 to its intersec- 
tion with U. S. hignway 15-A, serving all intermediate points. 

MC 643, Howard M. Crawford, dba Service Transfer Co., 
common carrier application. Joint board 140. Served October 
21. Certificate proposed. Continuance of operations, general 
commodities, with certain exceptions, between specified points 
in Kansas, Missouri, and Nebraska, over regular routes. 

MC 89409, Peter J. Malley, contract carrier application. 
Examiner D. C. Dillon. Served October 21. Permit proposed. 
Silver bars, New York, N. Y., to West Point, N. Y., until 
September 1, 1939, the transportation being for the United 
States government. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 95554, George M. Plank, Sr., and George M. Plank, 
Jr., dba George Plank, common carrier application. Examiner 
D. C. Dillon. Served October 22. Certificate proposed. Con- 
tinuance of operation, household goods, office furniture and 
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store fixtures, between Philadelphia, Pa., and points in Penn- 
sylvania within ten miles of 69th Street Terminal, on the one 
hand, and points in New Jersey, New York, N. J., commercial 
zone, Long Island, N. Y., District of Columbia, and Boston, 
Mass., and points within 20 miles of Boston, on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 94638, Sub. No. 1, Western Specification Oil Co., Inc., 
Colorado-Kansas, common carrier application. Joint board 43. 
Served October 22. Denial of Certificate proposed. Petroleum 
products, in bulk, Hutchinson, McPherson, Augusta, and Chase, 
Kan., to Denver, Pueblo, Stratton, Seibert, Arriba, La Junta, 
Ramah, and Eads, Colo. 

MC 93978, J. Ed. Smith, dba J. Ed. Smith Truck Service, 
common carrier application. Examiner D. C. Dillon. Served 
October 22. Certificate recommended. Specified commodities 
between points in Iowa, Nebraska, and Missouri, over regular 
and irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 89421, George Kobayashi, common carrier application. 
Joint board 29. Served October 22. Certificate recommended. 
Coal, Alpine, Wyo., and vicinity to Pocatello, Ashton, and Spen- 
cer, Ida., over specified routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 43025, Sub. No. 1, W. K. Burchfield, contract carrier 

application. Joint board 43. Served October 22. Denial of 
permit proposed. Petroleum products, in bulk, points in Kan- 
sas to points in Colorado. 
MC 29734, Sub. No. 1, Joseph H. Smith, extension of opera- 
tions. Examiner D. C. Dillon. Served October 22. Certificate 
recommended. Tallow and inedible animal grease in tank 
trucks or trailers between New York, N. Y., and Baltimore, Md., 
over a regular route. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

MC 28287, Byron Lowell Moore, common carrier application, 
embracing also MC 20130, Byron Lowell Moore, common car- 
rier application. Joint board 36. Served October 22. Certificate 
proposed. Continuance of operation, live stock, Chalk, Kan., 
and points within 20 miles thereof, to Kansas City, Mo. 

MC 13252, Sub. No. 1, C. H. Stradling, common carrier 
application. Examiner F. W. Denniston. Served October 22. 
Certificate recommended. Brick and terra cotta, Eddystone, 
Crumlynne and Philadelphia, Pa., and Winslow Junction, N. J., 
on the one hand, and points in New Jersey, New York, Penn- 
sylvania, Delaware and Maryland, within 150 miles of Phila- 
delphia, on the other; of building material and equipment and 
contractors’ equipment between Ambler and Philadelphia, Pa., 
and Camden, N. J., on the one hand, and the before mentioned 
territory, on the other; of iron and steel between Ambler and 
Philadelphia, Pa., on the one hand, and the before described 
destination territory, on the other; of machinery, between 
Ambler, Conshohocken and Philadelphia, Pa., on the one hand, 
and the before described destination territory, on the other; 
and paper, Conshohocken, Pa., on the one hand, and the before 
described territory on the other. 

MC 13028, The Short Line, Inc., common carrier applica- 
tion. Joint board 134. Served October 22. Certificate recom- 
mended. Continuance of operation, passengers and their bag- 
gage and express and newspapers between certain points in 


Connecticut, Massachusetts, and Rhode Island, over specified 
routes. 


MC 45761, Richard J. Tierney, broker application. Ex- 
aminer Van Dyke. Served October 22. Applicant’s operations 
in the transportation of general commodities, with certain 
exceptions, between Chicago, IIl., on the one hand, and St. Paul, 
Minn., Omaha, Neb., and Denver, Colo., on the other, proposed 
to be found not those of a broker nor of a common carrier by 
motor vehicle. Denial of application proposed. 


MC 88792, Alva C. Walker, common carrier application. 
Examiner L. R. Conley. Served October 22. Denial of cer- 
tificate proposed. Household goods between points in Michigan, 
Indiana, Pennsylvania, New York, Ohio, Illinois, Maryland, and 
the District of Columbia, over irregular routes. 

MC 88795, C. M. Burris, Lloyd Burris, and John W. Burris, 
dba C. M. Burris & Sons, common carrier application. Ex- 
aminer Mack Myers. Served October 22. Denial of certificate 
recommended. Oil field equipment, supplies, and machinery 
between points in Oklahoma, Kansas, Texas, Missouri, and 
Illinois, over irregular routes. 

MC 5631, Sub. No. 1, Domenick Longo, extension of opera- 
tions. Joint board 134. Served October 22. Permit recom- 
mended. Oxygen in steel cylinders, Portland, Conn., to Provi- 
dence, R. I., Springfield and Worcester, Mass., over specified 
routes, and of empty cylinders or rejected full cylinders in the 
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reverse direction, over the same routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

MC 13028, Sub. No. 1, Short Line, Inc., extension of opera- 
tions—New London. Joint board 227. Served October 22. 
Denial of certificate proposed. Passengers and their baggage, 
and express, and newspapers between Putnam and New Lon- 
don, Conn., serving all intermediate points between Putnam 
and Norwich, Conn. 

MC 37360, Jennings B. Atherton, dba Jennings Atherton 
Freight Line, common carrier application. Joint board 68. 
Served October 25. Denial for want of prosecution proposed. 
Applicant sought a certificate or permit to transport general 
commodities in Virginia, Maryland and the District of Columbia, 
between points in eastern Virginia, Washington, D. C., and 
Baltimore, Md., over irregular routes. 

MC 37704, Sub. No. 1, Raymond Brown, contract carrier 
application. Joint board 73. Served October 25. Denial for 
want of prosecution proposed. Milk and milk products in In- 
a and Michigan, between Galien, Mich., and Chi- 
cago, Ill. 

MC 50059, R. L. Blankenship, dba Blankenship Motor 
Transport, common carrier application. Examiner Richard 
Yardley. Served October 25. Denial of certificate proposed. 
General commodities, between points in the Rio Grande valley 
and ports of Brownsville and Isabel, Tex. Red Arrow Freight 
Lines, Inc., J. H. Robinson Truck Line, Inc., Jones Motor 
Freight Lines, Inc., Yellow Cab Transit Co., Houston & North 
Texas Motor Freight Lines, Inc., and the Texas railroads 
opposed grant of the application. 

MC 70082, Ruben E. Melgren, contract carrier applica- 
tion. Joint board 36. Served October 25. On further hearing, 
applicant’s operation proposed to be found that of a common 
carrier. Certificate proposed, live stock, over a regular route, 
Olsburg, Kan., and points within 10 miles thereof, to Kansas 
City, Mo., and specified commodities from Kansas City to 
Olsburg. Prior report 3 M. C. C. 452. 

MC 64220, Clarence and Sylvia Raymond, dba Seward 
Transfer & Storage, common carrier application. Joint board 
93. Served October 25. Certificate recommended. Continuance 
of operation, general commodities, with exceptions, over speci- 
fied routes, between Seward, Lincoln, and Omaha, Neb., serving 
certain off-route points, and intermediate points. 

MC 86542, John Kinnie Whitfield, dba North Alabama and 
Mississippi Express, common carrier application. Joint board 
110. Served October 25. Denial for want of prosecution pro- 
posed. General commodities between Vina, Ala., and Mem- 
phis, Tenn. 

MC 88685, L. E. Whitlock, common carrier application. 
Joint board 52. Served October 25. Certificate recommended. 
Oil field equipment, oil field machinery and materials; also 
machinery, pipe, tanks, and other materials used in the con- 
struction, operation and maintenance of pipe lines or refineries 
to supply points, oil fields or refineries, anywhere in Kansas, 
the entire physical operation to be within the state. 


MC 89147, John Gruitza, contract carrier application. Joint 
Board 27. Served October 25. Denial of permit proposed. 


General commodities between points in Ohio and Pennsylvania, 
over irregular routes. 


MC 89156, Wesley J. Olsen, contract carrier application. 
Joint board 36. Served October 25. Denial of permit proposed. 
Gasoline, McPherson, Kan., to Independence, Mo. 

_ MC 94248, Walter Scott Huff, common carrier application. 

Joint board 237. Served October 25. Denial for want of prose- 
cution proposed. Passengers and their baggage between points 
in British Columbia and Washington, over irregular routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 
_ MC 94364, Benjamin F. Holmes, dba International Truck- 
ing Service, common carrier application. Examiner W. R. 
Pierce. Served October 25. Certificate recommended. House- 
hold goods, between Philadelphia, Pa., on the one hand, and 
New York, N. Y., and points in New Jersey, on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date 
of service. 

MC 94565, Albert E. Whiteley, dba A. E. Whiteley, com- 
mon carrier application. Examiner F. R. Linn. Served Octo- 
ber 25. Certificate recommended. Passengers, in charter serv- 
ice, between points in Pennsylvania, on the one hand, and Mt. 
Vernon, Va., and points in Delaware, Maryland, New Jersey, 
New York, Pennsylvania, and the District of Columbia, on 
the other. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

MC 94574, Andrew J. Schellhorn, Jr., common carrier ap- 
plication. Examiner C. Garofalo. Served October 25. Certifi- 
cate recommended. Beer, celery, and scrap metal between 
Providence, R. I., and Springfield, and West Springfield, Mass., 
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and textile waste between Providence and Fall River, Mass., 
over regular routes. 

MC 30796, Merle Paul, common carrier application. Joint 
board 36. Served October 25. Denial of certificate proposed. 
General commodities, between Ottawa, Kan., and the area 
within 4 10-mile radius thereof and Kansas City, Mo. 

MC F-323, Inland Motor Freight, purchase, Tonasket- 
Republic-Wilbur Transportation Co., Inc. Joint board 81. 
Served October 27. Recommends approval, purchase by Inland 
Motor Freight, Spokane, Wash., of certain operating rights and 
property of 'Tonasket-Republic-Wilbur Transportation Co., 
Inc., Tonasket, Wash. Exceptions, if any, must be filed within 
25 days from date of service. 

MC F-325, Red-Ball Bus Co., purchase, R. W. Lee. Ex- 
aminer John S. Higgins. Served October 27. Recommends 
approval, purchase by Red-Ball Bus Co., Enid, Okla., of cer- 
tain operating rights of R. W. Lee, dba Lee Way Stages, Okla- 
homa City, Okla. 

MC F-487, Johnson Bus Lines, Inc., merger, Medway & 
Dedham Bus Lines, Inc., et al. Joint board 18. Served October 
27. Recommends approval, merger in Johnson Bus Lines, Inc., 
Milford, Mass., of operating rights and property of Medway & 
Dedham Bus Lines, Inc., and Carlstrom Bus Lines, Inc. 

MC F-199, Southern Pacific Transport Co., purchase, 
Lucian Pilarczyk, embracing also MC F-219, Southern Pacific 
Transport Co., purchase, J. T. McCauley. Joint board 32. 
Served October 27. Recommends approval, purchase by South- 
ern Pacific Transport Co., Houston, Tex., of operating rights 
and property of Lucian Pilarczyk, aba L. P. Truck Lines, and 
J. T. McCauley, dba McCauley Transfer Co. It is provided that 
the authority herein granted shall be subject to such further 
limitations or restrictions as the Commission may find it neces- 
sary to impose in order to insure that the service shall be 
auxiliary or supplementary to train service of the Texas & New 
Orleans Railroad Co., and shall not unduly restrain competition. 

MC 94438, Joseph Taylor and Howard Taylor, dba Taylor 
Brothers, contract carrier application. Examiner D. C. Dillon. 
Served October 26. Permit recommended. Iron and steel 
products, Williamsport, Pa., to the New York, N. Y., commer- 
cial zone and all points in New Jersey, Maryland, and the Dis- 
trict of Columbia, over irregular routes, with no transportation 
for compensation on return. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

MC 89463, Edward J. Cray, contract carrier application. 
' Joint board 67. Served October 26. Permit recommended. 
Natural gas, in cylinders, Belvidere, N. J., to Shickshinny, Pa., 
and empty cylinders on return, over specified routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

MC 89144, Harry Steere, common carrier application. 
Joint board 36. Served October 26. Denial of certificate pro- 
posed. Live stock, farm products, agricultural implements, 
mill feed and used household goods between Alta Vista, Kan., 
and points within 15 miles thereof, on the one hand, and Kansas 
City and St. Joseph, Mo., on the other, over regular routes. 

MC 89044, Howard Johnson, common carrier application. 
Joint board 157. Served October 26. Certificate proposed. 
Household goods, between Piedmont, Ala., and points in Ala- 
bama and Georgia within 200 miles of Piedmont, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

MC 88932, K. Foard Gerard, passenger carrier application. 
Joint board 123. Served October 26. Denial of certificate pro- 
posed. Seasonal operations, May to October of each year, pas- 
sengers and their baggage, and light express and newspapers, 
between Cody, and West Yellowstone, Mont., over U. S. high- 
way 20 from Cody to the east entrance of Yellowstone National 
Park and highways within the park via Lake Junction, Canyon 
Junction, and Norris Junction; also charter service. 

MC 88924, Dave Chmidling, common carrier application. 
Joint board 36. Served October 26. Certificate proposed. Live 
stock between Nortonville, Kan., and points within 10 miles 
thereof, on the one hand, and Kansas City and St. Joseph, Mo., 
to Nortonville and points within 10 miles thereof, over described 
routes, no intermediate or off-route points to be served. 

MC 88514, Joseph Edward Kirk, contract carrier applica- 
tion. Joint board 82. Served October 26. Denial for want of 
prosecution proposed. Fuel between Sunburst and Sweetgrass, 
Mont. Exceptions, if any, must be filed within 25 days from 
date of service. 

MC 78245, Bernard E. McElroy, dba B. E. McElroy Co., 
contract carrier application. Joint board 190. Served October 
26. Permit proposed. Continuance of operation, liquid petro- 
leum products, in bulk, Boston, Mass., and its vicinity, to 
Nashua, N. H., and gasoline, in bulk, Providence, R. I., to 
Worcester, Mass. 

MC 56057, Montgomery Transportation Co., Inc., common 
carrier application. Joint board 33. Served October 26. Cer- 
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tificate proposed. Oil field equipment and supplies, between 
points and places served by railroad in specified Texas coun- 
ties, on the one hand, and oil well locations in Lea and Eddy 
counties, N. M., on the other; between oil well lcoations in 
Lea and Eddy counties, on the one hand, and points and places 
served by railroad in the Texas counties, on the other; and 
between oil well locations in the Texas counties, on the one 
hand, and oil well locations in Lea and Eddy counties, on the 
other, over irregular routes. 

MC 50668, Sub. No. 1, Crandon Samya, extension of op- 
erations. Examiner C. Garofalo. Served October 26. Denial 
of permit proposed. Petroleum products between Providence, 
R. IL. and East Acton, Mass., and between Tiverton, R. L., 
and Franklin and Walpoe, Mass., over specified routes. 

MC 49368, Sub. No. 1, Complete Auto Transit, Inc., exten- 
sion of operations—St. Louis. Examiner H. C. Lawton. Served 
October 26. Permit recommended. Automobiles, trucks, bodies, 
and parts thereof, between points in Arkansas, Illinois, Indiana, 
Iowa, Kentucky, Michigan, Missouri, Ohio, Pennsylvania, Ten- 
nessee, and West Virginia, over irregular routes. 

MC 46419, Sub. No. 1, Ted C. Sanderson, contract carrier 
application. Joint board 36. Served October 26. Permit rec- 
ommended. Bakery goods, including cookies, pretzels, crackers, 
candy, advertising material, packing containers and premiums 
between Kansas City and Salina, Kan., over regular routes. 

MC 29486, John C. Teter, dba J. C. Teter Transfer Co., 
common carrier application. Joint board 180. Served October 
26. Certificate proposed. Continuance of operation, general 
commodities, with certain exceptions, over a specified route 
from Kansas City, Mo., to Joplin, Mo., and automobile parts 
and accessories from Pittsburg, Kan., to Kansas City. 

MC 6637, George D. Miller, contract carrier application, 
embracing a sub-number thereunder, Same, extension of opera- 
tions. Joint board 67. Served October 26. Permit proposed. 
Continuance of operation, petroleum and its products in con- 
tainers, building material used in the construction of, and sup- 
plies and equipment used by gasoline service stations, over 
irregular routes, between points in a defined area in New 
Jersey, on the one hand, and points in a defined area in Penn- 
sylvania, on the other; also gasoline, in tank trucks, over 
irregular routes, Bayonne and Bayway, N. J., to Harrisburg, 
Pa., and points in a defined area in Pennsylvania. 

MC 985, H. Middendorf, common carrier application. Joint 
board 36. Served October 26. Denial for want of prosecution 
proposed. Live stock, Humboldt, Kan., and points within 15 
miles thereof to Kansas City and St. Joseph, Mo., and mill 
feed, machinery and farm supplies from Kansas City and St. 
Joseph to that described. area over regular routes. 

MC F-306, Maine Central Transportation Co., purchase, 
Merton F. McAllister. Joint board 114. Served October 26. 
Recommends approval, purchase by Maine Central Transpor- 
tation Co., Portland, Me., of operating rights and property of 
Merton F. McAlister, dba Portland-Conway Stages. It is pro- 
vided that the authority herein granted shall be subject to 
such further limitations or modifications as the Commission 
may find it necessary to impose, in order to insure that the 
service shall be auxiliary or supplementary to train service of 
the Maine Central, and shall not unduly restrain competition. 

MC F-101, Northern Pacific Transport Co., purchase, Wil- 
liam and Sarah T. Fitzhugh. Joint board 82. Served October 
26. Recommends, approval, purchase by Northern Pacific 
Transport Co., St. Paul, Minn., of operating rights of William 
and Sarah T. Fitzhugh, dba Fitzhugh & Thompson, Butte, 
Mont. It is provided that the authority herein granted shall 
be subject to such limitations or restrictions as the Commis- 
sion may hereafter find it necessary to impose in order to 
insure that the service shall be auxiliary or supplementary to 
the train service of the Northern Pacific Railway Co., and shall 
not unduly restrain competition. Exceptions, if any, must be 
filed within 25 days from date of service. 

MC F-122, Pacific Freight Lines Express, purchase, Martin 
H. Richards. Examiner Robert R. Hendon. Served October 26. 
Recommends denial of the purchase by Pacific Freight Lines 
Express, Los Angeles, Calif., of operating rights of Martin H. 
Richards, dba Richards Express Co., for $500. Exceptions, if 
any, must be filed within 25 days from date of service. 

MC F-205, Silver Fleet Motor Express, Inc., purchase, 
A. L. and C. F. White. Examiner C. R. Engelhart. Served 
October 26. Recommends approval, purchase by Silver Fleet 
Motor Express, Inc., Louisville, Ky., of operating rights of 
A. L. and C. F. White, Holton, Ind. 

MC F-578, Frisco Transportation Co., purchase, Joseph D. 
Cooper. Examiner John S. Higgins. Served October 26. Rec- 
ommends approval, purchase by Frisco Transportation Co., St. 
Louis, Mo., of operating rights and property of Joseph D. 
Cooper, dba Southwest Truck Line, Joplin, Mo. It is provided 
that the authority herein granted is subject to such further 
limitations or restrictions as the Commission may hereafter find 
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it necessary to impose in order to insure that the service shall 
be auxiliary or supplemental to the train service of the St. 
Louis-San Francisco Railway Co., and shall not unduly restrain 
competition. 

MC F-629, Cole Motor Service, Inc., merger, Commerce 

Cartage Co. Examiner John S. Higgins. Served October 26. 
Recommends approval, merger in Cole Motor Service, Inc., 
Jefferson City, Mo., of operating rights and property of Com- 
merce Cartage Co. 
MC 26181, Sub. No. 1, H. E. Gugler, extension of opera- 
tions. Joint board 79. Served October 26. Denial of certifi- 
cate proposed. Fruits and vegetables, farm products, dressed 
poultry, eggs, butter, canned goods and groceries, Vancouver, 
Wash., to Billings, Mont.; Seattle, Wash., to Billings and Great 
Falls, Mont.; and Vancouver to Great Falls, over specified 
routes. The joint board said it was convinced from the evi- 
dence submitted in this proceeding that the existing rail and 
motor transportation facilities were adequate to effectively 
serve the needs of the public at this time. Exceptions, if any, 
must be filed within 25 days from date of service. 

MC 29910, Arkansas Motor Freight Lines, Inc., common 
carrier application. Joint board 247. Served October 26. Cer- 
tificate proposed. Continuance of operation, general commodi- 
ties, with exceptions, between Fort Smith, Ark., and St. Louis, 
Mo.; and special commodities between Fort Smith and Kansas 
City, Mo., over specified routes (intermediate points excluded). 


COAL FREIGHT RATE INCREASES 
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Testimony for and against continuance of the so-called 
surcharges of bituminous coal beyond the end of the year, 
given in reopened Ex Parte 115, was completed October 22, 
and arguments were made on the proposal of the railroads 
October 24. The hearing was expedited in view of the fact 
that the expiration date of the tariffs was December 31. 
The Commission is expected to make a decision in time to 
enable the railroads to make proper tariff publication before 
the end of December in the event the regulating body becides 
to permit continuance of the surcharges. 

Broadly speaking, the entire coal industry and that part of 
the consuming public which was represented by witnesses 
opposed retention of the surcharges which the railroads had 
estimated would yield them about $19,500,000. 

The National Bituminous Commission was one of the 
vigorous opponents of a continuance of the surcharges. How 
that body arrived at a decision that it should oppose the 
position of the railroads was brought out by Commissioner 
Eastman while C. H. Hayes, chief of the traffic and trans- 
portation section of the marketing division of that organiza- 
tion was a witness. In answer to the question by Earl C. 
Calhoun, counsel for the coal body, Mr. Hayes assented to 
the proposition that he had authority to state the attitude 
of the coal commission. 

“The coal commission,” said Mr. Hayes, “is opposed to 
continuance after December 31 this year either temporarily 
or permanently of the surcharges on bituminous coal which 
became effective for temporary application until that date 
only.” 

o— did the coal commission arrive at that conclusion?” 
asked Commissioner Eastman. “Did they hold conferences?” 

“Well I was not present at those conferences,” said Mr. 
Hayes. “I think Mr. Calhoun can answer the questions as to 
the conferences.” 

“The method by which it was arrived at,” said Mr. Cal- 
houn, “was at a meeting of the commission at which they 
issued instructions that the case be fought, or our position 
be placed in the record here. The matter was discussed fully. 
As a matter of fact, I was in some of the commission meet- 
ings when it was discussed.” 

“Did they get both sides of this question?” asked Mr. 
Eastman. “Did they call on the railroads for their side of it?” 

“T will tell you just what happened as far as I was con- 
concerned,” said Mr. Calhun. “They asked me for a recom- 
mendation as to what they should do, and I recommended 
that they oppose it. That is still my position, and I think it is 
a proper position for them to take. Whether they had some 
protagonist on behalf of the railroads come in and present 
their side of the question, I have no means of knowing. 
There was not anybody there at the meeting when I was 
called in.” 

There was no testimony in the reopened case concerning 
the effort of the Commission to have the revenues obtained 
by the Pocahontas lines by reason of the surcharges pooled 
for distribution among the connection of those lines which 
not so greatly profit by reason of the surcharges. While the 
railroads were submitting data concerning their financial con- 
dition, Commissioner Eastman asked about that matter. 
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Guernsey Orcutt representing the eastern lines said that on 
account of the drop in the earnings of the Pocahontas lines 
efforts in the direction of the distribution of revenues earned 
by the Pocahontas lines by increased divisions to their connec- 
tions had been dropped. The rate of return on the Commis- 
sion’s valuation of these lines for the first five months, he 
said, was 4.3 per cent, and for the first seven months, 4.79 
per cent. He said that the rate of return on the property 
investment for the first seven months was 3.5 per cent. 

The witnesses who testified on the last day of the hearing 
were T. M. Henderson, traffic commissioner of the Nashville 
(Tenn.) Chamber of Commerce; J. A. Maher, of the Maher 
Coal Bureau, who dealt with lake cargo coal at Lake Superior 
docks; R. L. Van Dyke, for smokeless coal operators, who testi- 
fied about the substitution of oil and hydro-electric power for 
solid fuels; T. D. Geogehegan, for the state of Virginia; Charles 
E. Bell, for the property Owners’ Committee; A. S. Boden, for 
the Western Pennsylvania Coal Traffic Bureau, who testified 
about the trend of bituminous coal loadings in 1937 and 1938, 
the trend of production in the first five months of 1937 and 
1938, the trend of production in the first ten weeks in 1937 
and 1938, prices of the coal the rates from 1910 to 1938; J. C. 
Winter, the rate man for the North Dakota commission; Mr. 
Hayes and W. H. Young, for the National Bituminous coal 
Commission; and James F. Daugherty, for paper mills in 
Michigan. 

Rebuttal testimony was offered by Henry J. Saunders, for 
the Property Owners’ Committee, and Walter J. Kelly, of 
the traffic staff of the Association of American Railroads, for 
the carriers. 

In general the testimony of railroad witnesses was that 
the railroads had not lost tonnage by reason of the surcharges; 
that continuance of the surcharges would result in greater 
revenue with no diversion of tonnage. As to tonnage lost by 
the industry to gas and other forms of power or fuel, the rail- 
road witnesses said the railroads could not make rate suffi- 
ciently low to retain business in all instances of competition 
of that sort. 

The position of the producers of coal and the consumers of 
that fuel, in general, was that continuance of the surcharges 
would result in the loss of tonnage and revenue by both the 
industry and the carriers. 

Revenues to be derived by the prosperous Pocahontas lines 
if the Commission continues the so-called surcharges on bitu- 
minous coal beyond the end of this year constituted the text 


— which revolved much of the argument begun October 
24. 


Speaking for all the railroads, J. M. Souby, reviewed the 
facts with regard to the effort of the Commission to have part 
of the revenue accruing to the Pocahontas lines distributed 
among the less prosperous railroads. In the course of his 
argument he touched on the law phases of the matter and 
concluded that phase of the subject by saying that the rail- 
roads, on account of the change in conditions, were not chal- 
lenging the power of the Commission to seek a distribution of 
revenues accruing to the Pocahontas lines among the less pros- 
perous railroads but were contending that on account of the 
change in conditions the Pocahontas lines were now in need 
of additional revenue. 

Commissioner Eastman interrogatively suggested that the 
railroads were not questioning the Commission’s power to deny 
the increases or to impose conditions. 

Mr. Souby said he was questioning the power. He sug- 
gested that in imposing conditions or denying increases the 
Commission would be disregarding the requirements of the 
statute it administered that rates be made so as to give the 
railroads as a whole a reasonable return. He said that when 
Congress repealed the recapture clause it did not substitute 
anything in its place. The Commission’s duty remained, said 
he, to make rates that would yield a reasonable return. The 
Commission, he said, really resorted to legislation when it 
imposed the condition looking to the distribution of revenues 
derived from the rates by the Pocahontas lines among the less 
prosperous lines. He said he didn’t believe it was the duty 
of the Commission to substitute something in place of what 
was repealed, namely, the recapture clause. All the negotia- 
tions looking to the distribution of revenues received by the 
Pocahontas lines among the less prosperous lines by means 
of increased divisions, Mr. Souby said, were conducted in the 
light of the proposal of the carriers to make the total increases 
on bituminous coal 25 cents a ton. He pointed out that the 
proposal to bring increases up to 25 cents a ton had been denied 
by the Commission, and said the negotiations could not be con- 
tinued after the ground on which they were based had dis- 
appeared and conditions had changed. In a colloquy with Com- 
missioner Aitchison, Mr. Souby said he had never been able 
to view the situation as of any importance. 

What was the situation now compared with what it was 
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when the Commission made the condition requiring distribu- 
tion of revenue by the Pocahontas lines, Mr. Souby asked. The 
Pocahontas lines in 1937, he said, earned 6.61 per cent on their 
property investment. In the first seven months of 1938, he 
said, they were earning at the rate of 3.5 per cent. On the 
Commission’s valuation the Pocahontas lines, he said, earned 
at the rate of 4.79 per cent in the first seven months of 1938. 
In the corresponding period of 1937 their earnings were at 
the rate of 7.25 per cent on investment, and 9.78 per cent on 
valuation. 

According to Mr. Souby’s view, the rates of the Pocahontas 
lines were reasonable from the shippers’ point of view. 

But the Pocahontas lines, according to Mr. Souby, repre- 
sented only a small part of the whole situation. He said that 
as he saw the case the question was not whether the Commis- 
sion was going to put on an increase but whether it was go- 
ing to allow the railroads to keep what they had, especially in 
view of the fact that the troublesome Pocahontas lines were not 
now earning a fair return. 

As to the reasonableness of the rates, Mr. Souby expressed 
the opinion that if the Commission hadn’t been convinced that 
the rates were reasonable it couldn’t have allowed them to 
go into effect for one day. 

Donald Gallagher, of the Consumers’ Counsel staff, argued 
for denial of the petition of the carriers. 

“I was wondering,” said Commissioner Aitchison, “why 
consumers of coal are represented by government counsel while 
consumers of oil and other commodities are not?” 

That, Mr. Gallagher said, was something he thought Con- 
gress should answer, adding that Commissioner Eastman had 
also made that point. He said he thought it was time the Com- 
mission should say to the railroads that they could not in- 
crease revenues by increasing freight rates which would drive 
traffic away from them. His contention was that the con- 
sumers’ counsel evidence showed that traffic would be driven 
away. 

“Do you think that the railroads should make a decrease 
in rates corresponding to an increase in prices made by the 
coal commission?” asked Commissioner Lee. 

“The railroads should try to meet that by decreasing their 
rates,” said Mr. Gallagher. 

“That’s advice to the railroads and not to the Commis- 
sion,” observed Chairman Splawn. 

Commissioner Eastman wanted to know whether the theory 
of the coal commission law was not about the same as counsel 
for the railroads argued, namely, that prices must be fixed 
so the industry as a group or groups would earn a return even 
though that might mean to an individual mine more revenue 
than it needed. Mr. Gallagher said he presumed so. 

Commissioner Aitchison asked Mr. Gallagher if he was 
contending that there weren’t any railroads that were not 
making the cost of service. Mr. Gallagher said he didn’t be- 
lieve there were any railroads.that were not getting the cost 
of service in the transportation of coal. 

Earl C. Calhoun, for the coal commission, referring to 
the question of what to do about the Pocahontas lines, said 
that that was a muddle which could be cleared up by allow- 
ing the surcharges to expire. 

Answering a question by Commissioner Eastman about 
the railroad contention that the Pocahontas lines were not 
receiving a fair rate of return, Mr. Calhound said it was true 
they were not receiving as much as they had been but the 
point was that they had been getting an exhorbitant part of 
the additional revenue. 


In defense of the coal commission’s raising the prices, 
Mr. Calhoun pointed out that that body had not as wide dis- 
cretion in fixing prices as the Commission had in establishing 
railroad rates. He said the law spelled out for the coal body 
what factors it had to consider in the fixing of prices. He 
said that the rate body could not continue these charges except 
by a complete reversal of the position it had taken last March 


when it had limited the increases on coal to expire with the 
end of this year. 


K. D. Loos, of the National Coal Association, submitted 
that the railroad plant was too large and suggested that the 
Commission ought to decide when it would or would not pre- 
serve all the present railroads. He suggested a contraction of 
the plant and a reduciton in the rates as one remedy. A rate 
of return of 4 per cent he thought should be regarded as suf- 
ficient and based that suggestion on what the courts had said 
about the rates of interest. Recovery in railroad earnings, 
especially in the Pocahontas lines, he said, had set in. Present 
rates, he said, were detrimental to the railroads as well to 
producers and consumers of coal. 

A. G. Gutheim, for the Western Pennsylvania Coal Traffic 
Bureau, said that from 1910 to 1921 coal rates increased 100 
per cent except from the Clearfield district, while rates on 
other traffic increased only 74 per cent. He said the 1922 level 


The Traffic World : 


Vol. LXII, No. 18 


of bituminous coal rates lasted until 1930 and that the present 
rates were generally higher than in 1930. Why, he inquired, 
should bituminous coal rates be higher than in 1930 when 
commodities generally were not higher. Locomotive fuel prices, 
on the average, went down from $2.01 to $1.94 a ton in the last 
recession, but he observed that rates did not come down. As 
to the pooling proposition, he said that he was of the opinion 
when the proposal was made that the Commission had no 
power to compel it and that the railroads would never do it. 

J. V. Norman, speaking for operators on the Pocahontas 
lines, asked whether this Commission could find reasonable 
for the future the rates in effect now for permanent application. 
His answer was that they were not, his contention being that 
the carriers had not justified them for the future and that 
nothing new had been presented in this further hearing. Coal 
use, he said, was still going down in comparison with other 
fuels. Coal, he added, was fighting a losing battle and that 
if prices remained up coal and the railroads were going out of 
the picture. } 

If there was anything that was noticeable in this case, sa‘d 
Mr. Norman, it was the thunderous silence of the Pocahontas 
lines. They, he said, had not been here and had sent others to 
say that they would not pool the revenues. Mr. Souby said he 
represented the Pocahontas lines as much as any others but 
Mr. Norman reiterated that those lines were not here. Mr. 
Norman said that when Congress repealed the recapture clause 
it also repealed the power of the Commission to make rates on 
a group basis. The Pocahontas lines on the basis of June, 
Juiy and August of this year, he said, were earning at the 
rate of 6.12 per cent. In answer to a question by Commis- 
sioner Aitchison, Mr. Norman said that he was still of the 
opinion that pooling could not be compelled and added that 
the Commission had no power to make one shipper pay more 
than a reasonable rate on the necessities of a railroad that did 
not serve him. He said nothing had been offered here which 
under the recognized principle of rate-making justified the con- 
tinuance of the so-called surcharges. ee 

R. E. Webb, of the Kentucky commission, criticized the 
railroads for not having made an arrangement for pooling 
revenues, or increasing revenues of the less prosperous lines 
by means of increased divisions, and suggested a reorganiza- 
tion of the railroads on the basis of a capitalization of their 
earnings, at about $10,000,000,000, including a reduction in 
interest rates from 6 to 4 per cent. He expressed the opinion 
that increased rates would not solve the problem. He also 
suggested that the Commission should have power to fix salaries 
and said that it was its duty, under the requirement about 
economical operation, to go into such matters as salaries and 
expense accounts. Chairman Splawn suggested that it would be 
as difficult to obtain power over salaries, expense accounts, 
and things of that sort as it would be to obtain power to compel 
pooling. 

“When we have the power to fix salaries of the executives, 
we then really run the railroads, won’t we, and be managing 
them outright?” asked Chairman Splawn. 

“In reality that is what you are doing now. You are an 
administrative body, you are responsible for the condition of 
commerce in this country, and the railroads are fundamental,” 
said Mr. Webb. 


“We hadn’t realized,” said the chairman, “that we had the 
responsibility of the management of the properties, but your 
remedy, as I understand it, is government operation of the rail- 
roads ?” 

“Government regulation or ownership, one of the two, your 
honor,” said Mr. Webb. 

The chairman asked what made Mr. Webb thing that under 
government operation, rates on coal would not be increased. 
The Kentuckian suggested that if the Commission separated the 
railroads, treated them as units and reached a fair valuation for 
each particular road, it was known that some roads would make 
excessive returns on the valuation, and it would necessarily 
bring about a reduction in rates if the Commission treated just 
one road, and that some roads under any rate base would not 
make a reasonable return. He said that if a road, not able to 
make a reasonable return, had to be maintained for the publce 
benefit, then it would be better to maintain that road by pubic 
taxation than it would be by increased rates of all the roads 
in the country. 


While J. C. Winter, for the North Dakota commission, was 
arguing in opposition to a continuance of the surcharges on 
coal and the placing of an expiration limit on increases on 
lignite, the fact was brought out that natural gas pipe lines, 
calling for the expenditure of about $73,000,000, were projected 
in North Dakota and that much of the money would be bor- 
rowed from the government if possible. 

Commissioner Aitchison observed that the amount proposed 
be borrowed would be within $12,000,000 of the value of the 
Chicago, Minneapolis & Omaha railroad. 
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Opposition to a continuance of the increases was also ex- 
pressed in arguments by C. R. Hillyer, for the Wisconsin Manu- 
facturers’ Association and others, H. A. Hollopeter, for the 
Indiana State Chamber of Commerce, and Dougherty, for 
Michigan paper manufacturers. Generally speaking, those rep- 
resenting consumers contended that if coal rates were not re- 
duced the present users of coal would go to other forms of 
power. 

In his rebuttal argument Guernsey Orcutt analyzed testi- 
mony intended to show that other fuels were making great 
inroads in the use of coal, by pointing out that reduction in 
coal tonnage did not mean that it was the result of the sub- 
stitution of other forms of power, but was in part the result of 
the more economical use of coal. He quoted from the testimony 
given by railroad witnesses, including James T. Carbine, the 
coal man of the Pennsylvania, who had testified in behalf of 
eastern coal carriers. 

The reopened case was submitted to the Commission in 
rebuttal argument by Elmer A. Smith, of the Illinois Central, 
who contended, among other things, that the public, if it desired 
railroad service from the private owners of the carriers, it 
would have to pay enough to enable the carriers to maintain 
themselves. He pointed out that some shippers used the rail- 
roads when they could not use some other form of transporta- 
tion, such a policy meaning that the railroads in order to be 
ready to render service when called on had to maintain facili- 
ties that were not in continuous use. 

In Iowa, he said, manufacturers used gas in the summer 
when the demand from domestic users was not great but 
turned to coal in the winter when the gas supply was not so 
plentiful. In the same way, he said, some shippers used the 
federal barge lines when they were not in a hurry but de- 
manded service from the railroads when they needed expedi- 
tious handling. Who, Mr. Smith asked, was going to maintain a 
transportation system that was used in that way? Those who 
used it, he answered, must pay for it. On this record, he said, 
the coal rates here under consideration were an integral part 
of the rate structure that was needed to maintain the railroads. 
The record, he said, did not justify placing the railroads in 
greater jeopardy than in which they were now. 

As to substitute fuels, Mr. Smith said, nothing could have 
been done by the railroads to stop the increased production of 
oil, gas and electricity. It seemed to him, he said, that these 
were matters beyond the control of railroads so far as rates 
were concerned. No man, he said, would cap an oil or gas well 
on his land or deny a drilling lease to an oil company willing to 
take the risk of finding gas or oil. He admitted that government 
by proration had taken some steps toward controlling the pro- 
duction of oil and gas. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-518, the Commission has suspended from 
October 25 until January 23, the operation of certain schedules 
as published in supplement 71 to joint tariff MF I. C. C. No. 88 
of Agent W. M. Miller and others. The suspended schedules 
propose to establish a new commodity rate of 107 cents a 100 
pounds, minimum weight 16,000 pounds, on plate glass, not 
exceeding 7% feet by 15 feet in size, from Butler, Pa., to Chat- 
tanooga, Tenn.; in lieu of the present class rates ranging from 
195 to 107 cents. 

In I. and S. M-519, the Commission has suspended from 
October 25 until January 23, the operation of certain sched- 
ules as published in supplement 71 to joint tariff MF I. C. C. 
No. 88 of Agent W. M. Miller and others. The suspended 
schedules propose to reduce the truckload commodity rates 
on finished wall paper, minimum weight 15,000 pounds, from 
Hanover, York and Philadelphia, Pa., to Atlanta, Ga., Chat- 
tanooga and Knoxville, Tenn. An illustrative proposal is to 
establish from Hanover, Pa., to Atlanta, Ga., a rate of 92 
cents in lieu of the present rate of 97 cents, and to Chat- 
tanooga, Tenn., a rate of 93 cents in lieu of the present rate 
of 98 cents. 

In I. and S. M-520, the Commission has suspended from 
October 25 until January 23, the operation of certain schedules 
as published in supplements 52 and 54 to tariff MF I. C. C. 
No. 95 of Agent W. M. Miller. The suspended schedules pro- 
pose to establish a new blanket commodity rate of 63 cents, 
volume minimum weight 10,000 pounds, on finished or unfin- 
ished cotton piece goods, in the original piece, from 26 points 
in the states of North Carolina and South Carolina to Cooke- 
ville and Nashville, Tenn., for application only over the routes 
of six carriers, in lieu of present higher class rates which 
apply on any quantity lots, and which range from 98 cents on 
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finished cotton piece goods from Durham, N. C., to Nashville, 
Tenn., to 62 cents on unfinished cotton piece goods from 
Asheville, N. C., to Cookeville, Tenn. 

In I. and S. M-522, the Commission has suspended from 
October 25 until January 23, the operation of certain schedules 
as published in supplements Nos. 1 and 2 to tariff MF I. C. C. 
No. 4 of Healzer Cartage Company, Hutchinson, Kan. The 
suspended schedules propose to establish new commodity rates 
on all-freight in mixed truckloads between Chicago, IIl., and 
points grouped therewith, and Topeka, Kan.; and on butter, 
eggs, etc., between Chicago, Ill., and points grouped therewith 
and points in Kansas and Oklahoma. 

In I. and S. M-521, the Commission has suspended from 
October 31 until January 29, the operation of certain schedules 
as published in tariff MF I. C. C. No. 13 of Sarah C. Karp, 
doing business as Mohnk Delivery Company, Saginaw, Mich. 
The suspended schedules propose to establish new proportional 
rates on less truckload shipments of freight, all kinds, except 
fresh fruit, melons or vegetables, fertilizer and live stock, from 
Saginaw, Mich., to points in Michigan, applicable only on ship- 
ments which have been transported to Saginaw as part of a 
truckload or carload consignment; also on less truckload ship- 
ments from points in Michigan to Saginaw, applicable only on 
shipments which are to be reshipped from Saginaw as part of a 
truckload or carload shipment. 

In I. and S. M-523, the Commission has suspended from 
October 27 until January 25 the operation of certain schedules 
as published in supplement No. 42 to joint tariff MF I. C. C. No. 
77 of Agent F. P. Willette and others. The suspended schedules 
propose to establish increased and reduced volume commodity 
rates on alcoholic liquors from Chicago, Ill., and adjacent points, 
Cincinnati, O., Lawrenceburg, Ind., Louisville, Ky., Pekin, II1., 
and St. Louis, Mo., and adjacent points, to Ft. Smith, Little 
Rock, Siloam Springs and West Memphis, Ark., also Joplin and 
Springfield, Mo. An illustrative proposal is to establish a rate 
of 98 cents, minimum 16,000 pounds, from Cincinnati, O., to 
Fort Smith, Ark., in lieu of the present rate of $1.02, minimum 
20,000 pounds. 

In I. and S. M-525, the Commission has suspended from 
October 28 until January 26, the operation of all schedules 
as published in tariff MF I. C. C. No. 7 of Elmer Hanson, doing 
business as Hanson Transfer, Webster, S. D., and others. The 
suspended schedules propose to establish reduced commodity 
rates on various commodities from Minneapolis and St. Paul, 
Minn., to Webster, S. D. An illustrative proposal is to estab- 
lish a less-truckload rate of 50 cents on ice cream from St. 
Paul, Minn., to Webster, S. D., in lieu of the present any- 
quantity rate of $1.05. 


C. M. ST. P. & P-C. & N. W. MERGER 


The long talked about stockholders’ plan for the reorgani- 
zation of the Chicago & North Western and the Chicago, Mil- 
waukee, St. Paul & Pacific by the creation of a new company 
to take over the properties of the two companies now in process 
of reorganization was laid before the Commission, October 27, 
in Finance No. 10881, the North Western case, and Finance 
No. 10882, the Milwaukee case, by committees representing 
the holders of common stock of the North Western and the 
holders of preferred stock in the Milwaukee. They outlined 
their ideas in hearings held by the Commission in February and 
March. 

A minimum annual saving of $10,000,000, without a de- 
crease in employment by reason of the proposed consolidation, 
is claimed. Instead an increase in employment of 7,000 in per- 
sonnel and a recall of 2,000 to replace retired employes is fore- 
seen by the committees in the five years they estimate it will 
take the officers of the new company to put the plan into full 
effect. The economies were outlined in the testimony given 
last spring, the largest item being $3,000,000 in maintenance 
of equipment, the next largest being $2,048,267 of savings from 
the joint use of the coal mines of the two companies and 
$1,300,000 of economies from the coordination of outside 
agencies, advertising and traffic associations. 

On the basis of average normal earnings, estimated at 
$30,000,000 a year and plus the savings, the committees esti- 
mated $40,000,000 a year would be had to support the capital 
structure they proposed. 

The capital structure would be $770,987,000 and 5,000,000 
shares of new common stock, without par value. The plan makes 
no provision for allocation of the proposed capital issues. The 
items in the capital structure would be $45,987,000 of undis- 
turbed equipment obligations; $80,000,000 of first mortgage 
bonds, $185,000,000 of general mortgage series I bonds, $170,- 
000,000 series A income mortgage bonds, $50,000,000 of series B 
income mortgage bonds and $240,000,000 of preferred stock. 
The plan estimates that the capitalization of the two roads 
outstanding in the hands of the public on June 30, 1938, was 
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$741,497,531 and the interest accrued and unpaid at $108,- 
378,748 for the Milwaukee and was $555,848,000 and the in- 
~ terest accrued and unpaid for the North Western. 

The committee said the plan contemplated the sale for 
cash of $80,000,000 of first mortgage bonds of the new company, 
the proceeds to be used to pay off a claim of the RFC for loans 
of $52,657,000 to the North Western and $13,637,000 to the 
Milwaukee. The remainder of the cash, it said, would be 
added to the cash working fund of the new company. The 
bonds, with an interest rate of 3.5 per cent, would be issued 
under a first mortgage, to be a first lien, subject only to the 
lien of the equipment trust obligations, on all the property of 
the new company. ; 

No attempt is made in the plan to allocate the new securi- 
ties to groups of claimants, the main object of the proposal 
being to show, according to the committees, the advantages 
of consolidation. Attempt was made, said the committees, to 
incorporate in their plan the best features of other reorganiza- 
tion plans. The plan was based on the assumption that to 
reorganize the companies each as a separate entity was impos- 
sible in view of low earnings and other conditions. To per- 
petuate the two existing organizations, the committees said, 
would seriously curtail the really effective economy program 
which would otherwise result from a complete integration of 
the two systems. 


COMMISSION ORDERS 

No. 28106, Petroleum Rail Shippers Association vs. Alton & South- 
ern et al. Magnolia Pipe Line Co. dismissed as a party defendant 
hereto. 

MC 88949, Sub. No. 1, R. C. Fearnow, dba R. C. Fearnow & Sons. 
Matter withdrawn from joint board No. 287 and referred to joint 
board No. 86 for such further action and proceedings as may be 
appropriate in the premises. 

No. 28105, Standard Oil Co. of Louisiana vs. Abilene & Southern 
et al. Southern Pacific Co. and Baltimore & Ohio dismissed as parties 
defendant hereto. 

No. 27571 and |. & S. No. 4265, naval stores from Mississippi to 
gulf port. Proceedings reopened for further hearing at such time 
and place as the Commission may hereafter designate, but only with 
respect to the interstate transportation of naval stores, in carloads 
and truckloads, from Columbia, Miss., to Gulfport, Miss., and New 
Orleans, La. 

No. 28103, Addison Miller, Inc., et al. vs. Great Northern et al. 
R. C. Mahon Co. permitted to intervene. 

MC 6945, National Transit Corporation, common carrier application. 
Effective date of erder of June 29, heretofore postponed to October 
10, further postponed to November 10. 

MC 41302 and Sub. No. 2, William Bolovious Patterson. Matters 
withdrawn from joint board No. 241 and referred to Examiner R. 
J. Olentine for recommendation of appropriate orders thereon, ac- 
companied by reasons therefor. 

MC 50059, R. E. Alley, dba Valley Forwarding & Receiving Co. 
Matter withdrawn from joint board No. 77 and referred to Examiner 
Richard Yardley for recommendation of an appropriate order thereon, 
accompanied by reasons therefor. 

MC 50574, Peake Oil Co., contract carrier application. 
opened for reconsideration on record as made. 

MC 71820, Sub. No. 1, W. Parker, common carrier application; 
and MC 71820, Sub. No. 2, W. Parker, extension of operations. 
Bekins Van Lines, Inc., Lyon Van Lines, Inc., Joseph Andrew Molle- 
rup, dba Mollerup Moving & Storage Co. and Mollerup Van Lines, 
Redman Van & Storage Co., M. E. Van Sant, dba Safeway Van Lines, 
and Yelloway Van Lines, Inc., permitted to intervene. Petition of 
before mentioned carriers for leave to intervene and for further hearing 
denied in all other respects. 

No. 28090, Tex-O-Kan Flour Mills Co. vs. Abilene & Southern et al. 
Kimbell Milling Co., Kimbell Diamond Milling Co., Graham Mill & 
Elevator Co., Texas Milling Co., Jacksboro Milling Co., Seguin Milling 
Co., Kimbell Elevators, Houston Milling Co., Galveston Chamber of 
Commerce and Galveston Cotton Exchange and Board of Trade per- 
mitted to intervene. 

1. & S. No. 4368, coal to Illinois and Wisconsin. 
District Coal Traffic Bureau permitted to intervene. 

MC 14916, W. D. Gill, common carrier application. Effective date 
of order of August 2, heretofore postponed to October 15, further 
postponed to November 20. 

MC-F 644, Milwaukee Truck Service, purchase, C. H. Gerling. Peti- 
tion requesting approval, under section 210a(b), of temporary operation 
by Milwaukee Truck Service of properties of C. H. Gerling, denied. 

No. 28048, Independent Refining Co. et al. vs. Camas Prairie et al., 
and a subnumber thereunder, Standard Oil Co. (Indiana), vs. Same. 
Tide Water Association Oil Co. permitted to intervene. 


Matter re- 


Central Illinois 





PETITIONS FOR REHEARING, ETC. 

No. 28106, Petroleum Rail Shippers’ Association vs. Alton & South- 
ern et al. Magnolia Pipe Line Co. asks that it be dismissed as a party 
defendant; otherwise, that additional time be allowed within which 
it may answer. 

Ex Parte MC 21, motor carrier rates in central territory. Franko 
Bros., Ine., Dearborn, Mich., asks amendment of order. 

No. 17000, part 7, rate structure investigation, grain and grain 
products within the western district and for export. Montana Flour 
Mills Co., Great Falls, Mont., asks that Commission require carriers 
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to cancel application of all proportional rates on grain and grain 
products from Minneapolis, Sioux City, Kansas City and Omaha to 
destinations beyond on traffic originating in Montana and in lieu thereof 
require carriers to restore reasonable overhead one-factor through 
rates from Montana origin points to Chicago, St. Louis, Memphis, 
New Orleans and points taking the same basis, such as were in effect 
prior to the rate-break plan, such rates to be based on the 17000, part 
7, scale and to be constructed in accordance with the recommenda- 
tions of the Commission for construction of rate scales as stated in 
Western Cement Rates, 48 I. C. C. 201, and Ogden Packing & Pro- 
vision Co. vs. A. T. & S. F., 101 I. C. C. 236. 

MC-F 695, H. H. Lawler, dba Alamo Freight Lines, acquisition, 
J. T. Butts, dba Elite Truck Line. H. H. Lawler, dba Alamo Freight 
Lines, and J. T. Butts, dba Elite Truck Line, ask temporary authority 
so that H. H. Lawler will be permitted to take over operating rights 
of Elite Truck Line. 

MC-F 661, application of Pacific Intermountain Express for au- 
thority to manage properties of Pacific Intermountain Express of 
Colorado, Inc. Pacific Intermountain Express and Pacific Intermoun- 
tain Express of Colorado, Inc., ask temporary authority for Pacific 
Intermountain Express to operate Pacific Intermountain Express of 
Colorado, Ine. 

Ex Parte MC 21, motor carrier rates in central territory. Mil- 
waukee Truck Service, Inc., asks that order, dated August 3, which 
is to become effective November 7, be stayed and modified. 

Ex Parte MC 21, motor carrier rates in central territory. Chicago- 
Milwaukee Motor Carriers, Inc., asks temporary modification of order 
dated August 3, pending such further investigation as is necessary 
for permanent modification. 

No. 17000, part 7, rate structure investigration, grain and grain 
products within the western district and for export; No. 27580, At- 
kinson Milling Co. et al. vs. Alton et al.; No. 27628, Board of Trade 
of Kansas City, Mo., vs. Same, and a subnumber thereunder, Omaha 
Grain Exchange et al. vs. Same. Memphis Merchants Exchange asks 
reconsideration and modification in part of reports and order herein. 

Finance No. 10028, Chicago, Rock Island & Pacific reorganization. 
Protective committee for debtor's first and refunding mortgage 4 per 
cent bonds and secured 4% per cent bonds, Series A, asks Commission 
to receive into the record an exhibit containing actual figures just 
compiled by the debtor’s accounting department which supersede and 
correct the estimated figures contained in Exhibit 552. 

1. & S. No. 4541, live stock, west to central and southern states. 
Western carriers, respondents, ask entire Commission to consider, 
vacate and set aside order of suspension entered by division 2 on 
October 14, and authorized and permit tariff schedules named in said 
order of suspension to become effective on short notice, without 
hearing. 

Ex Parte MC 22, motor earrier rates in New England. C. D. 
Stephenson, dba Stephenson Motor Transfer, Bellows Falls, Vt.; and 
George, Eino and Walter Haarala, dba Haarala Trucking Co., Gardner, 
Mass., ask modification of order. 

No. 27897, Animal Trap Co. of America vs. N. Y. C. et al. Com- 
plainant asks reopening and reconsideration by entire Commission on 
record as made. 

No. 27658, L. Hirshberg & Co., Inc., et al. vs. B. & O. et al. 
Complainants ask reopening for reargument and reconsideration by 
entire Commission. 

Ex Parte MC 21, motor carrier rates in central territory. Motor 
Carriers Tariff Bureau asks Commission to amend its minimum rate 
order of August 3 with respect to rates on chemicals. 


CHICAGO-INDIANA PETROLEUM REDUCTIONS 


Reductions in the rates on petroleum products from re- 
fineries in the Chicago district to destinations in Indiana with- 
in a radius of 160 miles will be made, effective probably early 
in December, under an agreement reached between refiners 
and Central Freight Association railroads this week. The move 
parallels that made by Western Trunk Line and Illinois rail- 
roads a fortnight ago, to reduce the rates from the Chicago 
district to destinations in Illinois and northern and eastern 
Iowa (see Traffic World, October 15, p. 750). There is this 
difference, however, that, while the westward revision con- 
templates the removal of the Ex Parte 123 increase only, the 
reductions to be made by the Central Freight Association rail- 
roads will be generally to the level of the existing truck rates 
—with individual modifications to compensate for car-hire 
so aad specific reference to the pre-Ex Parte 123 
evel. 

No exact date has been set for the effectiveness of the 
C. F. A. rates, but it was said that efforts would be made to 
prepare the supplements promptly, because of the fact that the 
Western Trunk Line and Illinois tariffs are dated to go in 
effect November 25. No request has been made by the refiners 


on the rate bureaus to seek application on less than the statu- 
tory notice. 


PROPOSED DIESEL-ELECTRIC ROADS 


Alleging that the decision of division 4 in Finance No. 
12068, Pittsburgh & Harrisburg Short Line Railroad, was not 
based on the merits and advantages of the plan presented, 
or on the facts set forth in the application, return to ques- 
tionnaire, or testimony presented in the hearing on August 22, 
Roy Greene has asked consideration of the application by the 
entire Commission (see Traffic World, Oct. 22, p. 812). 
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ESTIMATED WEIGHT ON GASOLINE 


The Traffic World Washington Bureau 


_ An all day discussion of the question as to what estimated 
weight should be used in calculating charges on gasoline and 
other refined petroleum products has been heard by members 
of division 2 in No. 27682, Tankar Gas Co., Inc., vs. Alton & 
Southern et al., No. 27858, Anderson-Prichard Oil Corporation 
et al. vs. Same; No. 27868, Illinois Petroleum Marketers Asso- 
ciation et al. vs. Same; No. 27875, Home Oil & Refining Co. vs. 
B. A. & P. et al.; No. 27907, Wisconsin Petroleum Association 
et al. vs. Alton & Southern; and No. 27973, Producers Oil Co., 
—" Arkansas Railroad et al. (see Traffic World, August 27, 
p. ' 

Assignments of time for arguments were made to Stanley 
D. Houck, for the complainant in No. 27682; J. F. Lawrence, 
an intervener in No. 27682; M. H. Champion, for the com- 
plainant in No. 27858; H. A. Hollopeter, for the complainant, 
in No. 27822; Douglas Orme, the Cosden Petroleum Corpora- 
tion; Willis Crane, South Dakota Oil Men’s Association; P. F. 
Gault, for the railroads; R. W. Fyfe, Standard Oil Co. of Indi- 
ana; A. C. Holmes, Continental Oil Co. et al.; and A. G. Ander- 
son, Texas Oil Co. et al. 

The so-called independent or small refiners pressed the 
point that no matter what method might be used, the estimated 
weight used in calculating charges should approximate the 
actual weight. They contended that the actual weight was 
5.9 pounds by the gallon instead of the 6.6 pounds used in 
assessing freight bills. Mr. Lawrence insisted that either the 
Commission should change the estimated weight or its decisions 
with regard to rates on refined products so that readers thereof 
would know that the rates prescribed were intended to apply 
on 89 pounds of refined products instead of 100 pounds, his 
contention being that, as stated, the rates paid for the transpor- 
tation of only 89 pounds of products instead of 100 pounds. He 
suggested that perhaps the Commission might change its de- 
cisions so as to state the rates as so many dollars by the 
carload without regard to the weight by the gallon. 

As to the objection that it would be too much trouble to 
weigh petroleum products, he asked why then should provision 
be made for ascertaining weights on other commodities. An- 
swering the suggestion that ascertainment of weight by the 
use of hydrometers would open the way for crookedness, he 
suggested that any other method of ascertaining weight could 
be used in the commission of fraud by dishonest men. 


M. P. REORGANIZATION 


Proposing the elimination of all the present stock interest 
on the ground that it has no equity, and a reduction in annual 
charges of more than $8,000,000, Examiner R. H. Jewell, in 
Finance No. 9918, Missouri Pacific reorganization, has recom- 
mended a plan for the reorganization and consolidation of that 
system which provides for a reduction in capitalization from 
$671,205,664 to $553,898,000. The annual debt and preferred 
ery charges would be reduced from $29,108,019 to $20,- 
468,013. 

Adoption of the plan recommended by the examiner would 
exclude $70,190,100 of preferred stock and $81,314,343 of com- 
mon stock from participation in the capitalization of the re- 
organized company. The plan recommended by the examiner, 
in general, follows the proposals of the first and refunding 
bondholders. 

Examiner Jewell recommended the consolidation of all 
members of the Missouri Pacific system into the reorganized 
company except the Missouri-Illinois in which the stock interest 
of the Missouri Pacific amounted to only 51 per cent, in ac- 
cordance with authority granted by the Commission in Missouri 
Pacific Unification, 166 I. C. C. 154, and 175 I. C. C. 26, those 
reports having been made June 2, 1930, and May 4, 1931, re- 
spectively. 

The record is persuasive, says Examiner Jewell, that the 
proposed consolidation will result in benefit to the public, to 
the creditors of the debtors, and to such of their stockholders 
as may have an interest in the new company. 

The plan calls for the issuance of new stock consisting of 
$46,918,500 of prior preferred; $62,059,500 of second preferred, 
making a total of $108,978,000 of preferred stock; and $156,- 
287,000 of no par value common stock, the amount stated be- 
ing on an assumed value of $100 a share. 

In addition to an assumption of equipment obligations and 
a small issue of bonds for the Plaza-Olive building, the plan 
calls for an issue of $156,841,000 first mortgage bonds and 
$14,434,000 of 10-year notes, making a total fixed interest debt 
of $188,729,500, in comparison with $505,033,721 at present. 

Contingent interest debt is to consist of $99,903,500 of 
general mortgage bonds in place of $13,807,700. 

Series A of the new first mortgage bonds are to bear in- 
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terest at the rate of 3% per cent, and series B are to bear 4 
per cent interest. 

__ With regard to the proposed consolidation the examiner 
said the record was wholly inadequate to support any finding 
by the Commission that maintenance of existing through routes 
of traffic on consolidation was or was not proper or desirable. 
There was no expressed intention by any party, said he, that 
the routes be altered if the proposed consolidation be effected. 
However, said he, in order to maintain the status quo but 
without any finding as to their desirability, the Commission 
should provide in any plan of reorganization approved by it 
in this proceeding, as a condition to its approval of the pro- 
posed consolidation, that all existing through routes of traffic 
be maintained until the Commission should otherwise order. 
Such a condition, he said, would be in conformity with the 
Commission’s decision in the Missouri Pacific Unification, supra, 
and should be found by the Commission to be in the public 
interest. 

In giving reasons for the exclusion of the present stock- 
holders from participation in the securities of the reorganized 
company, the examiner said that the indebtedness outstanding 
against the Missouri Pacific alone on January 1, 1938, amounted 
to about $431,200,000 of principal and about $84,000,000 of 
accrued unpaid interest, making a total of approximately $515,- 
200,000. As of the same date the indebtedness against the Gulf 
Coast Lines (exclusive of the indebtedness of the Missouri Pa- 
cific and claims of general creditors) amounted to about $43,- 
662,000 of principal and about $8,822,580 of interest, and the 
debt outstanding against the International-Great Northern to 
about $43,947,700 of principal and $6,855,500 of interest. 

“The aggregate indebtedness of the system,” said the ex- 
aminer, “thus amounted on that date (January 1, 1938) to 
about $618,487,780, which exceeds by about $58,500,000 the 
amount of the capitalization which the assets of the reorgan- 
ized company will warrant, as recommended herein. 

“Tt will be seen, therefore, that since the indebtedness 
prior to the Missouri Pacific preferred and common stocks 
cannot be satisfied in full on the basis of principal amount or 
par value of new securities to be offered in exchange, there can 
be no new securities available for allocation to the present 
Missouri Pacific stockholders. A consideration of the value 
of the Missouri Pacific preferred and common stocks from the 
standpoint of earnings available for payment of dividends also 
shows that those equities have no value.” 

The examiner said that with a total capitalization of 
$560,000,000 as proposed, and an aggregate indebtedness as of 
January 1, 1938, of about $288,545,000 to be outstanding imme- 
diately on reorganization as proposed by him, there would re- 
main to the new stockholders an equity of about $271,455,000. 
Prior annual charges of the new company before any amount 
would be available for payment of dividends on stock, he said, 
would amount to about $15,023,190. 

The examiner called attention to the fact that the trustee 
had disaffirmed the contracts entered into by the Missouri 
Pacific with Terminal Shares, Inc., and that the trustee was 
attempting to recover the money expended by the Missouri 
Pacific in part payment for the Missouri Terminals. He said 
whether acauisition of these terminals or any other properties 
might be advantageous to the new company and in the public 
interest at some time in the future should be left to the decision 
of the board of directors within such limitations as the law 
might then prescribe as to the necessity for first obtaining ap- 
proval from any governmental regulatory body. ; 

Opposition to the Commission prescribing maximum limits 
for allowances out of the trust estate of the Missouri Pacific 
Railroad Co. for expenses alleged to have been incurred by 
the debtor company in connection with its reorganization plan 
is expressed by Russell L. Dearmont, counsel for Guy A. 
Thompson, trustee of the Missouri Pacific, the debtor com- 
pany, in a brief filed with the Commission. 


Ernest S. Ballard and Minier Sargent, attorneys for the 
debtor company, in their brief asked the Commission to ap- 
prove maximum limits of allowances, including not less than 
$10,376.35 for the expenses of employing the services of William 
Wyer and his organization. 


“We submit that debtor, in these proceedings, has assumed 
the position of representative of certain stock interests,” says 
Mr. Dearmont. “That the services, claimed to have been ren- 
dered, for which compensation from funds of the trust estate 
are sought, have been wholly performed for the benefit of said 
stock interests; that, as such, there is no provision of the act 
requiring reimbursement for expenditures so made by debtor 
—s services or expenses incurred in connection there- 
with.” 


FINANCE APPLICATIONS 


Finance No. 12215. New Jersey & New York Railroad Co., by its 
trustees, asks authority to abandon a portion of its New City branch, 
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MILWAUKEE 


HANSEN STORAGE 
COMPANY 


126 N. Jefferson St., 
Milwaukee, Wisconsin 


More than 400,000 square feet of storage space ee 
with automatic sprinklers. Low insurance rates. Track 
capacity, 50 cars at one time. 


Dock warehouse 840 feet in length, located on Milwaukee 
River, immediately adjacent to Harbor entrance. Equipped 
with cranes for unloading vessels without gear. Ample 


platform space for quick delivery of merchandise. D U LUTH 


General merchandise storage—Pool Car distribution— 
Storage in transit on numerous commodities. Local Motor 
Truck delivery facilities. 


Served by the Chicago and Northwestern Railroad. 


GREEN BAY 


121 S. Broadway, 
Green Bay, Wisconsin 








GREEN BAY 


Shortest, most direct route to the Minneapolis gatewa 
Transportation facilities out of Green Bay. G. Ww. 
Chicago & Northwestern, and Chicago, Milwaukee, 
St. Paul & Pacific Railroads. Reciprocal switching. 


Common carrier truck lines operating under strict regula- 


tions of the State of Wisconsin and Interstate Commerce M | LWA U KEE ~ 


Commission to all points within a radius of 200 miles of 
Green Bay, giving overnight service. 


MUSKEGO 
DETROI 


— 


Third largest port on Lake Michigan. Four warehouses 
on Fox River. Draft 23 feet. Fully equipped to render 
complete stevedoring service. Free lighterage. Open 
yard storage. 


CHICAGO ¢ 
GECAGO Winter distributioy 


WAREHOUSES, INC. 


493 W. Harrison Steet, Savings on five months’ shipping can be made in 


Goonies of six choicely located warehouses with com- the next five weeks. 
ene} lake, rail and motor transport shipping facilities. 
tal storage area 750,000 square feet. Various ware- 


houses are served by Belt Ry. of Chicago, Burlington, From now until about November 30, winter stocks 


Pennsylvania and Chicago River & Indiana. Spacious, 


I it te switchtrack ilable. N H —_ 
tuck Tonaing door foiltate quick honing of motor may be shipped by lake and by waterway—at 
truc Ss. . . . . . 

Buildings of reinforced concrete, brick, mill, or steel water rates—to eight key distribution points—the 


construction. Low insurance rates. 


Dockage facilities at Navy Pier and 103rd Street (Calumet INTERLAKE TERMINALS—on the Great Lakes. 


River). Spacious dockage in deep water, fully equipped 


ricer "US Cou’ snd Sale Bode papecial Close to a half million square miles of the best 
— = mm markets are within overnight delivery distance of 
DULUTH the terminals. For safe and absolutely depend- 
DULUTH TERMINAL & The New York office or any 
COLD STORAGE CO. gladly furnish any informatio 
9th Avenue West & Railroad St., 


Duluth, Minnesota 


The gateway to the Great Northwest, where rail, truck and 
lake meet. Complete warehouse service available. 
Excellent shipside loading facilities. General merchan- 
dise and cold storage. 

Building of fireproof construction and sprinklered through- 


out. 


Free switching. Rail and truck loading under cover. 271 Madison Ave. New York, N 
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TOLEDO 


GREAT LAKES TERMINAL 
WAREHOUSE CO. 


321 — Morris St., 
Toledo, Ohio 


Toledo's finest, largest financially responsible warehouse. 
Unexcelled la e, rail and motor shipping facilities. 
Serving Ohio, Indiana and Michigan points, 6,000,000 
people within 125 miles of Toledo. Strategicall located 
for storage-in-transit East of Chicago. Situated in third 
largest rail center of the United States. Served by New 
York Central, Baltimore & Ohio and all other railroads 
entering Toledo, through joint terminal switching. Com- 
plete general merchandise and cold storage warehousing 


Pa facilities. 


U. S. Customs Bonded—U. S. Internal Revenue Bonded 
Warehouse No. 10. Approved warehouse by Chicago 
and New York Mercantile Exchange. Concrete and steel 
construction. 


MUSKEGON 


WEST MICHIGAN DOCK & 
MARKET CORPORATION 


Muskegon, Michigan 





The port of Western Michigan. Complete water, rail and 
motor truck terminal facilities. 600,000 cubic feet cold 
and freezer storage. 1,750,000 cubic feet dry storage. 
54 acres open dock area. Private rail sidings with 60 car 
capacity connecting with Pennsylvania, Pere Marquette 
and Grand Trunk Western Railroads. 


Direct steamship service to Milwaukee (year around), 
Montreal and European ports during Navigation Season. 
Complete stevedoring service all types of cargo. 20 ton 
all electric Gantry crane. Locomotive and gas cranes, 
escalators, tiering machines, truck and tractor trains. Dock 
3800 feet, draft 22 feet. 


ution at water rates \* ae DETROIT 


MICHIGAN DOCK 





TOLEDO ig 
. 


. CORPORATION 
in able distribution, for careful tether are Marine and Rail Terminal 
ti t. at troit Ri 
no better organizations in the® United States. ping RE 
peg? d and Mare then 3,000. rntgecn Dato Rive, Cnty 
kes mpie oc age, traine an competent steve- all connecting roads. 100,000 sq. ft. rr ngs storage 
doring crews, handling equipment, modern ware- maw Wee hear fies joerg nay 
-at L ° di il d ° personnel comprised of men of long experience in the 
ousing space, irect rail and motor connections handling, warehousing and distribution of all types of 
he P package and aomy ar, woe ipped by rail, boat or truck. 
are available at all of them. Detroit a Facilities 
es. 


: ’ Minnesota- Alot Transit Co. 
_ The shipper’s need for low cost and dependable cai ma ats 


est winter distribution is answered in INTERLAKE The newest and most modem watesiront termina 
of © TERMINALS’ services—providing winter stocks 


d- at water rates at strategic points. BUFFALO 


BUFFALO FREIGHT TERMI- 


fice or any of the terminals wr NAL WAREHOUSE CO. 

; information or rates you wish Liberty Baek payains. 
Eastern gateway to the lakes. Three water front ware- 
houses. egy 2500 feet. Two inland warehouses. 
Total capacity 600,000 square feet. Sidings on the 
New York Central, Erie and Buffalo Creek Railroads. 

nc. 100 car capacity. ‘350,000 square feet of heated, fire- 

proof, sprinklered space. Night and day stevedoring 
service. 


lete lake and rail facilities for distribution to Great 
ew York, N. Y. Geo. G. Roddy, ar Mer. | Steiotatettcn'tnd Suto oniunee "=" °° Se 
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about 4.06 miles long, extending from Nanuet to New City, Rockland 
county, N. Y. According to the application, the construction of modern 
highways, had caused the diversion to busses and private automobiles 
of nearly all passenger traffic between intermediate points on the 
branch, and considerable freight traffic had been diverted to highway 
truck transportation. 

MC F-709. Meryl E. Weimaster, Kalamazoo, Mich., asks authority 
to purchase the grandfather rights of Weimaster Truck Co. 

MC F-705. Greyhound Corporation, Chicago, Ill., asks authroity 
to issue approximately 145,000 shares of common stock in exchange 
for capital stock of Eastern Michigan Motorbuses. 

MC F-706. Eastern Michigan Motorbuses, Detroit, Mich., asks 
authority to purchase the assets and assume the liabilities of Great 
Lakes Motor Bus Co., and acquire the operating rights of that com- 
pany. 

MC F-707. Thurston Motor Lines, Wilson, N. C., asks authority 
to purchase the operating rights and certificate of H. W. Merritt, dba 
Comer Motor Express. 

MC F-701. The Rock Island Motor Transit Co., Chicago, IIll., asks 
authority to acquire certain operating rights of Harold L. Clark, dba 
Clark Transportation, Kansas City, Mo. 

MC F-702. J. W. Birkett, Fairfax, Va., asks authority to purchase 
all rights, certificates, privileges, contract, etc., pertaining to the 
operating of a motor freight route between Washington, D. C., and 
Manassas, Va., from Oby Bonawit. 

Finance No. 12203. Charles P. Megan, trustee of the Chicago & 
North Western Railway Co. asks authority to abandon a portion of 
old main line between Fulton and Bluffs, in Whiteside county, IIl., 
due to construction of so-called Fulton cutoff, and decline in traffic 
on this portion of the line. 

Finance No. 12204. Guy A. Thompson, trustee, Missouri Pacific 
Railroad Co. asks authority to abandon a branch line between Carthage 
Junction and Asbury, in Jasper county, Mo., approximately 17.8 miles 
in length. Applicant said for the last several years practically no 
traffic had moved from and to points on the line or over the line. 

Finance No. 12205. Guy A. Thompson, trustee, Missouri Pacific 
Railroad Co., asks authority to abandon a branch line between Le- 
Roy and Madison, Kan., 29.5 miles, traffic not being sufficient to 
warrant operation. 

Finance No. 12206. Guy A. Thompson, trustee, Missouri Pacific 
Railroad Co., asks authority to abandon a portion of its Creve Coeur 
branch in St. Louis county, Mo., beginning at a point where the line 
crosses the south boundary line of Olive Street road, and extending 
northwesterly to the end of the line, a distance of approximately 
two miles. 

MC F-703. Eastern Michigan Transportation Corporation, Detroit, 
Mich., asks for an order authorizing acquisition by it of control of 
Eastern Michigan Motorbuses, through ownership of all its capital 
stock and of such control, if any, of Great Lakes Motor Bus Co., 
through ownership of all its capital stock as applicant would have 
on acquisition of all the capital stock of Eastern Michigan Motor- 
buses, the latter corporation being the owner of all the capital stock 
of Great Lakes Motor Bus Co. At the same time applicant filed a 
petition in the same proceeding asking the Commission to dismiss 
the aforesaid application on the ground that the transaction contem- 
plated by the application did not involve the bringing together or 
under common ownership, control or management, directly or in- 
directly, of any properties (motor carrier or otherwise) not already 
under common ownership, control or management and, accordingly, 
were not within the meaning or intent of the motor carrier act. 

MC F-704. Greyhound Corporation, Chicago, Ill., asks authority 
to acquire control of Eastern Michigan Motorbuses through owner- 
ship of all its capital stock. Applicant said it now owned $1,323,500 
out of $3,350,000 outstanding first mortgage and collateral trust 7 per 
cent gold bonds and $323,500 out of $4,885,950 of adjustment mortgage 
6 per cent gold bonds of Eastern Michigan Railways, which owns 
all the capital stock of Eastern Michigan Motorbusses. Under a pro- 
posed plan of reorganization of Eastern Michigan Railways, according 
to the application, applicant would become, on the basis of its owner- 
ship of such bonds, the holder of 37,3811%4 shares out of a total to be 
issued of approximately 99,306 shares of capital stock of Eastern 
Michigan Transportation Corporation, which will then own all the 
outstanding capital stock of Eastern Michigan Motorbuses. 


Finance No. 12208. Northern Pacific Railway Co. asks authority 
to abandon approximately 1.09 miles of branch line between engineer’s 
station 321 plus 90 and the present end of track at Lakedale in Kit- 
titas county, Wash. 


Finance No. 12209. Toledo & Ohio Central Railway Co. and New 
York Central Railroad Co. ask authority to abandon a line of railroad 
known as the Middleport & Northeastern Railway, now a part of 
the Toledo & Ohio Central, extending from Rockville to Calvin, in 
Meigs county, O. It is proposed to abandon the road consisting of 
2.5 miles, except the southerly 1,072 feet adjacent to the line of the 
Ohio Central, which, according to the application, is to be retained 
for use as a team track for the handling of coal from wagon mines 
and road construction materials to be used in the adjacent territory. 

Finance No. 12210. Toledo & Ohio Central Railway Co. and New 
York Central Railroad Co. ask authority to abandon the westerly 
portion of the Bailey Run, Sugar Creek & Athens Railway, now a 
part of the Toledo & Ohio Central, in Athens county, O., a distance 
of about 1.63 miles. According to the application, public convenience 
and necessity did not require the continued use of the line. 

Finance No. 12211. Louisville & Nashville Railroad Co. and Ten- 
nessee Western Railroad Co. ask authority to abandon the line of 
the Tennessee Western between Iron City and Collinwood, Tenn., 
approximately 16.64 miles. 

MC F-708. Transportation, Inc., Charlotte, N. C., asks authority 
to purchase the operating rights and certain properties of Sutton 
Transfer Co., Inc.; and to lease those rights for a temporary period. 
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LOANS TO RAILROADS 


With a view to obtaining funds with which to repair dam- 
age caused by the hurricane and floods in New England be- 
tween September 17 and 23, the Boston & Maine, in Finance 
No. 12207, has asked the Commission to approve a loan to it 
by the Reconstruction Finance Corporation of $1,500,000. The 
application says the purpose of the loan is “solely” to provide 
funds to repair the damage to its road beds, tracks, bridges, 
buildings, signals, and other equipment. The loan, the applica- 
tion says, is not necessary to enable the applicant to meet cur- 
rent obligations. The estimated total cost to repair the dam- 
age caused by the floods and hurricane, says the application, 
is $2,200,000. Of that amount $2,000,000 represents the esti- 
mated cost of restoring the property damaged by the floods, 
and the remainder of the $2,200,000 represents the cost of re- 
pairing hurricane damage. 

Applicant desiring to withdraw its application for an exten- 
sion or renewal until September 1, 1942, of a loan of $1,894,- 
632.87 from the RFC, the Commission by division 4 has dis- 
missed the application in Finance No. 9333, Alton Railroad 
Co. reconstruction loan. 

In a supplemental report in Finance No. 12129, New York 
Central Railroad Co. reconstruction guaranty, the Commission, 
by division 4, has modified its report and certificate of August 
19 approving the guaranty by the RFC of the secured notes of 
the N. Y. C. for $5,000,000 to permit applicant to use proceeds 
of the loan originally intended for the repair of 1,000 freight 
train cars for the repair of approximately 50 additional 
locomotives. 

The Commission, by division 4, in a supplemental order in 
Finance No. 12130, New York Central notes, has modified its 
order of August 29, 228 I. C. C. 731, to permit the New York 
Central to use the proceeds of its note or notes, not exceeding 
$5,000,000, to pay, in part, the cost of laying approximately 
28,600 tons of rail, and repairs to equipment, including the 
repairing of approximately 50 additional locomotives. 

Trustees of the Western Pacific, in Finance No. 12213, have 
asked the Commission to approve a loan to them of $10,000,000 
from the Reconstruction Finance Corporation, the loan to bear 
interest at the rate of 4 per cent, with their certificates of in- 
debtedness as security for the loan. The loan is desired to 
retire an equal amount of outstanding certificates, maturing 
December 1. 


B. & O. INTEREST REDUCING PLAN 


The Baltimore & Ohio has filed with the Commission in 
Finance No. 12150, its interest reducing plan of reorganization, 
a detailed explanation of that plan which it intends to circu- 
late among its security holders if and when the Commission 
approves the plan (see Traffic World, Sept. 10, p. 481). The 
purpose of the document is to persuade security holders to 
assent to the company’s proposals, thereby making possible 
reorganization to the extent contemplated by the plan without 
resorting to the complex method that heretofore has been used 
in making reorganization under section 77 of the national 
bankruptcy act. 

Explanatory matter has been inserted in the plan as out- 
lined in the company’s formal application submitted to the 
Commission, to meet the views, it is understood to have been 
expressed by the Security Exchange Commission, which has 
jurisdiction over this form of securities issued to the public. 
The document does not, however, make any changes in the 
plan as submitted to the Commission. 


ROCK ISLAND ABANDONMENT 


The Commission, by division 4, in Finance No. 11900, Chi- 
cago, Rock Island & Pacific trustees’ abandonment, has author- 
ized abandonment by the trutees of the Rock Island of a part 
of a branch line extending from Ruskin to Nelson, Neb., ap- 
proximately 12 miles. According to the report, the line in 
question is part of a branch line extending from Fairbury to 
Nelson, 51.56 miles. It appeared from the record, said the 
report, that there was little hope that the segment could be 
operated profitably in the future. Should more traffic be avail- 
able for railroad transportation, it said, the competing lines 
apparently would continue to handle the greater portion thereof. 


SECOND SECTION TARIFF INDEXING 


A number of railroads have filed sixth section applications 
asking the Commission to postpone the effective dates of re- 
issues of tariff indexes until after it has disposed of the sixth 
section application filed by B. T. Jones for the elimination of 
section 2 of indexes (see Traffic World, Oct. 22, p. 794). Agent 
Jones is expected to file a general application for the postpone- 
ment of reissue dates so as to make it unnecessary for individual 
roads to apply for postponement or the disposition of such in- 
dividual applications by the Commission. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, S. D. New York.) In suit to set aside 
order of Interstate Commerce Commission wherein evidence 
taken before Commission was not made part of record, power 
of court to enjoin, set aside, annul or suspend in whole or in 
part order of Commission could exist only if findings of fact 
in report of Commission failed to give rational support to its 
conclusions of law. 28 U.S. C. A., Sec. 41(28). (Visceglia vs. 
United States, 24 Fed. Supp. 355.) 

On applications for certificates under Motor Carrier Act 
authorizing operation of motor carriers in interstate commerce 
and the operation of a brokerage service covering such trans- 
portation, it was not necessary for the Interstate Commerce 
Commission to make “formal and precise findings” and set 
out all the primary evidence that was considered, but only basic 
or essential findings. Interstate Commerce Act, Sec. 14(1), 
49 U.S. C. A., Sec. 14(1); Motor Carrier Act 1935, Sec. 204(f), 
49 U. S. C. A., Sec. 304(f).—Ibid. 

While some of facts recited if taken alone were not in- 
consistent with inference that petitioners were engaged as com- 
mon or contract carriers during times designated in Motor 
Carrier Act, other facts recited and basic findings led to an 
opposite conclusion, and under such circumstances it would 
be improper for court to reverse findings of fact of Interstate 
Commerce Commission, especially when evidence before Com- 
mission was not available to the court. Motor Carrier Act 
1935, Secs. 206, 209, 211, 49 U. S. C. A., Secs. 306, 309, 311.— 
Ibid. 

That three commissioners heard the oral argument on 
exceptions to the examiner’s report while two of those com- 
missioners and another rendered the decision for the Interstate 
Commerce Commission did not invalidate the order of the Com- 
mission, since a majority of the division heard the argument 
and participated in decision and hence order was valid. Inter- 
state Commerce Act, Sec. 17(2), 49 U. S. C. A., Sec. 17 (2); 
— Carrier Act 1935, Sec. 205(i), 49 U. S. C. A., Sec. 305(i). 
—Ibid. 

The denial by Interstate Commerce Commission of applica- 
tions under “grandfather” clause of Motor Carrier Act was 
not an invasion of constitutional right, since applicants had no 
vested right to use public highways to carry on a business as 
carriers in interstate commerce without obtaining certificate 
or permit required by the act, but were seeking only a privilege. 
Motor Carrier Act 1935, Secs. 204(e), 207, 209(b), 49 U.S.C. A., 
Secs. 304(e), 307, 309(b) .—Ibid. 

Order of Interstate Commerce Commission directing that 
applicants should cease and desist from all operations as com- 
mon carriers by motor vehicle, contract carriers by motor 
vehicle, or brokers for which certificate of public convenience 
and necessity, permits or licenses were required by Motor Car- 
rier Act, was supported by Commission’s findings. Motor Car- 
rier Act 1935, Secs. 206, 209, 211, 49 U. S. C. A., Secs. 306, 309, 
311.—Ibid. 


COMMINGLING CARS IN DEMURRAGE 


A declaration by Examiner E. A. Burslem, in a proposed 
* report in No. 28035, M. D. Friedman Co., Inc., vs. Chesapeake 
& Ohio (see Traffic World, Oct. 21) that the Commission should 
require the Chesapeake & Ohio to keep demurrage charges 
accruing on interstate cars separate and distinct from charges 
accruing on intrastate cars, has attracted the attention of the 
officers of the National Industrial Traffic League. The examiner 
found that commingling of cars containing shipments in inter- 
state and intrastate commerce in one demurrage average agree- 
ment was not authorized by the demurrage tariff and was 
unlawful. 

“This recommendation is quite revoluntionary as it is com- 
mon practice where interstate and intrastate demurrage rates 
are identical, to commingle intrastate and interstate cars in 
one average agreement,” declares E. F. Lacey, executive secre- 
tary of the League in calling attention to the report. “In fact 
section G of average agreement rule 9 specifically provides ‘an 
average agreement must include all cars loaded or unloaded 
within the jurisdiction of the same station.’ Furthermore the 
demurrage tariff (Agent B. T. Jones’ No. 4-R) is filed not only 
with the I. C. C. but with the various state commissions.” 
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The question is now before the officers of the League as to 
whether or not the League shall file a motion for authority to 
intervene in the proceeding. 

Examiner Burslem made his observations about this mixing 
of interstate and intrastate cars after calling attention to 
the fact that a witness for the Chesapeake & Ohio, in an 
exhibit, showed that a number of cars involved in the case 
in which relief from demurrage was sought on account of flood 
conditions at Ashland, Ky., in the early part of 1937, moved 
wholly intrastate and that “those cars were included in the 
demurrage average agreements account with interstate cars.” 
As to that the examiner said: 


The commingling of cars moving in interstate commerce with cars 
moving in intrastate commerce in one average agreement account is 
not authorized by the demurrage tariff. Such commingling of both 
classes of cars in one average agreement account may, and can, by the 
use of credits allowed on intrastate cars reduce or entirely cancel 
debits accruing on interstate cars, thereby resulting in the collection 
of demurrage charges accruing on interstate shipments less than the 
published tariff charges, in violation of section 6 of the interstate com- 
merce act. The Commission has no jurisdiction over demurrage charges 
assessed on cars moving in intrastate commerce. Interstate Eng. & 
Cons. Co. vs. Pennsylvania R. Co., 173 I. C. C. 143. Defendant should, 
therefore, keep demurrage charges accruing on interstate cars separate 
and distinct from charges accruing on intrastate cars. 


The examiner said the Commission should find the practice 
of thus mixing state and interstate cars in average agreement 
accounts and accounting for demurrage charges “was, and for 
the future will be unlawful.” 


FRISCO REORGANIZATION 


Three committees representing the holders of Fort Scott 
bonds, prior lien bonds, and consolidated mortgage bonds, have 
filed, in Finance No. 10008, St. Louis-San Francisco reorganiza- 
tion, a plan for the reorganization of that company to be made 
effective January 1, 1940. 

The plan provides for a total funded debt to be presently 
issued, of $135,762,873, with total annual charges, fixed and 
contingent, and for a capital fund, of $6,661,560. The plan calls 
for inclusion in the capital structure of $5,874,000 of existing 
equipment trusts, and the present issue of first mortgage, series 
A, 4 per cent bonds, due 1950, of $6,506,170; of first mortgage 
series B, 4 per cent bonds, due 1980, of $71,714,623; and of 
income mortgage 4% per cent bonds, due 2015, of $51,668,080. 
The plan also calls for an income mortgage sinking fund re- 
quiring $258,341 annually, as an initial amount (% per cent of 
greatest principal amount: of income bonds outstanding). In 
addition to the first mortgage series B 4’s before mentioned, 
there is to be an issue of $5,000,000 to the treasury of the new 
company which is proposed in the plan. 

In addition the plan calls for the issuance of $77,307,713 of 
preferred stock with a’par value of $100 and a $5 dividend rate. 
An issue of common stock is also proposed but the committees, 
according to the plan, have not agreed on the details of that 
issue. The plan says that by mutual agreement that question 
has been reserved for later determination by agreement of the 
committees, or by decision of the Commission, or by the court 
having jurisdiction. The final determination of that question, 
the committee say, will not be deemed to constituie a change 
in the plan. 

The total annual charges for the capital fund, the sinking 
fund, and the preferred dividend requirements, are estimated 
by the committees at $10,785,287. 

The board of directors of the proposed new company, ac- 
cording to the plan, is to consist of not less than 11 nor more 
than 17 members to be elected by the holders of the preferred 
and the common stock of the new company at an election to 
- held not later than 90 days after the consummation of the 

an. 

Outstanding capital liabilities that will be outstanding as 
of January 1, 1940, including unpaid interest, are estimated 
by the committee at $492,258,851 with fixed annual interest of 
$12,613,106. 


FREIGHT RATE INCREASES 
The Commission, in Ex Parte 123, in the matter of increases 
in rates, fares, and charges, has denied a petition of the 
American Association of Nurserymen for the issuance of a 
supplemental report, making a specific finding that nursery 
stock, trees, and shrubbery should have been subjected to an 
increase in rates of 5 per cent instead of 10 per cent. 


WABASH REORGANIZATION 
The Commission, by division 4, in Finance No. 11977, 
Wabash Railway Co. reorganization, has dismissed without 
prejudice application for a certificate of public convenience and 
necessity for the acquisition and operation of all railroads, 








PAGE 878 


properties, and assest of the Wabash Railway Co. (Indiana); 
for approval and authorization of the acquisition of control of 
other common carrier through stock purchase; and for au- 
thority to issue securities, and to assume obligations or liabili- 
ties with respect to the securities of others, and for other 
authority. For the purpose of revision applicant requested 
withdrawal of the application, which was filed March 16. 


LIVE STOCK CASES HEARINGS 

The Commission, in I. and S. 4541, live stock, west to 
central and southern states, has vacated and set aside its order 
of October 14, so far as it suspended the operation of the 
schedules enumerated and described therein, and has ordered 
that the rates, charges, regulations and practices contained in 
the schedules shall continue in full force and effect until its 
further order; and that the hearings heretofore assigned in 
connection with No. 17000, part 9, live stock—Western Distirct 
rates, shall proceed as set. The Commission, division 2, by its 
order of October 14, suspended the schedules until May 15, 
1939 (see Traffic World, Oct. 22, p. 799). 


UNITED ASKS POUND-MILE BASIS 


The United Air Lines Transport Corporation sent to the 
Civil Aeronautics Authority October 27 a petition for a revision 
in its mail pay rates. The petition asks for “a fair and reason- 
able rate of compensation for the transportation of mail,” on 
the basis of a pound-mile rate. It asks for a pound-mile rate of 
1.08 mills for mail carried on its New York-Chicago-San Fran- 
cisco route, and a pound-mile rate on the rest of its system 
sufficiently high to bring the average for all its operations up 
to 1.32 mills for each pound-mile. Application of such a rate, 
it says, on the basis of 4,628,076,841 pound-miles flown by 
United in 1937, would have resulted in total compensation of 
$6,109,061, instead of the $3,265,567 actually received by the 
line. Under the basis of pay in effect in 1937, it says, United 
carried 33 per cent of the domestic air mail, but received only 
23 per cent of the money paid out by the government for the 
carrying of that mail. 

Under the statute, the maximum the United can now 
receive for its carriage of mail is 40 cents a flight mile, the 
petition says. Because of the fact that it carries frequent over- 
loads, that restriction acts as a penalty, whereas, on smaller 
lines, where the maximum load is never approached, the com- 
pensation is relatively much higher, it continues, pointing as 
an example to the Boston-Maine Airways, which received $142,- 
983 for mail compensation in 1937, whereas, on the basis of 1.32 
mills for each pound-mile, its compensation would have been 
only $11,725. 

United is entitled to more compensation, the petition says, 
because increasingly other pay-loads in its planes have been 
displaced by the air mail which, however, is paying a lower 
proportion of the general revenues of the lines than ever 
before. Its passenger revenues, the petition points out, have 
increased substantially. The mail carried on the large air sys- 
tems, the petition says, is paid for at something less than the 
postage paid for its movement by the mailer, although that is 
not true with the smaller lines. At the same time, it points 
out, the United had an operating loss of more than $1,300,000 
in the year ending June 30, 1938. 

Under the civil aeronautics act, the petition points out, the 
commission has the power to fix rates for mail pay on a pound- 
mile basis. That basis, it says, “is the best measure, because a 
plane’s income is dependent on how many pounds of its limited 
payload are used in transportation of mail or passengers.” 


AIR OPERATIONS TERMINOLOGY 

Representatives of the Civil Aeronautics Commission, who 
had been sitting at Chicago since October 17 accumulating 
advice and evidence with reference to standardization of term- 
inology to be used in the transmission ground and flight re- 
ports, preparatory to the opening of five new airway traffic 
control stations (see Traffic World, Oct. 22, p. 812), completed 
their work and adjourned October 24. There would be delibera- 
tion on the material collected, Gelan A. Gilbert, chief, airway 
control section of the Commission, said, and whatever orders 
might be issued with reference to terminology would emanate 
from the Commission offices in Washington. 


AIRLINE PILOTS LIAISON COMMITTEE 


The Civil Aeronautics Authority at a meeting October 24 
established a standing committee consisting of Chairman Ed- 
ward J. Noble, Robert H. Hinckley, and Clinton M. Hester, 
administrator, to maintain direct liaison with America’s airline 
pilots as a further step toward insuring safety in air transporta- 
tion. This action establishes a permanent contact between such 
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pilots and the Civil Aeronautics Authority, says a statement by 
the Authority. The committee’s duty, as outlined by the formal 
order creating it, are to “receive and review for the Authority 
such complaints and recommendations relating to safety in 
scheduled air transportation as may be presented to it by the 
authorized representatives of the airline pilots.” The members 
of the committee, the statement said, were also instructed to 
confer from time to time with “such authorized representatives” 
for the promotion of airline safety. 


AIR TRAFFIC 


Scheduled air carriers operating in continental United 
States carried 139,805 passengers in August, a gain of over 
12,000 more than the number carried in July, and over 16,000 
more than the number carried in August, 1937, according to 
the Civil Aeronautics Authority. 

In August, the air carriers flew 6,191 miles and 54,839,240 
passenger miles and carried 605,400 pounds of express. 

Comparisons with July, 1938, and August, 1937, are shown 
in the following table: 


July August August 

1938 1938 1937 
Companies operating ............ 20 20 17 
Companies reporting ............ 20 20 17 
Passengers Carried ......sccseess 127,590 139,805 123,550 
Express carried (pounds) ........ 541,346 605,400 618,113 
Express pound miles flown ...... 319,728,510 359,762,242 352,586,526 
res rier eee 6,270,990 6,191,715 6,312,271 
Passenger miles flown ........... 50,859,047 54,839,240 51,941,845 

Available passenger seat miles 

NN Leaks warkink Chenee wssee 86,830,772 86,131,005 83,184,035 
Passenger load factor—per cent.. 58.57 63.67 62.44 


FOREIGN AIR DIVISION 


The Civil Aeronautics Authority has announced the crea- 
tion of an international division which will function as part 
of the bureau of economic regulation within the Authority. 

The division will have general supervision over those mat- 
ters relating to overseas and foreign air commerce which come 
under the jurisdiction of the Authority, such as arranging for 
freedom passage of American aircraft and airmen in foreign 
countries; the study of public and private air law; study of 
carrier rates in overseas and foreign air transportation; study 
of subsidies given foreign air lines by their governments; the 
exchange of information and the development of aeronautics 
between United States and foreign countries. 

The new division is also charged with compiling a com- 
plete library of international air law and regulation, and report- 
ing to the Authority the effect of such law and regulation on 
commercial aviation. 

With so many proposed international air routes to be con- 
sidered and established within the next few years, this work 
will be of paramount importance to American international air 
commerce, and there is no such library in the United States, 
says the Authority, which adds: 


Samuel E. Gates, of Los Angeles, formerly chief of international 
section, Bureau of Air Commerce, has been appointed acting chief of 
the international division. Mr. Gates is an authority on aviation law. 
He was awarded the Carnegie Foundation Fellowship for International 
Law in 1930 and studied at the Academy of International Law at the 
Hague; the University of Grenoble; L’Institut des Hautes Etudes In- 
ternationales; and the University of Paris, from which he holds a de- 
gree in international law. 


A. T. OF A. WOMEN’S BULLETIN 


The Transportation Association of America is sending to 
women copies of a bulletin prepared by Edith C. Krogh, man- 
ager of its women’s division, which it intends to issue fort- 
nightly. The first number has appended to it a coupon which 
those who are interested may request to be placed on the 
regular mailing list. The bulletin points out that women have 
a stake in the preservation of private enterprise in business 
because they hold 25 per cent of the nation’s jobs, buy 89 per 
cent of the retail goods, own 40 per cent of the real estate 
and are the beneficiaries of 80 per cent of all insurance policies. 
It also describes the objectives and the accomplishments of 
the association and carries a list of its publications dealing 
with transportation and government ownership. 


RAILROADS AND WAGE LAW 


The federal wage and hour law which became effective 
October 24, according to the administrator of the act, is ap- 
plicable, with respect to wages only, to employes of rail and 
highway carriers. Hours of service of such employes are ex- 
empted from control under the act. The act requires, that, for 
the first year, a minimum wage. of 25 cents an hour be paid. 

It is understood that while it is conceded that the act will 
apply to many rail and highway employes engaged in com- 
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merce as defined by the act, some railroads take the position 
that some employes are not engaged in commerce as defined 
in the act. For example, it is understood, a question may be 
raised as to the applicability of the act to “Red Caps” working 
in passenger terminals, and to janitors and similar workers. 





RAIL WAGE CONTROVERSY 


The Traffic World Washington Bureau 


The emergency board appointed by President Roosevelt 
to investigate an dreport on the 15 per cent wage cut proposal 
of the railroads has until midnight, October 29, to submit its 
report under “extension of time” granted by the President and 
agreed to by representatives of the railroads and the employes, 
it was announced at the White House October 26. 

Section 10 of the railway labor act provides that such a 
board shall submit its report to the President within 30 days 
from the date of its appointment. Under that provision the 
present board would submit its report by midnight October 
27. It was stated at the White House, however, that the 
language in the act was regarded as a direction to the board 
rather than a mandate, and that with the consent of the parties 
to the dispute, the additional time requested by the board was 
granted. 

The report will be made public by the White House. The 
White House staff believed that copies would be made avail- 
able for distribution as soon as the report was submitted. 
However, it was pointed out, the President might decide to 
hold up publication pending a discussion with the parties to 
the dispute. : 

President Roosevelt said at his press conference October 28 
that the report of the rail emergency board would be submitted 
to him at noon October 29, when he supposed it would be made 
public. He said he had no idea what was in it. 





REPRESENTATION OF EMPLOYES 


The National Medition Board has certified that the Brother- 
hood of Railroad Shop Crafts of America, Pennsylvania sys- 
tem, has been authorized to represent machinists, boilermakers, 
blacksmiths, sheet metal workers, electrical workers, carmen 
(including coach cleaners), the apprentices and helpers of those 
mentioned, and power house employes and railway shop la- 
borers, employes of the Pennsylvania Railroad, for the purposes 
of the railway labor act (see Traffic World, Oct. 22, p. 813). 

The National Labor Relations Board has certified the 
American Radio Telegraphists’ Association, affiliated with the 
CIO, as the exclusive collective bargaining agency for radio 
operators on ships operated by Sinclair Navigation Co., New 
York City. 


HANDS OFF THE COMMISSION 


(By Thomas F. Woodlock, in The Wall Street Journal) 


Not a few signs are visible that indicate something like a 
“sanging up” of forces for the destruction of the oldest and 
most respected regulatory authority in the United States—the 
Interstate Commerce Commission. These forces are well-dis- 
tributed, inside and outside of politics. 

Now, this writer has been as free-spoken as anyone in 
criticizing the Commission’s performance of its functions and 
is well aware of its shortcomings and their causes, both proxi- 
mate and remote. But he is also aware of the nature of those 
functions and the danger that would attend their transfer to 
the kind of hands into which they would inevitably fall if the 
Commission were abolished or its powers and functions radically 
altered. This is not to deny the possibility of advantage in 
modifications of its technique and its organization—not at all! 
It is merely to say that, if private ownership and operation is 
to continue in this country, we cannot afford to lodge the regu- 
latory power necessary for such a system in any person or 
persons subject to the vicissitudes of party—or of group— 
political control or influence. 

The enduring value of the Commission has always been 
precisely in its isolation from such influences or controls. In a 
country where these forces run riot, the Commission’s fifty 
years of life constitute a virtually unique phenomenon. Never 
have the dirty fingers of politics smeared its record. No one 
has ever seriously contended that it was, at most, worse than 
incompetent—never dishonest. Mistakes it has made in plenty, 
but whenever one uses the word “incompetent” there is always 
question of relativity. There are tasks which the ablest human 
being is incompetent to perform. The trouble is in the nature 
and the dimensions of the task. The simple truth about the 
task which the Congress of the United States has passed to 
the Commission is that it might stagger a Commission com- 
posed of arch-angels. In proof whereof this writer will venture 
to offer some statistics drawn from his own experience during 
over five years as a member of that body. True, he terminated 
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his service eight years ago, but he doubts that the present 
experience of commissioners differs much from his own. 

The commissioners then had at their disposal a total of 
some 277 working days in each year, omitting Sundays, holi- 
days, etc., the official length of the “day” being seven and one- 
half hours, viz., 9 a. m. to 4:30 p. m. Of these, a commissioner 
would spend on average the equivalent of at least 77 days “on 
the bench” listening to arguments—remainder, 200. In the 
working year there would be a minimum of 40 all-day “confer- 
ences” devoted to routine disposition of cases, petition, etc.— 
remainder 160 days. On an average there would be probably a 
score of special conferences; at half a day average this would 
bring the remainder to 150 days. Each commissioner would 
in those 150 days have to study something like 450 “rate cases” 
litigated cases, many involving the reading of voluminous 
briefs and occasionally references to much more voluminous 
records—and make up his mind how to vote on their disposi- 
tion. In addition, each commission would have to deal with a 
multiplicity of other matters committed to the particular divi- 
sion to which he had been assigned. (This meant in the pres- 
ent writer’s experience between 400 and 500 “finance cases,” 
he being a member of division 4, which dealt with such mat- 
ters.) And he would have to keep “open house’ in his office 
for a continuous stream of callers when he was neither on the 
bench or locked up in conferences. All this exclusive of those 
important cases which from time to time took him to “the 
road” for trial—in 150 days of seven and one-half hours each! 
And the official reports of the Commission’s rate-cases alone 
run to almost 10,000 printed pages per annum. 

“Of course,” says the advocates of change, “that’s why we 
want to split up the Commission’s functions and make the job 
possible of performance of human beings.” This writer would 
be among the very last to say that this could not be done with 
both advantage and safety. Nor is he prepared to say that the 
suggestions made looking to this end by members of the Com- 
mission itself are not good. The point that he desires to empha- 
size is simply that whatever is proposed to be done in this 
way should be done in such fashion as to preserve the Com- 
mission’s essential functions from any and all interferences 
from other governmental arms, and the commissioners them- 
selves from any influences—much more coersion from legisla- 
tive or executive quarters. 

Part of the Commission’s functions are quasi-legislative 
and part are quasi-executive, but the essence of most of its 
work is quasi-judicial, either in form or in substance. Rate- 
making, for instance, is in form legislative but in substance is 
judicial, for it involves balancing of interests. The Commis- 
sion’s purely executive functions are quite subordinate in 
importance, and could be detached from the rest without great 
difficulty. But not the others. And with respect to those others, 
a good motto for us to observe is “Hands Off the Commission!” 


PELLEY ON “THE RAIL OUTLOOK” 


More than 600 persons attended the luncheon sponsored 
by the Cleveland Chamber of Commerce and the Traffic Club 
of Cleveland in honor of the officers and directors of the Asso- 
ciated Traffic Clubs of America, October 24, at the Hotel Cleve- 
land. 


F. C. Crawford, president, Thompson Products Company, 
vice-president of the Cleveland Chamber of Commerce, pre- 
sided, and introduced J. J. Pelley, president, Association of 
American Railroads, whose speech on “The Railroad Outlook” 
was broadcast over the radio. In his introductory remarks, 
Mr. Crawford spoke of the importance of the railroad industry 
to Cleveland and urged his listeners to carry the message of 
the essential nature of a prosperous transportation industry 
into their offices and into their homes. 


Homer S. Snow, pres:dent of the Associated Traffic Clubs 
of America, spoke briefly, acknowledging the compliment paid 
to the association by the Cleveland chamber and the Cleveland 
club in presenting the luncheon and in acting as hosts for the 
convention of the association. 


Railroads will continue to be “the basic mass-transporta- 
tion of the American continent,’ because they “combine the 
convenience and flexibility of the individually loaded and un- 
loaded freight car. . . with the economy of mass transporta- 
tion in trains,’ said Mr. Pelley. American industry, he said, 
was justly proud of its achievements in mass production but 
the fact was often overlooked that “underlying that distinctively 
American achievement, tying the whole thing together and 
making it possible, is the mass transportation of the American 
railroads.” 

The railroads, which sell their services for an average 
revenue of about one cent a ton-mile, which includes not only 
the costs of producing and selling the service, but also the cost 
of providing and maintaining rights of way, furnish “incom- 
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parably the cheapest general inland transportation service, on 
the average, which we enjoy,” he said. 

The railroads welcomed the increased discussion these days 
of what was called the railroad problem, he said, because they 
hoped that such discussion would bring a public realization that 
the railroad problem was merely a part—even if the most 
important part—of a “great unsolved national transportation 
problem.” Much public consideration, however, he added, 
missed the point; self-appointed “doctors” tried to diagnose the 
trouble from surface symptoms and then prescribed remedies 
which did not go to the root of the trouble. 

One such popular fallacy, he added, was that the rail- 
roads needed modernization. He pointed to many things, 
including the doubling of average freight train speeds, the 
increase in schedule dependability, the absence in recent years 
of car shortages, “either in good times or bad,” and the better- 
ing of safety records to prove that the railroads had been 
modernized. 

Others argued that the railroad troubles came from a “lack 
of coordination, standardization, cooperation and research,” he 
said, but “anyone who knows can tell you that they have been 
and are pretty good at all of them.” Standard time itself was 
a product of railroad cooperation, he said, and it had been fol- 
lowed by a long line of railroad “contributions to the comfort, 
convenience, satisfaction and safety of life in America by co- 
operative railroad organizations whose activities are now com- 
bined and carried on by the Association of American Rail- 
roads.” He also told about various matters of research carried 
out at various universities and other laboratories in which the 
railroads cooperated. ; ; 

“The greatest of all our achievements in cooperation and 
coordination, however,” he said, “is found in the almost un- 
noticed day by day national flow of commerce, from railroad 
to railroad, all over this continent. We take that for granted 
today, but a moment’s reflection will show what it has meant 
in standardization and cooperation all along the line.” 


Over-Capitalization 


To another class of self-appointed “doctors,” those who 
laid the railroad ills at the door of over-capitalization and 
“Wall Street banker control,” he replied as follows: 


First as to the facts. The total capitalization of the railroads is 
billions of dollars less than the investment in transportation property. 
It is less than the value of that property as determined by the Com- 
mission, with allowance for depreciation. And it is less today, in pro- 
portion to investment or value, than it was in the days before the 
World War when railroads were prosperous. 

The ratio of debt to investment is less today, in time of railroad 
difficulty, than it was 25 or 30 years ago, when railroads were pros- 
perous. In 1910 railroads owed 60 cents for each dollar of investment 
in their properties. Last year they owed only 44 cents for each dollar 
of investment. 

The cause of present railroad difficulties, obviously, is not to be 
found in increasing capitalization or indebtedness, because in relation 
to investment these have not increased but have declined. And so 
with fixed charges, which took fewer cents out of each dollar of our 
revenues in 1937 than in any single year prior to 1917. 

The remedy of ‘‘putting 'em through the wringer,’’ consequently, 
is no remedy at all. It would not go to the seat of the trouble. Some 
railroads are already going through the wringer, and others may yet 
have to do so, but general bankruptcy of a whole industry is no cure 
for anything. This proposal to restore railroad credit by repudiation of 
legitimate existing debts comes pretty close to being the ultimate in 
Mad Hatter economics. 


The Real Cause 


The real cause of railroad difficulties, he said, was “so 
simple that it almost escapes attention.” It was simply that the 
“margin between what they take in and they must pay out is 
too thin.” 

The railroad outlook would be hopeless if this condition 
were inherent in the railroad business, he said, but it was not. 
The condition did not arise from inefficient operation, he added, 
because a study of the hourly transportation output of the 
average freight train showed that it had increased materially 
between 1920 and 1937. On the other hand, he said, railroad 
wages had more than doubled since 1917 while “traffic has 
increased hardly at all; the average revenue for hauling a ton 
a mile is only one-third more than it was in 1916, and the 
average revenue for carrying a passenger a mile is actually 
less.” 

The net result was, he said, that “net income after charges, 
the profit to the stockholders, has simply disappeared—swal- 
lowed up in the Red Sea of deficit.” 

The cure, he said, lay in a revision of the long-time public 
policies with reference to transportation in this country. Under 
present policies, he pointed out, railroads were expected to be 
self-supporting, to pay taxes for the support of general govern- 
ment and the costs of rigid regulation, in spite of the fact that 
“railroad rates on some sorts of traffic are held down on the 
theory that railroads are a monopoly, while, on other traffic 
government-fostered and government-subsidized agencies, com- 
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petition hammers down the rates.”’ These practices had diverted 
to the subsidized agencies volumes of traffic that could be 
handled on the railroads “at a lower true cost,” he said. The 
diversion also had increased the unit cost of transportation of 
other traffic on the rails, he added, continuing: 


This is one of the effects of a long-established public policy of at- 
tempting to create ‘‘cheap transportation’’ for a few favored users, no 
matter how much it costs the general taxpayers. It is an ostrich-like 
policy which seems to think that any cost which can be hidden in the 
sands of taxation ceases to exist. 

How fantastically high such concealed costs frequently are may be 
seen by just one comparison. The investment in rail roadway, includ- 
ing the cost of sidings, multiple main tracks and yards, averages about 
$61,000 per mile of line, and the average annual maintenance is about 
$1,700 per mile. 

The government-built and maintained channel of the Ohio River 
has cost the taxpayers $142,000 per mile in construction cost, and is 
costing nearly $3,900 per mile per year to maintain and operate—and 
miles are measured as the river winds. To put them on the same basis 
as. the straight railroad mileage would add about one-third to these 
figures. That is known as ‘‘cheap transportation’’—cheap only for the 
favored user, who pays nothing for the use of such costly facilities. 

And the Ohio River is but one example, by no means extreme, of 
the true cost of a policy which seeks to create ‘‘cheap transportation’’ 
for a few—and so results in creating tremendously expensive transpor- 


tation whose cost must be borne, directly and indirectly, willingly or 
unwillingly, by us all. 


The Remedies 


What, then, is the outlook for the railroads? What are the remedies 
for their present difficulties, admittedly great? 

Many plans are offered, from various sources. The railroad situa- 
tion has the most sympathetic consideration on the part of everyone, 
from the President down. I think they would all like to help. We ap- 
preciate their kindly feeling and want to do all we can to help make it 
effective for good. 

Some of the long-range plans contain good features, but none of 
—— can be made effective soon enough to meet the immediate situa- 
tion. 

To meet that immediate situation, the railroads are doing what they 
can to get revenues up and expenses down. That must be done, and 
done now, and we are trying to do it. 

The railroads themselves are offering a long-range plan of legisla- 
tion also. It is not a one-point plan, because there is no one thing that 
will meet the situation. It contains eighteen specific suggestions for 
changes in legislation or public policies of transportation which, we 
are sure, would be helpful. I shall not here attempt to name them all, 
but merely to sum up the general principles which underlie them. 

First, recognize railroads as a business, entitled to the same chance 
to make a living which other business has. Allow railroads to par- 
ticipate in prosperity when there is prosperity. Give them reasonable 
freedom to “‘price’’ their product to meet situations as they arise; to 
adjust their services to the demands of traffic; and to adjust their ex- 
penses to business conditions. 

And, second, give railroads equality of treatment and opportunity 
with all other forms of transportation. 

Establish our public policies of transportation on that sound basis, 
and each form of transportation will do that part of the whole national 
job for which it is inherently best suited. Then we shall have the 
best of every form of transportation, at the lowest true economic cost 
for the country as a whole—and our railroads will continue as self- 


supporting, tax-paying, efficiently operated carriers of the major com- 
merce of the continent. 





SPENDING EASY MONEY 
Editor The Traffic World: 

Here’s one for The Traffic World: 

In Docket No. 24656, Petroleum and Petroleum Products 
from California to Arizona, heard at Los Angeles, Calif., be- 
ginning August 22, 1938, C. J. Lyons testified that, on May 12, 
1938, he acquired five tank-truck and trailer units from Elling- 
ton Bros., Ltd., at a cost of $25,000, and that the business “was 
almost bankrupt”; the trucks were of 1928 to 1931 vintage; 
that the equipment was run down and in bad shape; and that 
he would be able to operate at a profit only if he got an in- 
crease in the present rate from California to Arizona. 

“The witness explained his purchase of this equipment 
under these adverse circumstances as follows: 


Q. (By Mr. Duffy.) What was your idea of purchasing the trucks 
and trailers and going into the business if it wasn’t your idea to 
handle it at the present rates? 

A. Well, I will tell you. In 1934 I had 800 head of sows, and Uncle 
Sam told me if I would reduce the amount of hogs I would get some 
money and I got about $10,000, and Roosevelt told me I had to spend 
that money, and I am spending it. 

Q. So the best thing you figured you could spend it on was these 
trucks to handle petroleum to Arizona? 

A. That is right. 


I might add that C. J. Lyons is not related to me. I’m not 
that smart. I don’t know how not to raise hogs. I do know how 
not to practice law, but Uncle Sam persists in not paying me. 
This is rank and unjust discrimination and preference, I should 
say. 

J. E. Lyons. 
San Francisco, Calif., Oct. 25, 1938. 
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Clubs of America 


Cleveland Meeting Breaks Record in Number of Clubs Represented—Schulten Elected President 
—Parkinson, Jeffers, Belsterling and Cameron Address Business Sessions 


(By R. J. Bayer, Staff Correspondent at Cleveland, O.) 


HE fall meeting of the Associated 

Traffic Clubs of America, at the 

Cleveland Hotel, Cleveland, O., 
October 25 and 26, set a new record for 
club representation with 79 of the As- 
sociation’s 102 clubs sending delega- 
tions, and additional representatives 
from 13 non-mémber clubs registering. 
Registrations totaled 1,079 individua!s, 
second only to the New York meeting, 
at which 1,143 registered. The interest 
was reflected in the attendance at the 
business sessions. On Tuesday, Octo- 
ber 25, both morning and afternoon, 
the convention hall, arranged to seat 
over 800, was crowded to overflowing, 
the estimate being that more than 1,000 
were in attendance. The attendance 
at the dinner was also over 1,000. 

No resolutions, other than the 
usual one of thanks to those who had a 
hand in the preparation and conduct of 
the convention, was presented to the convention for considera- 
tion. Committee reports of all but the committee on education 
and research were largely of the progress variety. Interest in 
the meeting centered largely on the quartette of speakers at the 
business session and the speaker at the dinner. There was, 
however, good attendance at the Wednesday morning session 
at which representatives of member clubs reported on the 
activities of their clubs since the spring meeting at Dallas. 

The Rev. Robert B. Whyte, D.D., LL. D., pronounced the 
invocation at the opening of the first business session. John B. 
Sanford, president of the Traffic Club of Cleveland, welcomed 
the delegates and visitors, and Homer S. Snow, president of the 
association, who presided, responded on behalf of the associa- 
tion. After the appointment of the nominating committee, there 
were announcements from Ralph Hanson, general chairman of 
the convention arrangements committee, and F. A. Doebber, 
secretary of the association. 

The roll call of member clubs showed 72 to be represented 
by delegates in the hall at the time. 


Report of Board of Directors 


J. M. Fitzgerald presented the report of the board of direc- 
tors as its chairman. Significant portions of it were as follows: 





W. F. SCHULTEN 
President A. T. C. of A. 


At the last meeting of the Association, we received from a member 
club a suggestion as to inaugurating some program in the interest of 
the elimination of waste in distribution. That was referred to a spe- 
cial committee of the board, which reported yesterday, and the report 
will be included in the bulletin. 


The committee on education and research was authorized to pre- 
pare and issue an outline of a study course on water transportation 
and an outline of a study course on warehousing. The directors like- 
wise appropriated $600 to cover the expenses of that committee for 
the ensuing six months. 

For some years there has been before your directors the proposal 
for an institute of traffic management, and while the directors have con- 
sidered this subject on several occasions, no definite action has ever 
been taken, due largely to there being a question as to whether the 
project was timely, and secondly, as to whether this association should 
properly initiate such a proposal. 

Within the recent months, there has been a revival of interest in 
this subject from many quarters, with a feeling that if that interest 
was sustained, there would be an effort on the part of someone to 
promote such an organization. Your directors are mindful of the fact 
that this is a subject in which the industrial traffic management profes- 
sion is interested solely, and that any plan to even discuss the matter 
should be a plan which will meet with general approval of the indus- 
trial traffic manager. 

While we realize that there is difference of opinion, perhaps on the 
subject, even in the industrial traffic field, nevertheless, there is uni- 
versal agreement that should such an institute be established, it should 
be sponsored by existing organizations capable of protecting it against 
exploitation. 

After a full discussion, your directors created a special committee 
consisting of T. C. Burwell, chairman, T. T. Harkrader, C. R. Mus- 
grave, F. A. Doebber, and G. Lloyd Wilson. That committee is author- 
ized to develop the views of the National Industrial Traffic League, and 
the Association of Practitioners before the Interstate Commerce Com- 
mission, and report further to the board of directors. 

Finally, I would like to say a word about policy. When Mr. Hark- 





rader assumed the presidency of this organization in April 1929, we had 
less than 50 clubs. That membership has now more than doubled. 
Over that period of 9% years, we witnessed growth, not only in the 
membership of the organization, but in the development of an educa- 


tional program which has found a permanent place in traffic clubs 
throughout this country. 


In the upbuild of the organization over the past nine years, it has 
been necessary to use some of our officers for long periods. Mr. 
Harkrader served 3% years as president; Mr. Roe three, and Mr. Snow 
is concluding his third year. That has called for a great sacrifice of 
both time and money on the part of the men who have been called upon 
to serve over these long periods, but as the board reviews these re- 
cent years, we feel now that the situation has changed, that there is 
ample talent within the organization to make changes often, and the 
board now suggests that for the future we might proceed upon the 
basis of electing our president and perhaps our executive vice-president 
and possibly other officers annually, and bringing in talent with new 
ideas. The board is aware of the fact that selection of officers lies 
entirely in the hands of the nominating committee, and that it is 
within their province at any time to take any action which they may 
deem wise, whether it agrees with the view of the board or not. 

Colonel Walter J. L. Banham, formerly traffic director of the Otis 
Elevator Company, has now retired from business activity. Colonel 
Banham was the first president of the Associated Traffic Clubs of 
America, and he did much for the organization in its early stages. The 
board of directors recommends that Colonel Banham be given honorary 
life membership in this organization. Likewise A. W. Carey, former 
traffic manager of the Tennessee Coal, Iron and Railroad Company and 
one of our regional vice-presidents, has now retired from active business, 


and the board likewise recommends that honorary life membership 
will be conferred upon him. 


The proposals for the honorary life memberships were 
adopted by the meeting, and the report as a whole was received. 


Parkinson Speaks 


Thomas I. Parkinson, president, Equitable Life Assurance 
Association of New York, made the first convention address. 
Speaking from notes, he said that the insurance business felt 
that, however perilous the position of the railroads might seem 
at present, they would eventually emerge. It was proving 
this faith, he added, by buying railroad bonds at present, al- 
though, he added, great care was exercised in their selection. 
He quoted from an unnamed official of the Securities Exchange 
Commission to the effect that insurance companies ought to 
be permitted and urged to invest the funds of their policy- 
holders in railroad stocks. A similar attempt was made by the 
New York state insurance superintendent early in 1930, he 
said, when the proposal was to form a $100,000,000 pool of 
Insurance money with which to buy stocks in an effort to 
bolster their values. The companies refused, he said, and the 
stocks went down from $80 to $20 as an average. Insurance 


= alia would never invest their funds in that manner, he 
said. 


He said that while the rise of new competition and govern- 
mental discrimination in its treatment of various transporta- 
tion agencies were partly at the root of the present railroad 
trouble, the chief cause was the general low level of business. 

“The business depression is due almost entirely to lack of 
confidence in the people, and that in turn is caused by our 
present unstable government,” he said. 

He quoted figures from the 1936 operating results of the 
New York Central to show that, after expenses over which the 
management had no control were met and labor received its 
wages, there was only $8,000,000 left out of a gross revenue 
of $382,000,000. The 55,000 stockholders of the road got noth- 
ing, while the workers got $175,000,000 and each used $8,509 
worth of facilities and tools in earning his wages. The $75,000 
annual salary of the president of the railroad was a negligib’e 
factor in the situation, especially when it was remembered that 
of that amount the federal government got $25,000 and the 
New York state government $8,000 in income taxes. In effect, 
he said, the railroad paid its president $42,000 and made a gift 
of the remainder to the two governments. 

The problem of overpayment of railroad labor he said was 
manufactured by the government with its “political cry” for 
higher and higher wages and shorter hours. Without that kind 
of encouragement, he insisted, the rail workers would never 
have obtained an increase last fall, nor would it be practically 
impossible now to sit down and settle the question on the basis 
of common sense and practicability. g 

Those who complain that bond interest is sapping the 
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strength of the railroads he said overlooked the real leech. Taxes, 
he said, were sucking the blood out of the system. He also 
pointed out that, as government assumed more and more con- 
trol over rail receiverships, the processes of reorganization 
became slower. Bondholders generally, he said, were more 
than willing to see adjustments made and the bankrupt roads 
put back on an earning basis, but the technicalities of reorgani- 
zation processes kept many of them in a sterile position year 
after year. 

As to government ownership, for which he said he had been 
unable to find a demand except among small radical groups, 
should it come, it would be a national calamity and would 
undoubtedly be a prelude to the demise of private industry in 
America. 

He accused the Commission of lack of courage, pointing 
particularly to the fair return sections of the transportation 
act of 1920 as a mandate which the Commission had never been 
brave enough to enforce. Had it done so, he said, there was 
at least a supposition that railroad finances would not be in 
such a parlous state now. 


Jeffers’ Speech 


The great need of the day, not only in the field of trans- 
portation, but in the economic and political world generally, 
was clear individual thinking, said W. M. Jeffers, president, 
Union Pacific, Omaha, at the morning session _October 25. 
Newspaper columnists and radio commentators, he said, had 
accustomed Americans to mass thinking and the result had 
been an acceptance of views that, in many respects, were dis- 
covered to be erroneous when thought through by the indi- 
vidual. Such thinking would make us appreciate the other 
fellow’s problem and bring us closer to the solution of all 
our major problems, that of transportation included, he said. 

Speaking particularly of the railroads, he said there was 
a paradox in the fact that, notwithstanding more rapid ad- 
vances in services and equipment than in any other industry 
since 1933, they had been “driven so near to financial collapse 
in that same period.” Fortunately, he added, public interest 
had been aroused and people were again becoming railroad 
minded. 

“Railroad management has learned a lesson from the pub- 
lic response to its efforts in adjusting itself to modern trends,” 
he said. “Railroad management, to maintain that position and 
to solidify the fact that railroads are indispensable to this 
nation, must recognize the value of research and be alert to 
the public need and demand. It must keep ahead in the trans- 
portation parade, but must always recognize that it is not the 
whole parade. It must have the courage to abandon tradition 
where tradition conflicts with the needs or demands of the 
present. It must recognize the principle that it is wiser economy 
to spend money for changes and improvements than to loce 
money by failing to make them.” 

The depression, he said, had “revealed to railroad manage- 
ment some of the weaknesses and fallacies of transportation 
merchandising.” Management, he added, “has been placed in 
the position of parading its troubles before the world,” while 
it had been “lax in two particulars. First, that its greatest 
need has been, and still is, more traffic. Second, that its mer- 
chandising of transportation, which is the means or method of 
securing more traffic, needs revision.” 


Lower rates, he said, were not an assured solution. Better 
service and equipment might be factors of more importance in 
building traffic. Where other distribution costs had risen ma- 
terially in recent years, rail freight rates had gone down, he 
pointed out. 

He said one of the factors in the general business decline in 
this country had been the struggle among labor organizations. 
While businessmen generally appreciated the value of good 
labor unions and “serenity among workers,” he said, “there is 
a grave doubt about the wisdom of driving at the solution of 
these problems at the time when business is scraping bottom.” 

“We have in America, in the orderly procedure followed by 
the railroad unions, a pattern which all industry, as well as 
all unions, could well follow,” he said. “In recent months you 
have seen an illustration of the orderly functioning used in 
determining such differences between labor and railroad man- 
agement. Railroad unions, by and large, represent the highest 
type of labor organization—organization which recognizes its 
responsibilities and maintains its contracts and agreements.” 

He suggested that some of the money now spent for relief 
in this country be spent, instead, “in distributing America’s 
products to the far corners of the land.” That, he added, would 
increase production and consumption and reduce the necessity 
for governmental relief. 

In conclusion, he said: 


I am concerned—and every railroad officer and businessman should 
be concerned—with getting more traffic on the rails. That is a prob- 
lem in which the interests of producers, shippers, industry and rail- 
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roads are identical. Only one thing, in the final analysis, will in- 
crease traffic permanently, and that is greater consumption, which, in 
turn, means greater production. You cannot ship more grain, or po- 
tatoes, or anything else, if you decrease production or choke consump- 
tion. Only by narrowing distribution unit costs through volume con- 
sumption is it possible to utilize increased production. And only by 
working together unselfishly—with a mutual appreciation of fair play 
under the same rule book—can that be brought about. 


Committee Reports 


At the afternoon session J. H. Butler reported as chair- 
man of the speakers’ committee. He said that, due to the 
normal let-down of activities in traffic clubs in the summer 
months, the committee had not been called on ‘for many 
speakers. With the resumption of fall activities, however, he 
said, the committee was prepared to assist in that respect and 
he invited correspondence either in search of speakers or in 
suggestion of speakers to be added to the committee’s list. The 
report was received. 

A. L. Peterson, chairman of the sustaining membership 
committee, also reported lessened activity in the summer 
months but said a major campaign for an increase in sustain- 
ing membership was in preparation. He hoped, he said, by the 
time of the 1939 spring meeting in San Francisco to report a 
considerable increase in sustaining membership. All that he 
could report at the moment, he said, was that the committee 
had been able to get sufficient new sustaining members to 
replace those who had not renewed. His report was received. 

Walter Bockstahler said that he had no complete report 
as chairman of the finance committee but that it would be 
ready for inclusion in the printed proceedings of the meeting. 
Generally, he said, dues and sustaining memberships had 
brought in enough funds to carry on the association's activities. 
The surplus on hand, he said was about $7,500. His report was 
received. 

D. S. Mackie reported as chairman of the membership 
committee. The number of member clubs had not increased 
since the Dallas meeting, he said, standing at 102, with an 
approximate total membership of 27,000. His report was re- 
ceived. 


Educational Committee Report 


The report of the committee on education and research, 
Dr. G. Lloyd Wilson, chairman, was as follows: 


In the period since the Dallas convention, in May, 1938, the com- 
mittee on education and research has continued to carry on its activi- 
ties in preparing and distributing outlines of courses of study, ma- 
terials and references for study, topics fcr discussion and debate, and 
assistance rendered to educational institutions throughout the United 
States and foreign countries. This work is increasing steadily year 
by year and is a tangible evidence of the interest of traffic clubs and 
of traffic and transportation people in educational work. 

Formal applications have been received and accepted in accordance 
with the constitution and by-laws of the Associated Traffic Clubs of 
America since the Dallas convention from two university student traf- 
fic and transportation societies: The Transportation Society of the 
University of Pennsylvania, and Pi Alpha Epsilon Transportation 
Society of Temple University. 

Application yet not in form for final acceptance from the Traffic 
Student Society of Texas Christian University of Fort Worth, Texas; 
and from Phi Alpha Gamma Epsilon Society of Golden Gate College, 
San Francisco. 

Negotiations are in progress with other transportation and traffic 
student groups in other educational institutions. 


Institute of Transportation 


The chairman of the committee on education and research has 
conducted extensive correspondence and has discussed extensively 
the proposed establishment of an American Institute of Transportation. 
The establishment of such a professional organization has been under 
active consideration by the committee on education and research and 
by the committee on professional organization of the Associated Traffic 
Clubs since 1935. 

At the meeting of the board of directors held in Cleveland, Monday, 
October 24. the preparation of outlines of two new courses of study, a 
course in water transportation and a course in warehousing was author- 
ized by the board. These study course outlines will be prepared and 
distributed within the next year by the committee on education and 
research. 


The Trafficgram 


During the past six months, six numbers of The Trafficgram have 
been published. These issues have stressed the educational activities, 
outlined plans of traffic clubs and educational institutions in transporta- 
tion and traffic management, and editorial comment upon what is con- 
sidered by the editor to be the most valuable activity of traffic clubs 
for the future—educationa] activity. 


New Traffic Study Groups 


It is especially gratifying to your committee that a dozen traffic 
clubs have established or sponsored traffic study groups in the past 
six months, and courses in transportation and traffic management 
have been revived or new courses have been established in a half 
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dozen universities and colleges. Other traffic clubs are in consultation 
with the committee on education and research looking forward to the 
establishment of study courses. 


Budget 


A request of the chairman of the committee on education and 
research for a budget of $600 for the ensuing six months has been 
granted by the board of directors. 

In concluding this brief summary of activities your committee 
wishes to express its individual and collective appreciation of the 
shonor bestowed upon the members by their selection to serve in the 
important capacity during the past year. It has been a privilege and 
a pleasure to serve you. 


The report was received. 


Belsterling Speaks 


Modern conditions demanded that the railroads have 
greater freedom than they now had under the law to adjust 
rates, to manage their own affairs, and to combine their 
services with other methods of transportation, said Charles 
S. Belsterling, vice-president, United States Steel Corporation, 
New York City, in a speech on “Transportation, Yesterday, 
Today and Tomorrow,” at the afternoon session, October 25. 


He began his talk with a detailed history of the rise and 
development of transportation in the United States, and con- 
trasted the ease with which the schedule of such a conven- 
tion as that he was addressing could be carried out with the 
difficulty of conducting the Constitutional Convention on sched- 
ule, because of the transportation difficulties of the time, as a 
proof of the transportation progress of 150 years. 


Railroad regulation was almost as old as the railroads, he 
said, the first example on record being the restriction on the 
moving of cars over the rails by steam locomotives to the hours 
from 7 to 10 in the morning and after 5 in the afternoon, so 
as not to interfere with the horse-drawn cars—a restriction 
made in the earliest days by the Pennsylvania Board of Canal 
Commissioners. Regulation, which began largely as a safety 
measure, he said, soon spread to encompass railroad rates, 
regulation in that respect going back to the granger movement 
in the western states in the 1870s. Now, he said, it had grown 
so burdensome as to threaten the railroad system, on which 
“the very commercial existence of the industries of this country 


has depended, now depends and must of necessity forever 
depend. 


“The prosperity of the railroads, therefore, is essential to 
the common welfare. Our problem is how to increase the traffic 
density of the railroads in a manner fair and just to all. To 
state the proposition in another way, the prime needs of the 
railroads are more traffic and more freedom to manage their 
own affairs.” He continued: 


All sorts of remedies have been proposed for the present economic 
ills of our rail carriers. Four different courses were offered for fram- 
ing of new legislation (a) return to laissez faire; (b) continuation of 
the present system; (c) government ownership, and (d) public par- 
ticipation in the management, combined with an adjustment of the 
present regulation, consistent with that participation. But not one 
remedy was suggested to develop the traffic of the rail carriers, their 
primary and real need. On the contrary, there has been a clamoring 
and striving for more bureaucratic jurisdiction or power to restrict 
further the managerial discretion of the owners of these private 
properies. 


As to the first named, the proposer stated ‘‘to return to laissez 
faire is to go back.’’ Regarding this suggestion, I offer no comment 
save to say that I know of no one who had taken seriously that 
phase of the matter. 


As to the second, the proposer stated: ‘‘To continue the present 
system is to stand still.’’ In the sense that the present system of 
excessive regulations has restricted the growth of rail carrier along 
natural lines of initiative and expansion, I agree. Time will not permit 
recounting the many ways in which the rigor of the law has worked 
infinite injury to our rail roads. I might hastily refer to a few. 


The prohibition against meeting the rates of competing carriers 
may be mentioned. This is a situation which exists in no other in- 
dustry. How can any industry progress when it must sit idly by 
and thus see its trade destroyed? 


The prohibition against a rail carrier operating a vessel upon 
the navigable streams, upon the Great Lakes, and the high seas, seems 
to me to be wholly unjustified in the present circumstances—no such 
prohibition applies to any of its competitors. The prohibition might 
have been justified when enacted to prevent the rail carriers from 
driving competitors off the waterways by means of unduly low rates. 
There is no present justification for the prohibition, for the obvious 
reason the Commission has power to prescribe minimum rail rates, 
which power was granted some eighteen years ago. 


Another unjustifiable prohibition in my view arises from the power 
to suspend changes in general rate levels upon protest of shippers 
who are not required to make prima facie case of unreasonableness 
or otherwise unlawfulness. The carriers have no redress whatsoever. 
If the Commission should later find the new rates, in whole or in part, 


The Traffic World 


PAGE 883 





were justified, the carriers in the interim will have suffered irreparable 
injury. 


Car Spotting 


He referred to the car spotting cases and said it was “in- 
credible” that the Commission should hold that the railroads 
should not place a car at the door of a warehouse when the 
shipper wanted it there. The result of that ruling, he said, 
would be that the largest users of rail transportation would 
give a larger proportion of their traffic to motor trucks which 
could pick up and deliver wherever the shipper or receiver 
desired. Continuing, he said: 


Time will not permit the citation of other instances showing that 
the present statutes, taken in connection with the mass of rulings and 
regulations, are complex and are obstructing the freedom of inter- 
state commerce. They are slow-working, cumbersome, and frequently 
create the very mischief intended to be remedied—discrimination be- 
tween persons and places and between competitive forms of transporta- 
tion. 

From time immemorial, it has been generally recognized that an 
intricate and complex subject, such as commerce, can not be regulated 
by rigid rules without inflicting infinite injury. 

The affairs of commerce are but little susceptible to formalities. 
They are the actions of a day and every day. Hence it become neces- 
sary that every day they should be decided. No more striking ex- 
amples exist than the frozen obsolete classifications and mileage scales 
which are helping in no small way to destroy the commerce of our 
rail carriers. 

As to the third proposition—government ownership—it is said that 
‘there is practically no effective sentiment in this country in favor of 
it; the psychology of our people is not now such that government 
ownership would be successful and the railroads are peculiarly un- 
adapted to it.’”” We all agree in this statement. It will be recalled 
that the commonwealth of Pennsylvania was the first government to 
foster the building of railroads in this country and to assume their 
management and the people of that state were the first to cast gov- 
ernment ownership and operation into the discard. 

The comparatively recent federal operation of our railroads is too 
fresh in your minds to require any comments at the present time, 
save to say that when the late President Wilson happily, in his mes- 
sage to Congress, in May 1919, said ‘‘the railroads will be handed 
over to their owners at the end of the calendar year,’’ the American 
shipper and passenger heaved a sigh of relief. Hence it is not sur- 
prising that there is no effective sentiment in this country for gov- 
ernment ownership of rail carriers. In point of fact, there never has 
been. I have sufficient confidence in the intelligence and mental 


integrity of the vast majority of the American people to believe that 
there never will be. 


He quoted Montesquieu and the Magna Charta on the 
freedom of trade. No industry could “grow, expand, or acquire 
if it must be a slave to rigid regulations such as have been 
enforced upon our rail carriers,” he said. Railroad men had 
enough vision, courage and determination to work out their 


own problems “if given the freedom to mould their own des- 
tinies.” 


Transportation Tomorrow 


He concluded with the following remarks on the transpor- 
tation of tomorrow: 


To conclude, may I say a word regarding transportation of to- 
morrow, speaking in the fairest terms, both to the owners of our 
transportation properties and the public served by them. 

I hold first, that the pubic would best be served if the rail carriers 
were permitted to own and operate boat lines and motor truck lines, 
either as extensions of their lines of railroads, or as complements 
thereto. The motor truck lines and water lines could be used as 
feeders for the rail lines—the main arteries of interstate commerce, 
the life blood of the nation. 

I further hold, that when the rail carriers find it necessary to 
increase the general level of their rates to acquire revenues to pay 
their operating expenses, including fixed charges and taxes, I believe 
in all fairness any equity such increases should be permitted to become 
effective upon statutory notice, without suspension. Any particular 
rate, or rates, would, of course, be subject to attack, as now provided 
for in the act, and if later found to be unjust and unreasonable, or 
otherwise unlawful, the complainant would be entitled to an award of 
reparation upon proof of damages. 

And, I hold finally, that because of the new forms of competition 
which the rail carriers are now required to meet and other situations, 
which did not exist when the act to regulate commerce and many of 
its amendments were enacted, that subject to the two leading prohibi- 
tions—that their charges shall not be unjust nor unreasonable, and 
that they shall not unjustly discriminate so as to give undue prefer- 
ence or advantage to persons or traffic similarly circumstanced—car- 
riers should be free to adjust and apportion their rates so as to meet 
the necessities of commerce, and generally to manage their important 
interests upon the same principles which are regarded as sound, and 
adoptd in other trades and pursuits. 


Cameron Address 


W. C. Hull introduced W. J. Cameron, Ford Motor Com- 
pany, Ft. Dearborn, Mich., as the former editor of the Dearborn 
Independent, as a radio orator, and as a champion of private 
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enterprise in business and democracy in government. Mr. 
Cameron, in a stirring extemporaneous address, made a plea 
to business to help itself. There was no point in trying to do 
something about things impossible to accomplish, he sa:d, add- 
ing that there were burdens of government business would 
have to bear for at least two years longer. He insisted, how- 
ever, that the chief trouble with American business was Amer- 
ican business. It would be best, he said, if business were to 
forget its past triumphs and to cease for awhile to complain, 
however justified its complaints might be. He also suggested 
that business ought to stop hoping in vain for help from out- 
side sources, and blamed that tendency for much of present 
government oppression which was, in fact, merely government 
benevolence gone wrong. 

His own greatest hope for American business, he said, was 
simply the fact that it was at present broken and supine. There 
was nothing left for it to do but gird its loins and go back to 
work, he added, and any sign of stirring in it would be encour- 
aging. He spoke sarcastically about pep meetings, slogans, and 
sales conferences that sent men to their jobs at nine o’clock 
fired with zeal, only to find them tired an hour later. He 
would like to see a total absence of inspiration in American 
business, and would like to wipe out of the business lexicon the 
word “enthusiasm,” he said. What was needed was an appre- 
ciation of the surrounding bleakness and an appreciation that 
nothing counted now except long hard work at the job. 

He predicted that 1939 would be a salesman’s year. The 
depression years, he said, had provided a period of freedom 
from the pressure of production which had permitted the 
manufacturers to catch up on technical advances and efficient 
methods. From here out, he said, the job was up to the sales- 
man. And salesmanship, he added, was also entirely a job of 
work. As it had been developed in America, he insisted, it 
was pretty much of a failure, citing the fact that at no time 
had American sales approached within 25 per cent of their 
potentialities. He said that, generally speaking, the business 
men whose declines in sales volumes had been least in the 
worst years were just those who tackled the sales problem as 
one of work and not one of inspiration and enthusiasm. 

“Business is not coming back,” he said in conclusion. 
“Business must be brought back, shattered as it is, bit by bit. 
American business must roll up its sleeves and its pantslegs 
and must grovel in the mud to rescue these fragments. Only 
by such humble toil can we hope to put it back where it right- 
fully belongs in this country.” 


Election of Officers 


Election of officers resulted in the unanimous selection of 
the following: 


President, W. F. Schulten, vice-president, Chicago District Elec- 
tric Generating Corporation, Chicago; executive vice-president, C. R. 
Musgrave, vice-president, Phillips Petroleum Company, Bartlesville, 
Okla.; secretary, F. A. Doebber, traffic manager, Citizens’ Gas and 
Coke Utility, Indianapolis, Ind.; treasurer, W. T. Vandenburgh, Ninth 
Street Terminal Warehouse Company, Louisville, Ky.; regional vice- 
presidents, Dr. G. Lloyd Wilson, professor of transportation, University 
of Pennsylvania, Philadelphia, Pa.; G. C. Hichborn, general traffic 
manager, United States Rubber Company, New York City; W. C. Hull, 
vice-president, Chesapeake and Ohio, Cleveland, O.; U. E. McFarland, 
general traffic manager, Owens-lliinois Glass Company, Toledo, O.; 
M. M. Emmert, general traffic manager, Coca Cola Company, Atlanta, 
Ga.; M. M. Goodsil, general passenger agent, Northern Pacific, St. 
Paul, Minn.; L. W. Land, southwestern freight agent, Baltimore and 
Ohio, Dallas, Texas; L. P. Siddons, traffic manager, Holly Sugar Com- 
pany, Colorado Springs, Colo.; M. J. McCarthy, export manager, Stan- 
ton and Berry Company, San Francisco, Cal.; members of the board of 
directors, M. S. Denny, Phoenix Motor Freight, Louisville, Ky.; W. 
C. Douglas, assistant general freight traffic manager, New York Cen- 
tral, Chicago; J. M. Fitzgerald, vice-chairman, committee on public 
relations of the Eastern Railroad, New York City; T. T. Harkarader, 
traffic director, American Tobacco Company, New York City; Miss 
Emma Kentz, Union Pacific, Los Angeles, Calif.; D. S. Mackie, freight 
traffic manager, New York Central, Chicago; C. E. Muller, freight 
traffic manager, Seaboard Air Line Railway, Norfolk, Va.; H. W. 
Roe, traffic manager, Midcontinent Petroleum Corporation, Tulsa, Okla.; 
Mrs. S. O. Seamer, commercial agent, Universal Carloading and Dis- 
tributing Company; H. S. Snow, vice-president and traffic manager, 
American Zinc, Lead and Smelting Company, St. Louis, Mo. 


These officers were those proposed by the nominating com- 
mittee, of which the following were members: 


Ralph P. Bird, New York City, chairman; Henry Adam, San Fran- 
cisco; Walter Bockstahler, Chicago; E. J. Hare, Atlanta, Ga.; Charles 
Liggett, St. Paul, Minn.; Clem Mosier, St. Louis, Mo.; Maurice Otto, 
Dayton, O.; Earl Smith, Tulsa, Okla., and Walton Wents, Phila- 
delphia, Pa. 


The Dinner 
Mr. Sanford presided at the dinner in the evening, and 


J. M. Fitzgerald was toastmaster. Mayor H. H. Burton, of Cleve- 
land, was a guest and spoke briefly. He said Cleveland was 
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a city that depended heavily on transportation for its pros- 
perity and growth, and related how its foundation by General 
Moses Cleaveland and its early history was a story paralleling 
the progress of transportation in the United States. There 
existed a special bond between the city and the Associated 
Traffic Clubs because of the fact that Mrs. H. W. Rowe, Tulsa, 
Okla., wife of a former president of the association, was a 
seventh generation descendant of General Cleaveland. In be- 
half of the people of Cleveland, he presented to Mrs. Rowe 
a plate inscribed as a memento of the occasion. 


Brooks Address 


C. Wayland Brooks, Chicago attorney, former assistant 
states attorney for Cook County and Republican candidate for 
the governorship of Iilinois in 1936, was the speaker. After 
telling of his early interest in the history of the United States 
and his war experiences, which engendered in him an apprecia- 
tion of its institutions, he said that it was not until five years 
ago that he had ever heard the voice of the government raised 
in condemnation of business. He said that it was his idea that 
private enterprise was as necessary to the preservation of free 
institutions as democratic constitutional government and that 
it was time for business to become vocal in its own defense 
in exactly the same way that government had become vocal in 
forwarding its theses. Somehow, he said, business could make 
people want its goods, but it had never tried to make people 
want the institution of business. If the truth were known, he 
said, the entire greatness of the American people was a prod- 
uct of business. Government, he said, never created a single 
one of the modern conveniences about which we liked to boast. 
The American people were at the moment standing en masse 
and looking at those at the head of business, asking: “You 
are our leaders. Now, where are you going to lead us to?” 

At the opening of the Wednesday morning session, Mr. 
Snow made a brief farewell address in which he thanked those 
with whom he had been associated in the association for their 
part in its progress in the three years he had been in office as 


president. He presented to the audience the new officrs. Mr. 
Schulten took over the gavel. 


Contest Winners 


Mr. Sanford, as president of the Cleveland club, an- 
nounced the winners of the club’s contest for the best essay 
published in a traffic club publication on the subject: “What 
is the most valuable traffic club activity for the future?” 

The winners were as follows: 


First prize, Martin J. Iuler, editor, Tri-State Toots, Ky-O-Va 
Traffic Club, Ashland, Ky.; second prize, Walton M. Wentz, editor, 
The Traffic Messenger, Philadelphia, Pa.; third prize, G. Z. Koenig, 
editor, club tariff, Traffic and Foreign Trade Club of Galveston; fourth 
prize, Asa S. Colton, editor, Traffic Club Bulletin, Traffic Club of New 
York; fifth prize, James L. Merrick, editor, Traffic Topics, Junior 
Traffic Club of Chicago; sixth prize, Amy Price Barber, editor, Traffic 
Tips, Women’s Traffic and Transportation Club of Baltimore. 


Mr. Iuler’s essay urged the formation of a national plan 
for traffic club educational activities. 


The following, though not prize winners, received honor- 
able mention: 


Laura E. Perstup, acting editor, Traffic Light, Women’s Traffic 
Club of Metropolitan St. Louis; Vergil M. Perry, editor, the Trafficlub- 
man, Traffic Club of Jacksonville; George Adamcik and W. M. Vaughan, 
co-editors, The Trafficker, Traffic Club of Dallas; J. E. Harrison, editor, 
Traffic Club Record, Traffic Club of Baltimore; P. J. Winters, editor, 
Metro Traffic News, Metropolitan Traffic Association of New York; 
Bertha E. Timken, editor, The Jolly Journal, Women’s Traffic Club 
of Greater New York; Kenneth S. Carberry, editor, the Tariff, Traffic 
Club of Newark; Ethel V. Flomerfelt, editor, Accent on Traffic, Wom- 
en's Traffic Club of Detroit; T. E. Hake, editor in chief, The Trans- 
porter, Traffic Club of Fort Worth; George A. McElroy, editor, 
Omaha Traffic Club Bulletin, Ornaha, Neb.; Charles F. Matlin, editor, 
The World’s Burden, Los Angeles Transportation Club; Mildred Asp- 
lund, editor, Women’s Traffic Club of San Francisco column in West- 
ern Transportation. 


The committee of judges consisted of three prominent 
Cleveland advertising agency men, F. A. Wyman, Fuller Smith 
and Sons; Ralph Koser, McCann-Erickson, Inc., and Charles 
J. Farran, Griswold-Eshleman Company. 


The following clubs reported on their activities since the 
Dallas meeting: 


Ky-O-Va Traffic Club, Fox Valley Traffic Club, Womens Traffic and 
Transportation Club of Baltimore, Traffic Club of Bartlesville, Traffic 
Club of Chicago, Junior Traffic Club of Chicago, Women’s Traffic Club 
of Chicago, Cincinnati Traffic Club, Traffic Club of Cleveland, Columbus 
Transportation Club, Traffic Club of Dallas, Traffic Club of Detroit, 
Women’s Traffic Club of Detroit, Women’s Traffic Club of Los Angeles, 
Transportation Club of Louisville, Milwaukee Traffic Club, Traffic Club 
of Newark, Traffic Club of New Orleans, Women’s Traffic and Trans- 
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portation Club of New Orleans, Traffic Club of New York, Women’s 
Traffic Club of Greater New York, Oakland Traffic Club, Traffic Club 
of Philadelphia, Women’s Traffic Club of Pittsburgh, Traffic Club of 
St. Louis, Women’s Traffic Club of Metropolitan St. Louis, Trans- 
portation Club of St. Paul, Transportation Club of San Francisco, 
Women’s Traffic Club of San Francisco, Pacific Traffic Association of 
San Francisco, Traffic Club of Tulsa. 


Secretary Doebber announced that the Traffic Club of 
Chicago, with 47 present, led out-of-town clubs in the size of 
its delegation. The Women’s Traffic Club of St. Louis, with 
23, led the women’s clubs. 


Editors’ Meeting 

On Tuesday noon there was a luncheon of club publica- 
tion editors at which J. M. Merrick, A. T. and S. F., of the 
Junior Traffic Club of Chicago, presided. The speaker was 
Harry W. Smith, transportation editor, Cleveland Plain Dealer. 
He complimented the group on the work it was doing and 
suggested some ways in which the product might be improved 
typographically. At another session of the editors, the after- 
noon of the same day, there was a general discussion of methods 
of exchanging ideas and ways by which the club publications 
could be improved. 

Wednesday noon, W. H. Kimball, traffic manager, The 
Cowles Detergent Company, Cleveland, chairman of the Cleve- 
land club’s educational committee, presided at a meeting of 
chairmen of club educational committees. The speaker was 
Dr. A. Caswell Ellis, director, Cleveland College of Western 
Reserve University, who spoke on adult education and the work 
his college was doing in cooperation with the Cleveland club 
in presenting transportation evening courses. Dr. Wilson also 
spoke, as did Mr. Fitzgerald, who characterized the educational 
work as the most important the association was doing. Sixty 
of the clubs affiliated with the association now had regular 
educational programs, he said, while 18 of them had connections 
with established educational institutions through which their 
educational work was carried on. 


Board Meeting 


The board of directors, meeting after the close of the con- 
vention, reelected Mr. Fitzgerald as chairman. After consider- 
ing invitations from Louisville, Baltimore, Washington and 
Chicago for the fall 1939 meeting, it accepted the one from 
Chicago, which had been extended by representatives of the 
Traffic Club of Chicago, the Junior Traffic Club of Chicago 
and the Woman’s Traffic Club of Chicago. The meeting next 
June, as previously decided, will be held in San Francisco. 


The board voted to set up a new standing committee on 
club publications and appropriated $100 to be used to promote 
essays and articles on methods of intensifying club activities. 
It also voted to abolish the golf tournament which had been 
a part of the programs of meetings. 


Entertainment 


On Tuesday, October 25, there was a motor sightseeing 
trip of Cleveland for women visitors, terminating in a luncheon 
at Nela Park. In the evening, before the dinner, there was a 
reception on the Mezzanine floor at the hotel. An inspection 
trip of the Cleveland terminals was on the program for Wednes- 
day afternoon. 


The qualifying round of the golf tournament was held at 
the Country Club of Cleveland Monday and the finals at the 
same club on Wednesday afternoon. Play was for the national 
traffic club championship and the Traffic Club of New York cup. 

L. E. Clarahan, assistant freight traffic manager, Wabash 
Railway, St. Louis, Mo., won the golf championship and the 
cup. 


HONORS FOR COOLEY AND MOSELEY 


The Traffic World Washington Bureau 


“We recognize no directing authority except that of Con- 
gress,” said Commissioner Meyer in an address October 25 at a 
meeting in which the Commission accepted a bronze bust of 
Thomas M. Cooley, first chairman of the Commission, and a 
bronze tablet in memory of Edward A. Moseley, its first secre- 
tary, presented by the Association of Practitioners before the 
Interstate Commerce Commission. The presentation was made 
by Clarence A. Miller, president of the association. Secretary 
Bartel spoke in appreciation of the work of Secretary Moseley. 

Commissioner Meyer, drawing inspiration from letters, 
written with his own hand, by Chairman Cooley, paid tribute 
to him for setting the course which the Commission has fol- 
lowed to the present day—that of independence from all other 
branches of the government except Congress, making its deci- 
sions on actual controversies and in judicial manner. The dec- 
laration about recognizing no directing authority was made in 
connection with the requirement of the interstate commerce act 
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that the Commission recommend legislation such as it deems 
necessary in its annual reports. 

“Not until recent years has the Interstate Commerce Com- 
mission been requested to submit the recommendations which 
it intends to make to Congress in its annual reports to. some 
other branch of the government prior to transmission to the 
Congress,” said Mr. Meyer. “This we have been constrained to 
decline to do and thus far our recommendations have repre- 
sented the same independent expression of judgment and opin- 
ion which has characterized them since Judge Cooley’s time.” 

“We have refrained from going beyond our field as defined 
by Congress to give expression to policies in other fields which 
in our view Congress might adopt. We have sometimes been 
criticized for not exercising a roving commission to tell Con- 
gress and the people of this country what we think should be 
the national policy relative to transportation,” continued Mr. 
Meyer. ‘We have been told that instead of spending time in 
deciding cases, characterized as petty, we should be statesmen, 
formulating national policies.Such a view of our duties is 
fundamentally wrong. There are many aspects of transporta- 
tion with which we have nothing to do as the law now stands, 
and it would be most unwise and unsound for us to enter upon 
a discussion of those questions in the absence of a prior con- 
gressional mandate. In the language of Judge Cooley in a letter, 
‘It is not the province of the Commission to express opinions 
generally.’ ” 

In support of that proposition, he quoted from a letter 
written by Chairman Cooley, May 18, 1887, telling of the pre- 
valence in some quarters “of a vague notion that power has 
been conferred upon it (the Commission) to interfere anywhere 
and for any reason satisfactory to itself in order to prevent 
what it may think is likely to be harmful.” He said the Com- 
mission must find its authority the law and not in its own ideas 
of right or policy.” 

Commissioner Meyer also slapped the holders of the view 
that there should be some sort of censorship on the Commission 
by telling about Secretary Moseley’s refusing to serve a report 
the Commission had adopted because he did not agree with the 
Commission. The secretary, however, was made to see that it 
was his duty to serve the report. Commenting on the incident, 
Commissioner Meyer said: 


Academic theorists and administrative specialists have suggested 
various types of organizations for this Commission, the chief purpose 


of which appears to be to impose upon it the principle of censorship 
illustrated by the Moseley incident. 


After telling about a cartoon published in 1887 depicting 
the commissioners as cowboys trying to lasso a cavorting Amer- 
ican locomotive, Mr. Meyer suggested that a present day car- 
toon would show animals of great size eating locomotives, 
some already devoured and others partly eaten, some vigor- 
ously resisting, but all threatened. The cartoonist, he suggested, 
probably would draw an inset showing a composite hand aiming 
a dagger at the heart of the biggest and strongest locomotive. 
But, he said, the cartoonist surely would not picture the com- 
missioners as cowboys attacking the locomotive. 

Moseley was praised by Secretary Bartel on account of 
the work he did for promoting the safety of railroad employes 
and the traveling public. 


TRANSPORTATION CONFERENCE 


The Traffic World Washington Bureau 


The second meeting of the transportation conference called 
by the Chamber of Commerce of the United States will be held 
in Washington, November 21 and 22, according to an announce- 
ment made by the advisory committee of the conference which 
was created at the first meeting, September 14 and 15 (see 
Traffic World, Sept. 17, p. 531). The advisory committee was 
authorized to draft an agenda and to fix the date for the sec- 
ond meeting. 

The committee, after a meeting October 21, announced 
that it had before it a large number of proposals for improving 
the railroad situation out of which it had selected five major 
topics for consideration at the conference: Rate provisions, co- 
ordinations, consolidations and abandonments, relief from ham- 
pering burdens and restrictions, government financial aid, and 
financial reorganization of railroads. 

“In drafting the agenda, the advisory committee had clearly 
in mind the necessity of limiting the list of subjects to those 
upon which the widely diversified interests represented in the 
conference could unite and upon which there could be reason- 
able expectation of early legislative action,” said the announce- 
ment made on behalf of the committee. 

The immediate objective of the conference, according to 
Arthur M. Hill, chairman, is to propose measures to restore 
railroad prosperity and credit so as to insure continued and 
improved service under private ownership and operation in the 
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public interest and for the national defense. The committee 
recognized, said he, that railroad prosperity could not be fully 
attained without general business recovery. 

It was not to be expected, he continued, that any program 
the conference might agree upon would solve all the compli- 
cated problems involved in railroad transportation. It was in- 
tended rather, he said, to suggest a simple program of action 
that could be put into effect promptly. ; 

The detailed agenda which will be submitted to the con- 
ference follows: 


Rate Provisions 


1. Should a rule of rate-making be adopted similar to that in 1920 
act requiring the Interstate Commerce Commission to permit as nearly 
as may be fair return on the value of the property; or should there be 
other changes in the rule? 

2. Should the Interstate Commerce Commission be empowered, in 
any proceeding of a general character, whether involving all rates or 
rates on a particular commodity, to make findings as to what should 
be the basis of intrastate rates so as to avoid discrimination against 
interstate commerce and so that the intrastate rates may go into effect 
contemporaneously with the changes in interstate rates? 

3. Should the Commission be empowered to suspend a reduction in 
intrastate rates where there is a prima facie showing that such a reduc- 
tion would unlawfully discriminate against interstate commerce? 


Relief from Burdens and Restrictions 


1. Should the land-grant statutes be repealed? 

2. Should railroads be relieved of expense in excess of direct bene- 
fits to them for elimination of railroad grade crossings and reconstruc- 
tion of railroad bridges in connection with navigation or flood control 
projects? 

3. Should carriers be relieved of the undistributed profits tax? 

4. Should Congress require the government to dispose of the fed- 
eral barge lines to private parties? 

5. Should restrictive measures such as train-length limit, excess- 
crew laws, six-hour days, etc., be avoided? 

6. Should the railway labor act be amended— 

(a) To include public members in odd numbers on adjustment 
boards so as to insure disposition of each case in the first instance? 

(b) To authorize federal court review of adjustment board decisions 
at the instance of the railroads as now allowed employes? 


(c) To place a limit upon the time within which claims can be 
presented ? 


Coordinations, Consolidations and Abandonments 


1. To facilitate coordinations (and also consolidation), should the 
railroads be relieved of the burden of dismissal and displacement al- 
lowances under the ‘‘Washington agreement’’ between railroads and 
employes by crediting same against payments due as railroad unem- 
ployment insurance taxes? 

2. To facilitate voluntary consolidation should there be legislation 
repealing present requirements as to comprehensive plan, balanced 
systems, maintenance of all possible competition and preservation of 
existing trade channels? 

3. Should there be provision for complete or regional consolidation? 

4. Should power of eminent domain be given over minority stock 
interests and lines desired in consolidations approved by Interstate 
Commerce Commission ? 

5. Should the power of Reconstruction Finance Corporation be 
clarified to cover purchase of new securities of reorganized or con- 
solidated property in order to furnish essential cash to revamp physi- 
cal plant and to purchase if desirable, minority interests? 

6. Should a federal authority of three members be established for 
a period not to exceed five years to develop and to promulgate plans 
for the coordination and consolidation of the railroads? 

(a) Should the Interstate Commerce Commission have powers of 
compulsion as to coordinations and consolidations proposed by the 
Authority, or 


(b) Should the Authority itself have power to compel coordination 
and consolidations, or 

(c) Should the Authority have power to recommend to Congress 
legislation necessary for purposes of compulsion, if the Authority, 
after investigation, shall determine that such legislation is necessary? 

7. Should legislation be adopted requiring more expeditions dis- 
position or abandonment applications? 


Financial Reorganization of Railroads 


1. To facilitate reorganizations should there be legislation which 
would permit a carrier and its creditors and security holders to secure 
approval by the Interstate Commerce Commission of a plan of reorgani- 
zation which, when so approved, may be made effective against mi- 
nority interests without delay by a bankruptcy court and without the 
appointment of a trustee? 


Federal Financial Aid 


1. Should government loans to railroads be authorized on basis of 
the 1920 act on earning prospect of the applicant and without requiring 
certificate that applicant is not in need of financial reorganization? 

2. Should government loans be authorized for new equipment pur- 
chases by railroads? 

3. Should Reconstruction Finance Corporation be empowered to pur- 
chase obligations of railroads from outstanding holders, either at market 
prices or at prices to be fixed by Reconstruction Finance Corporation 
without certificate from Interstate Commerce Commission? 

4. Should the Reconstruction Finance Corporation be empowered to 
furnish equity money or junior security money in proper situations, 
especially in the case of railroads coming out of reorganization or rail- 
roads being consolidated? 
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BOSTON AND MAINE MOTOR CASES 


The Traffic World Washington Bureau 


The question whether one may receive a grandfather cer- 
tificate as a common carrier by motor vehicle even if, on the 
grandfather date the applicant did not own vehicles or hold 
them under a lease or similar arrangement was argued before 
division 5, October 26, in MC 75872, application of the Bos.on 
& Maine Transportation Co. for a certificate or permit and 
cases joined with it. The cases joined with the one mentioned 
are MC 15934, application of the Boston & Maine Railroad for 
a certificate or permit, MC 75871, application of the Boston & 
Maine Transportation for a certificate or permit together 
with sub-numbers thereunder, MC 30376 and MC 30377, appl-- 
cations of the Big Three, Inc., for authority to operate as a 
motor carrier. 

Examiner Paul R. Naefe, in a proposed report (see Traffic 
World, May 21, p. 1186), recommended denial of the applica- 
tions of the Boston & Maine and its subsidiary, the transporta- 
tion company, and grant in part the applications of the Big 
Three, the vehicles of which had been utilized by the Boston & 
Maine Transportation Co. in the performance of transportation 
of railroad-billed freight to and from points, in many instances, 
on sections of the railroad company’s lines rail operation on 
which had been discontinued. 

Arguments were made for the railroad interests by W. A. 
Cole of the railroad company’s staff and by Robert W. Upton, 
for the New Hampshire Truckowners’ Association. The former 
opposed adoption of the examiner’s report while the truck- 
owners advocated its approval by division 5. 

The examiner found, in substance, according to Mr. Cole’s 
summary of the report, “that as applicants did not own or 
directly lease the vehicles employed in the service on June 1, 
1935, the Commission must refuse to issue any certificate or 
permit for their continued operation.” Mr. Cole said the con- 
sequences of such a final decision would, of course be serious 
and far-reaching. The extent of the operations of the transpor- 
tation company, he said, might be inferred from the fact that 
they produced revenues of nearly $1,000,000 annually. In addi- 
tion, Mr. Cole said, the transportation company was handling a 
large amount of traffic for the railroad which was moving 
under ordinary railroad billing, but was handled for part of 
= movement by trucks in substitution for the movement by 
rail. 

Commissioner Eastman brought up the question of the 
legality of that substitution and found that that point was not 
discussed in the report in this case. 

Mr. Cole contended that regardless of the property interest 
in the trucks, the facts required that common and contract 
carrier status be granted the applicants under well established 
legal principles, certain expressions of the Commission in Scott 
Bros., Inc., 4 M. C. C. 551, and the specific. language of the 
motor carrier act. 

Much of the discussion turned around the meaning of the 
words “by lease or by any other arrangement” as used in sec- 
tion 203(a) (14) of the mo‘or carrier act’s definition of a 
common carrier. The examiner construed the language so as 
to mean that any other arrangement that might exist had to 
be as strong as a lease of equipment. Mr. Upton, agreeing 
with the examiner, contended that the carriers actually en- 
gaged as to both the railroad and its transportation subsidiary 
were independent carriers, with which he said neither the 
railroad nor the transportation company claimed to have had 
contractual relations, the evidence showing that they were 
actually employed by the transportation company. He con- 
tended they were operating independently and in their own 
right and that the railroad company could not base any claim 
te be a contract or common carrier on their operations. 


COTTON GOODS TO TENNESSEE 


The Commission, by division 5, in MC C-97, cotton goods 
to Cookeville and Nashville, Tenn., has instituted an investiga- 
tion into and concerning the reasonableness and lawfulness 
otherwise of motor carrier rules, regulations, and commodity 
rates on cotton piece goods in the original piece, minimum 
10,000 pounds, applicable from points in North Carolina, South 
Carolina, and Virginia to Cookeville and Nashville, Tenn., as 
published on page 7 of Tariff MF-I. C. C. No. 1 of M. K. Kirk- 
patrick, doing business as M & K Motor Express, lessee and 
operator of H. B. Manners, doing business as Manners Motor 
Express. The investigation is with a view to making such find- 
ings in the premises and prescribing such just, reasonable and 
otherwise lawful motor carrier rates, rules, regulations and 
practices, if any, as the facts and circumstances shall appear 
to require. ; 

The proceeding has been assigned for hearing before Ex- 
aminer J. L. Bradford, January 13, at the U. S. court rooms, 
Nashville, Tenn. 
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Selling Highway Freight Transportation 


Meaning and Significance of Modern Salesmanship in the Trucking Business—Fourth of a Series 
| of Eight Articles by Charles E. Parks 


N the preceding articles of this series frequent references 
have been made to selling principles and sales psychology. 
The questions naturally arise: What are these selling prin- 

ciples? Just what is meant by sales psychology ? 

Sales psychology can be defined broadly as the state of 
mind with which a salesman regards his job and the attitude 
he takes towards his customers. A selling principle is a well 
established truth or rule of conduct that governs the attitude 
and actions of a salesman, adherence to which enables him to 
get better results from his efforts. There are literally hundreds 
of selling principles. Some are general in their application; 
others are limited. Some are applicable to every type of sell- 
ing; others are restricted to one kind, or even to one com- 
modity or service. Some are applicable to the selling of high- 
way freight transportation; others do not apply. But successful 
results depend on the salesman following the principles that 
apply to the sale of his own particular product. These have 
not originated out of thin air or the imagination of a writer, 
but are the rules that have been found from the actual experi- 
ences of thousands of salesmen to be best for getting results. 


Major Principles of Modern Salesmanship 


It is not easy to list the major principles of modern sales- 
manship, as the views of authorities differ. Also, a selling 
principle that appears important to one salesman will be con- 
sidered of minor importance by or not applicable to the work 
of another salesman. Nevertheless, it seems to be the consensus 
that these eight selling principles constitutes the basis of mod- 
ern salesmanship: 


Understand the philosophy of modern salesmanship. 
Know your customers and prospects. 

Know your product or service. 

Follow the selling process. 

Evaluate correctly sales resistance. 

Plan the sale. 

Acquire and develop a sales personality. 

Recognize the value of sales training. 
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These principles are comprehensive. They cover the atti- 
tude of the salesman towards his customers as well as his 
relationship to his company and its service. They give him a 
general guide to follow in his selling efforts and they point out 
the necessity of self-analysis. A knowledge of them gives the 
salesman a birds-eye view, as it were, of what constitutes mod- 
ern salesmanship. It also assists him to see the relationship of 
the four factors involved in selling highway freight transporta- 
tion—namely, himself, his selling technique, the service he sells, 
and his customers or prospects. 


Philosophy of Modern Salesmanship 


The first principle involves a knowledge of what modern 
salesmanship is, what it seeks to accomplish, why it is neces- 
sary, a knowledge of its scope and purpose, and the modern 
concept of the relationship between buyer and seller. To the 
highway transport salesman this means that he must recognize 
the status of modern salesmanship in the trucking business and 
recognize its influence in determining the relationships between 
himself and his company and between himself and his shipper 
clients. 

Salesmanship, in this sense, means the ability to make cus- 
tomers for the individual truck lines and the trucking industry. 
There is more to this definition than may be apparent from the 
mere reading of it. It does not mean mere traffic solicitation. 
It means the creating of a demand for truck transportation, 
the convincing of shippers that truck transportation will satisfy 
their transportation requirements, the ability to hold their 
business once it is obtained, and the creation of good will. It 
involves the factor of adequate and satisfactory service, as well 
as persuasion. 

Service and salesmanship are almost synonymous in a mod- 
ern sales sense, even when the product sold is a commodity. 
In fact, Sheldon, the apostle of modern salesmanship, calls it 
the science of service. This is particularly true in the transpor- 
tation sales field where the product sold is made up entirely of 
service. For this reason, the meaning of highway transport 
salesmanship can be further broken down as the ability to 
analyze the transportation requirements of shippers, to per- 
suade them to use the type of transportation best suited to 
their needs, and to give them the quality of service that will 
insure getting their future business. 


The philosophy of modern salesmanship, then, as applied 
to the trucking industry, is based on the satisfying of the trans- 
portation wants of shippers. The old philosophy of selling was 
based on the art of persuasion and overcoming sales resistance, 
whether or not the customer would be benefited. The new 
philosophy is concerned more with giving shippers the kind of 
transportation that is best suited to their needs and selling them 
on the idea that it will satisfy these needs. 

Of course, it is still necessary to exercise persuasion in sell- 
ing truck transportation, but this necessity is not over-empha- 
sized by the modern truck line salesman. He uses it for a 
different purpose, mainly to convince shippers that the type of 
transportation service he offers will fit their transportation 
requirements and will be of more advantage to them than in 
some other kind of transportation. His appeals are not based 
on friendship or similar considerations, but solely on his cus- 
tomers’ interest. In other words, the philosophy of modern 
salesmanship considers of primary importance the viewpoints 
and needs of shippers rather than the viewpoints and interests 
of the salesman or the truck line he represents. 

In line with this concept of the relationship between truck 
operators and shippers is the secondary purpose of modern 
salesmanship—the creation of good will. Good will has been 
defined as public confidence in the company. In the case of 
the highway carrier, this means the favorable public acceptance 
of the quality of the transportation service offered, or, as one 
sales writer puts it, “a feeling of satisfaction based on satis- 
factory service.” Good will is an intangible asset but is, per- 
haps, the most important asset of any truck operator. It has 
real dollars and cents value because, if a trucker has the good 
will of his shippers, he retains their business and attracts more 
customers. Lacking good will, the selling of his services be- 
comes difficult. 


When Salesmanship Should Be Used 


In view of the broad scope of highway transport salesman- 
ship, the question naturally arises: Under what circumstances 
should modern principles be utilized in selling highway freight 
transportation? Of course, they must be used in the solicitation 
of freight, but the purpose of modern salesmanship is not 
merely to get business. It is also to create and retain business. 
Because of this, there are many other occasions in the conduct 
of a trucking business when salesmanship principles must be 
applied to accomplish its broader purposes. In general, these 
include all contacts between employes of truck lines and ship- 
pers. Specific occasions are those when information is sought 
relative to rates or service by phone, letter, or personal call; 
when freight service is being arranged for; when shipments are 
received or delivered; and when complaints are being adjusted. 

Every employe who has contacts with shippers has oppor- 
tunities to apply modern selling principles. For example, when 
information is sought from a driver or a traffic office, correct 
selling tactics must be used so as not to drive the prospect 
away. The inquirer may not have made up his mind to ship 
by truck or to utilize the service of any particular trucker. He 
may be only “shopping around.” It is up to the employe 
answering his inquiry not to antagonize him and, if possible, 
to get his business. This requires the exercise of courtesy and 
tact, which is very much a phase of salesmanship. The accept- 
ance and delivery of freight are other important points of con- 
tact. These can be utilized, not only to keep the shipper sold, 
but to increase the tonnage obtained. The adjustment of com- 
plaints is almost an art in itself and calls for the exercise of 
numerous selling principles. 


Not the same type of salesmanship is required in these 
different contacts, and there is a wide variation in the selling 
effort and skill required under different circumstances. Some 
contacts require very little real salesmanship, as when a ship- 
per merely wishes to verify a rate. Others require the maxi- 
mum sales effort, as when rates quoted must be justified in the 
face of lower competitive rates. 


What a Knowledge of Customers Entaiis 


The principle that a salesman must know his customers is 
broad in its scope and involves the whole relationship between 
buyer and seller. It does not mean merely that the truck line 
salesman must know who his prospects are, where to locate 
them, or how and when to contact them. If modern highway 
transport salesmanship is based on the idea of satisfying trans- 
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portation wants, the transportation needs and shipping prob- 
lems of shippers must be known. This means that the salesman 
of a truck line must know why they buy transportation and 
what is most likely to induce them to buy truck transportation. 
In other words, he must discover what motives or reasons will 
persuade them to use trucking service and the particular service 
of his own company. All this involves a study of their buying 
habits, their viewpoints, and the mental processes undergone 
when a sale is made. This is in reality a study of the psychology 
of the buyer of freight transportation. 

In selling highway freight transportation, the salesman also 
must be able to classify the different types of shippers. This 
is because different types of prospects react differently when 
approached. They must be handled differently and different 
sales appeals must be used. For example, the same approach 
or the same appeals cannot be used in contacting a shipper who 
has never used truck transportation as with one who is dissatis- 
fied with the services received from a truck operator. 

Also, the character and temperament of the shipper must 
be taken into consideration. The sales technique that will get 
results in selling an impulsive prospect will fall flat on the ears 
of a deliberate prospect. A vaccilating shipper must be han- 
dled differently from one with positive opinions. The same is 
true of the talkative, friendly customer, as compared with the 
silent, unfriendly one. 

The relation that should exist between the truck line sales- 
man and the shipper can be summarized in two sentences: 
Make the shipper feel that he is exercising his own judgment 
in shipping by truck. Do not permit him to feel that he is being 
sold. This is one of the latest sales principles developed. 
Expressed in another way it means: Let the shipper sell him- 
self on the value of the transportation suggested. 

In the former period of salesmanship it was generally 
assumed that the interests of the buyer and seller were antago- 
nistic—that the seller was always trying to “put something 
over” on the prospect and that it was the business of the 
prospect to resist being sold. Even if the buyer’s resistance 
was not apparent, the salesman seemed to assume that he 
would not be doing a good job of selling unless he actually 
created resistance. And he did so by his selling methods, such 
as failing to consider the buyer’s wants, making him feel that 
he was being sold, making a too persistent sales effort and 
failing to give consideration to the buyer’s views, interests, and 
time. The use of these tactics made selling difficult. 

The present theory of selling based on the relation of the 
salesman to his prospect is to avoid sales resistance whenever 
possible by selling what the prospect wants, by deferring to his 
wishes, by showing an interest in his requirements and 
problems, by giving or offering extra service, and by making it 
easy for him to buy. Good selling no longer attempts to dic- 
tate. Of course, this ideal is not attainable in every sales 
contact, because sales resistance will be encountered and must 
be overcome if the sale is to be made. But, by keeping the 
shipper’s point of view constantly in mind and by saying nothing 
that will lead him to believe he is being sold, even the most 
pronounced form of sales resistance will be lessened. 


Why the Product or Service Must Be Known 


Before a salesman can sell anything he must have a 
thorough knowledge of what he is selling and its advantages to 
the buyer. This principle of salesmanship is so well known 
that it is usually termed an axiom. Applied to highway trans- 
port salesmanship, it means that the truck line salesman must 
be thoroughly familiar with the services offered by his com- 
pany and the reasons why shippers should use them. 

From a sales point of view, a knowledge of truck transpor- 
tation includes a knowledge of five related subjects: (1) the 
service sold; (2) the advantages of that service to shippers; 
(3) the company offering the service; (4) the trucking industry; 
(5) the advantages and disadvantages of competitive transpor- 
tation agencies. The relative importance of these five subjects 
also must be known as there is a vast difference in the results 
produced from using the different types of information. For 
example, a knowledge of the advantages of truck transportation 
is far more important than a knowledge of what the service 
consists of. At the same time, every truck line salesman must 
be thoroughly familiar with the nature of the service available; 
otherwise he can not describe its advantages. 

This leads to the question: What impels shippers to choose 
a transportation agency? A shipper employs a transportation 
agency—a railroad, a common carrier truck line, a contract 
carrier, or supplies his own transportation—because of some 
advantage he believes he will gain from the use of the agency 
selected. In other words, if he decides to ship by truck or 
utilize the service of a certain trucker, he does so because he 
believes this service will satisfy his transportation requirements 
better than the service of some other trucker or some other 
type of transportation. This is one of the basic principles of 
transportation salesmanship. It is elementary, but it is usually 
overlooked by the untrained salesman and especially by those 
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unfamiliar with the phychology of the buyer of transportation 
mince purchases transportation in a highly competitive selling 
eld. 

When competition is present, the advantages of truck service 
rather than the service itself is the deciding factor in the choice 
of a transportation agency. While it is true that the availa- 
bility of a transportation service is a factor, nevertheless, what 
a shipper really buys, when a number of competitive agencies 
are available, is the dependability, convenience, speed, safety, 
and economy of the service. These are the selling points of 
the service being sold and must be known. In other words, 
to sell highway freight transportation, the truck line salesman 
must know what it is and what it does—he must be familiar 
with the nature of the service offered and with its advantages 
to the shipper whom he seeks to sell. This is the selling view- 
point. 

While the nature and advantages of the transportation 
service being offered constitute the basic information that must 
be acquired by the salesman, there are times when it may be 
advisable to impart information concerning the company, its 
reliability, financial responsibility, its officers and history. 
There will also be occasions when it will be necessary to dis- 
cuss the trucking industry as a whole. Consequently, the truck 
line salesman should be conversant with these subjects. He 
should also be conversant with the service of competitive 
agencies. However, it is a rule of salesmanship never volun- 
tarily to mention a competitor or to compare its service with 
the service of his own line, except when absolutely necessary. 

In determining the extent of the information to acquire 
concerning these knowledge factors, the truck line salesman is 
governed by this rule: He should acquire only that amount of 
technical and detailed information that relates to the use of 
truck transportation and that can be utilized in persuading 
shippers to ship by truck or employ the services of his own 
company. This is another expression of the selling viewpoint. 
Knowledge is valuable to the salesman only to the extent that 
it enables him to sell. 

Knowledge of his product is used by the highway transport 
salesman in many ways. In the first place, as truck transpor- 
tation is sold largely by description, it forms the basis of his 
sales talk. A sales talk is made up of selling appeals, which 
are a collection of selling points. It also enabes him to meet 
objections. In fact, the only method by which objections can 
be met is by imparting information concerning the service 
being sold and its advantages to the buyer. A thorough knowl- 
edge of the services of his own company enables the salesman 
to answer the questions of shippers and prospects, to supply 
information voluntarily, and to give personal service. The more 
information he has the more faith and confidence he has in his 
product and the more enthusiasm he will inject into his selling 
efforts. This also enables him to talk authoritatively about it, 
which, in turn, instills confidence in the minds of shippers. 


MOTOR CARRIER REGULATION 


A proposed amendment to the motor carrier act designed 
to meet the desire of state commissioners for exemption from 
the jurisdiction of the federal commission of small local motor 
carriers who may transport occasional shipments moving inter- 
state is under consideration by representatives of the Commis- 
sion and of the National Association of Railroad and Utilities 
Commissioners. The subject has been discussed in conferences 
of representatives of the state and federal commissions. It is 
to be considered at the annual meeting of the state commission- 
ers at New Orleans, November 15-18. The proposal under con- 
sideration now stands in the following form: 


Amend section 203 (b) of the motor carrier act, 1935, by adding at 
the end thereof the following: 

“Nor shall the provisions of this part apply to: (10) the transpor- 
tation of passengers or property in interstate or foreign commerce for 
compensation by a motor carrier which is engaged in operation solely 
within any state, which does not participate with any carrier in joint 
rates, fares or charges applicable to transportation in interstate or for- 
eign commerce, which does not publish and maintain rates, fares or 
charges applicable to such transportation which are dependent upon 
prior or subsequent transportation by another carrier, which does not 
perform service the charges for which are paid through process of ab- 
sorption or otherwise by another carrier in connection with transporta- 
tion in interstate or foreign commerce, which does not interchange 
equipment with a carrier engaged in such transportation, which is not 
under common control or management with a carrier engaged in such 
transportation, and which does not in the transportation of passengers 
or property to or from a point in another state or country sell through 
tickets nor issue through bills of lading.”’ 


TEMPORARY MOTOR OPERATION 
The Commission, by division 5, in MC F-641, Kirk Trans- 
portation Co., purchase, Guardian Transit Corporation, has 
authorized temporary operation, for a period not exceeding 180 
days from October 31, of the operating rights and property of 
Guardian Transit Corporation by Kirk Transportation Co. 





vr 


~ “wewertv | 


ee 


October 29, 1938 


MOTOR ACT PROSECUTIONS 


The Commission, according to a statement by Secretary 
Bartel, has been advised that Hart Mercantile Co., Inc., San 
Angelo, Tex., pleaded guilty in the federal court for the north- 
ern district of Texas, San Angelo division, to 22 counts of an 
information charging it with operating in interstate commerce 
as a contract carrier without having obtained a permit, and for 
failure to file minimum rates. A fine of $550 was assessed 
against the defendant. Hart Mercantile Co., Inc., according to 
the secretary’s statement, is a mercantile establishment at San 
Angelo, and the transportation in question was hauled by it 
under the claim and pretense that it was a private carrier and 
was at the time the owner of the goods transported. The facts, 
however, said the statement, developed that the goods origi- 
nated at eastern points and were consigned to the San Angelo 
Grocery Co. and that the defendant received compensation as a 
contract carrier for the transportation. 

In another case Judge Atwell, in the same court, entered 
an order permanently enjoining and restraining Hart Mercantile 
Co., Inc., from operating as a motor carrier in interstate com- 
merce until it had first obtained operating authority and had 
filed tariffs or schedules of minimum rates with the Commission, 
according to the secretary’s statement. 

In the same court, P. P. Ewald pleaded guilty to violations 
of the motor carrier act in three cases, in which Judge Atwell 
assessed fines totaling $520, according to Secretary Bartel’s 
statement. In one case, it said, Ewald was charged in 26 counts 
with transporting property in interstate commerce by motor 
vehicle for compensation as a contract carrier without a permit 
and without schedules of minimum rates being on file with the 
Commission. In another case, the statement said, Ewald was 
charged in 11 counts with transporting commodities for Mar- 
tin-Grover Wholesale Grocery Co., Inc., of San Angelo, Tex., 
from San Angelo to Houston, Tex., for compensation and with- 
out requisite authority from the Commission. Martin-Glover 
Wholesale Grocery Co., Inc., was charged with aiding and abet- 
ting Ewald in such violations and, on pleading guilty, was as- 
sessed a fine of $550. In the third case, continued the state- 
ment, Ewald was charged in 15 counts with transporting coffee 
for Ducote Coffee Co., of San Angelo, Tex., from San Angelo to 
Houston, without operating authority. C. C. Ducote, a member 
of the firm of Ducote Coffee Co., the secretary’s statement said, 
was charged with aiding and abetting Ewald in such violations 
and, on pleading guilty, was assessed a fine of $225. 


P. P. Ewald is a cotton merchant of San Angelo, and trans- 
ported his own commodities from San Angelo to Houston as a 
private carrier but, on the return trips, transported the ship- 
ments for Martin-Glover Wholesale Grocery Co., Inc., and 
Ducote Coffee Co. for which he charged compensation, said the 
secretary. The return transportation, according to the state- 
ment, was conducted under the fiction that Ewald was operat- 
ing as a private carrier in respect to such transportation, as he 
claimed to be he owner of the commodities transported; but, in 
fact, such shipments were the property of the other parties. 


The Commission, according to a statement by Secretary 
Bartel, has been informed that Lee Way Motor Freight, Inc., 
of Oklahoma City, Okla., was fined $1,500 and costs, in the 
federal court for the western district of Oklahoma, on a plea 
of guilty to an information charging it with violations of the 
motor carrier act. The information, according to the state- 
ment, charged Lee Way Motor Freight, Inc., in 20 counts with 
transporting from Tulsa, Okla., to points in Texas, supplies 
and equipment, including paint, designed principally for the 
petroleum industry, without first obtaining from the Commis- 
sion a certificate of convenience and necessity authorizing such 
transportation. 


Investigation by the Commission, said the statement, dis- 
closed that Lee Way had transported for compensation in 
interstate commerce since June 1, 1937, shipments of hardware 
supplies and paint from Tulsa, via Oklahoma City, to points 
in Texas, without Commission authority covering that part of 
the route extending from Tulsa to Oklahoma City. 

The Commission has also been advised that a criminal in- 
formation has been filed in the federal court for the southern 
district of California against Arlie P. Stephens, doing business 
as Universal Interstate Freight Lines, of Los Angeles, Calif., 
alleging in 30 counts of knowingly granting concessions to 
William P. Fuller Co., in connection with the transportation of 
property for that company between California and Arizona 
points, said the secretary’s statement. The defendant, it said, 
entered a plea of nolle contendere to all counts, and Judge 
Neterer imposed a total fine of $3,000. 

A criminal information consisting of 30 counts was also 
filed in the federal court for the southern district of California 
against William P. Neil Co., Ltd., of Los Angeles, Calif., charg- 
ing it with knowingly accepting concessions from Hutchinson 
Transportation Co. of Los Angeles, Calif., a common carrier by 
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motor vehicle, in connection with cement shipments, between 
Los Angeles, Calif., and Phoenix, Ariz., said a statement by 
Secretary Bartel, of the Commission. The concessions, it said, 
were accomplished by means of a false billing arrangement 
between Neil and Hutchinson. Neil, it said, entered a plea of 
nolle contendere to all counts and Judge Yankwich imposed a 
total fine of $3,000. 

The Commission has also been advised that a criminal in- 
formation has been filed in the federal court for the southern 
district of California against Arizona-Pacific Fast Freight Lines, 
Phoenix Fast Freight, and Arthur R. Nelson all of Los Angeles, 
Calif., said the secretary’s statement. The information, it said, 
alleged in 18 counts against the Arizona-Pacific Fast Freight 
Lines, a common carrier by motor vehicle, granting concessions 
to various shippers in Arizona in connection with transportation 
between Los Angeles, Calif., and Phoenix and Yuma, Ariz. The 
information also charged Phoenix Fast Freight, a common 
carrier, and Arthur R. Nelson, operating as Nelson Forward- 
ing Co., of aiding and abetting the granting of these conces- 
sions. The defendants, the statement said, pleaded guilty to 
all counts, and Judge Yankwich imposed fines of $1,800 each 
on Arizona-Pacific Fast Freight Lines and Phoenix Fast Freight, 
and $1,600 on Arthur R. Nelson. 


LIABILITY OF MOTOR CARRIERS 


The Traffic World New York Bureau 


The Merchants’ Association of New York, through its traffic 
manager, William H. Chandler, has issued a warning to its 
members and shippers in general that they can obtain complete 
protection only by investigating the financial responsibility of 
the motor carriers to whom they turn over freight. It took 
occasion to do this because, under new rules issued by the State 
Public Service Commission, motor carriers will, after Novem- 
ber 1, be roequired to maintain liability insurance for the pro- 
tection of shippers and in this connection it is pointed out by 
the association that the rules prescribed by the commission fix 
only minimum amounts of insurance. 

A statement prepared by the traffic bureau of the associa- 
tion explained the situation as follows: 


Effective November 1, the rules of the Public Service Commission 
respecting the amount of insurance to be carried by each motor car- 
rier for hire will become effective. Each motor carrier is required to 
carry not only insurance to cover death of or injuries to persons, but 
also for the destruction of the property of others, and for loss of or 
damage to property being transported for the public. 

Under the law of the state, a motor carrier cannot limit its liability 
for loss of or damage to goods being transported for the public, unless 
especially authorized to do so. The Public Service Commission has only 
fixed the minimum amount of insurance which each motor carrier 
must provide for each motor vehicle. The minimum thus fixed in no 
way affects the liability of the carrier for full loss that a shipper may 
sustain by reason of the failure of the motor carrier to effectuate its 
contract of shipment. The minimum amount of insurance that any 
motor carrier may provide is as follows: 

For damages for and incident to death or injuries to one person, 
$5,000; for two or more growing out of the same accident, $10,000. 

For damages for and incident to injuries to or destruction of prop- 
erty, for each accident, $1,000; and for loss of or damage to property 
carried in one motor vehicle, $1.000. 

The state law specificaliy provides that no receipt or bill of lading 
shall exempt a common carrier from any liability for loss of or damage 
to property while in transit and for a reasonable time after arrival at 
destination to permit the removal of such property, unless such carrier 
is expressly authorized or required by the Public Service Commission 
to establish rates based on the value of the property declared in writing 
by the shipper, in which case the carrier’s liability shall be limited to 
the value so declared. 

Members of the Merchants’ Association should investigate before 
shipping to determine if the motor carrier is protected by an adequate 
amount of insurance. If the motor carrier takes out no more than the 
minimum amount of insurance and is not financially responsible beyond 
that amount, in the event of the destruction of a truck carrying $5,000 
worth of goods, if his entire cargo were ruined, the shipper would be 
protected only so far as the insurance policy is concerned to the extent 
of twenty cents on the dollar. 

When the federal law was passed, many trucking companies were 
of the opinion that the minimum amount of insurance they were re- 
quired to carry was also the maximum amount. It is unfortunate that 
the Public Service Commission did not make this clear in its order, 
but it failed to do so. 

A merchant employing a common carrier should use the same pre- 
catuions in selecting it as he would use in determining whether a cus- 
tomer is entitled to credit. Many shippers will, without investigation, 
turn goods over to a transportation company that they would be un- 
willing to sell on open account. They do not hesitate to entrust valua- 
ble shipments to such carriers. 





MOTOR ORDERS EFFECTIVE 
The following recommended orders have become effective 
as shown: 
I. & S. M-330, candy and confectionery, Hershey, Pa., to 
Baltimore, Md., as of Oct. 22; MC 10297, Sub. No. 1, Capitol 
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Motor Transportation Co., Inc., extension of operations, Hart- 
land, as of October 10; MC 10580, Pringle Trucking Co., Inc., 
contract carrier application, as of Oct. 13; MC 10980, Sub. No. 
1, Pringle Trucking Co., Inc., contract carrier extension appli- 
cation, as of Oct. 13; MC 14486, Sub. No. 3, McDuff Turner, 
extension of operations, Pacolet, as of Oct. 10; MC 17639, Sub. 
No. 1, W. J. Hanford, extension of operations, Gully to Chicago, 
as of Oct. 12; MC 17605, Sub. No. 1, Edgar Druck, extension of 
operations, as of Oct. 13; MC 21085, Sub. No. 1, Kenneth Nel- 
son, extension of operations, as of Oct. 13; MC 21096, Sub. 
No. 1, Everett M. Mann, extension of operations, as of Oct. 13; 
MC 22139, Sub. No. 1, Alfred J. Gorey, extension of operations, 
as of Oct. 11; MC 35479, Sub. No. 1, J. T. Wills, extension of 
operations, as of Oct. 10; MC 37372, Sub. No. 2, Beardmore 
Transfer Line, Inc., extension of operations, as of Oct. 10; MC 
38748, Voyton Brothers, contract carrier application, as of Oct. 
10; MC 38748, Sub. No. 1, Voyton Brothers, extension of opera- 
tions, New Jersey and Delaware, as of Oct. 10; MC 46671, Sub. 
No. 1, F. C. Brown and F. S. Brown, extension Boscobel, as 
of Oct. 15; MC 48090, Sub. No. 1, Elmer Pfirrman, extension of 
operations, as of Oct. 13; MC 51241, Sub. No. 1, Herbert M. 
Huffman, extension of operations, as of Oct. 13; MC 73074, 
Sub. No. 1, Jacob S. Staker, extension of operations, as of 
Oct. 11; MC 75873, General Transportation Co., common carrier 
application, as of Oct. 11; MC 78725, Sub. No. 1, Ralph H. 
Bader, extension of operations, as of Oct. 15; MC 80265, Sub. 
No. 1, Albert L. Smith, extension of operations, as of Oct. 13; 
MC 81035, Don McCumber, common carrier application, as of 
Oct. 11; MC 82194, Sub. No. 2, Milwaukee Truck Service, Inc., 
Milwaukee-Alton-Streator-Peoria extension, as of Oct. 11; MC 
84786, Bernard L. White, extension of operations, Preston to 
Albert Lea, as of Oct. 13; MC 88055, Robert H. Costello, com- 
mon carrier application, as of Oct. 12; MC 88182, Ora F. Shirar 
and Scott Clark, common carrier application, as of Oct. 14; MC 
88492, William Janousek, contract carrier application, as of 
Oct. 10; MC 88517, Selma Swid, common carrier application, 
as of Oct. 11; MC 88608, Springfield Motor Freight Terminal, 
Inc., common carrier application, as of Oct. 13; MC 88714, Paul 
Martin, contract carrier application, as of Oct. 14; MC 88798, 
John Valletta, common carrier application, as of Oct. 11; MC 
88970, Harry Liefer, common carrier application, as of Oct. 
11; MC 88978, J. E. & M. A. Buffler, contract carrier applica- 
tion, as of Oct. 10; MC 89049, George Barrett, Jr., contract 
carrier application, as of Oct. 10; MC 89118, Arnold F. Mit- 
chell, contract carrier application, as of Oct. 10; MC 89215, 
H. E. and M. R. Emerson, common carrier application, as of 
Oct. 10; MC 89381, Stomie Hanami, common carrier applica- 
tion, as of Oct. 10; MC 94182, Sub. No. 1, F. Wilbur Jewell, 
common carrier application, as of Oct. 14; MC 94375, Manley 
G. Wilson, common carrier application, as of Oct. 15; MC 
95258, Walter E. Blasdel, common carrier application, as of 
Oct. 12; MC 95260, Jesse Powell, common carrier application, 
as of Oct. 12; MC 95263, Charles Hawley, common carrier ap- 
plication, as of Oct. 12; MC 95264, Everett Teke, common car- 
rier application, as of Oct. 12; MC F-544, Kerrville Bus 
Company, Inc., lease, Tighway Transportation Company, as 
of Oct. 18; I. & S. M 297, linoleum, etc., Salem, N. J., 
to Baltimore, Md., as of Oct. 8; MC 8515, Sub. No. 1, 
H. J. Tobler Transfer, Inc., extension Mendota and Rock Falls, 
Ill., as of Oct. 8; MC 50957, Ed Goyeau, common carrier appli- 
cation, as of Oct. 8; MC 82230, Sub. No. 2, T. M. Payne, Alex- 
ander City, Ala., extension, as of Oct. 8; MC 86431, Herbert T. 
Macauley, common carrier application, as of Oct. 8; MC 86763, 
Russell L. Dunmire, common carrier application, as of Oct. 8; 
MC 88314, Earl R. Wert, common carrier application, as of 
Oct. 8; MC 88336, Barney Coufal, contract carrier application, 
as of Sept. 29; MC 88459, Lay Trucks, Inc., common carrier 
application, as of Oct. 3; MC 89337, Lorenzo V. Smith, common 
carrier application, as of Oct. 8. 


RAIL CONTROL OF TRUNK LINES 


Saying that provisions of a lease showed an intent by the 
parties to effect control of motor operations by a railroad, the 
Commission, by division 5, in MC F-183, Chicago, Rock Island 
& Pacific trustees, lease, William F. Peterson, has denied the 
application of that railroad to lease certain operating rights of 
William F. Peterson, doing business as A & A Truck Lines. 
The rights to be obtained by lease were to operate between 
Hutchinson and Dodge City, Kan. Several motor carrier com- 
petitors, according to the report, operate over the route in- 
volved over which the applicant proposed to coordinate rail 
and truck operations. The object of the coordination was to 
prvide a more expeditious, convenient and economical service. 

Under a lease and operating contract it was provided that 
the lessor should transport exclusively for the railroad all 
property tendered by the latter for movement between rail 
stations on the route which is 158 miles long. The railroad, 
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according to the report, desired to operate under a lease which 
would expire October 31, 1941, which carried a purchase 
option, to be exercised on or before May 1, 1941, the purchase 
price being $20,000 plus an amount equal to the depreciated 
value of the physical property. 

Considered together the two instruments, lease and operat- 
ing contract, the Commission said there were certain aspects 
which were objectionable as contrary to the inherent nature of 
a lease. Among the objectionable features pointed out, were 
that Peterson was to maintain and keep his equipment in good 
repair and carry full public liability insurance and cargo in- 
surance on each unit. 

Under the terms of the instruments, said the report, control 
of operation by the railroad would be achieved without the 
corresponding acceptance of the responsibilities and liabilities 
for the actual operation, but with a divided responsibility not 
here shown to be consistent with the public interest or in con- 
sonance with the nature of motor vehicle operations. If this 
transaction were a lease of motor carrier rights by the rail- 
road, said the report, there would seem to be no necessity for 
the obligations incurred by the lessor under the lease and 
operating agreement. The proposed manner of operation, par- 
ticularly in view of the lessor’s other operation as a common 
carrier, the report said, was further complicated by the fact 
that the lessor, on January 20, 1937, entered the railroad com- 
pany’s employ for the purpose of promoting the latter’s truck- 
ing operations. Under the proposed arrangement, the report 
added, it was not entirely clear whether lessor or applicant 
would be the motor carrier. However, it added, it would appear, 
bearing in mind lessor’s ownership of the motor vehicles, and 
his obligations under the contract, that lessor, as to the opera- 
tions covered by the purported lease, would remain a motor 
carrier, but that his status would change from that of a com- 
mon carrier to that of a contract carrier. In short, said the 
report, the lease appeared to be no more than a contract under 
which the lessor would confine his service to the railroad. 
That, the Commission said, was incompatible with his common 
carrier obligation to serve the general public. 

No opinion is expressed on this record, says the report, as 
to whether or not lessor’s employment by applicant is incon- 
sistent with the independent nature of his motor carrier opera- 
tions, resulting in an effectuation of control of the latter by 
the railroad, as that question is more properly for determina- 
tion in proceedings under section 213 (b) (1); but the parties 
are expected promptly to effect divestiture of any unlawful con- 
trol which may exist. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 91693, Linwood B. Michaux, broker application; MC 
95136, Allen S. Yeatman, contract carrier application. 


A. A. A. CONVENTION 


In announcing that the thirty-sixth annual convention of 
the American Automobile Association would be held at Cleve- 
land, O., November 18 and 19, Thomas P. Henry, president, 
said building of superhighways and other much-needed road 
improvements in congested areas were being delayed while 
huge sums of special motor taxes were devoted to nonhighway 
purposes. 

“Passenger car owners are not assured a proper place on 
the highway in the malestrom of commercial traffic,” said he, 
adding that these and other highway problems would be con- 
sidered at the convention. 


CENTRAL MOTOR FREIGHT ASSOCIATION MEETING 


More than 350 members of the Central Motor Freight 
Association attended a meeting and stag party at the Stevens 
Hotel, Chicago, the evening October 26. There was a brief 
business session at which Chester G. Moore, chairman of the 
association’s board, spoke on restrictive existing and proposed 
motor carrier regulation in Illinois, with particular reference 
to the necessity for protecting the reciprocity agreements be- 
tween that state and Michigan, Indiana and Ohio. He also told 
of the fight the association was making in the courts against 
the compulsory directional signal law for motor trucks. Barney 
Cushman, president of the association, described its activities 
and asked for continued cooperation of its members. There was 
a program of entertainment. 


TRUCK LABOR ARBITRATION AGREEMENT 
Representatives of truck operators in the mid-western states 
and of the International Brotherhood of Teamsters, in a two- 
day meeting at the Merchandise Mart, Chicago, October 25 
and 26, negotiated an agreement for arbitration in cases of labor 
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disputes. The agreement, details of which were not made pub- 
lic, supplements an agreement on wages and working condi- 
tions signed by both parties in September (see Traffic World, 
Sept. 3, p. 444). 


MIDDLE ATLANTIC MOTOR RATES 


With a view to meeting competition, chiefly rail, and to do 
away with dissension about arbitraries in the New York metro- 
politan area, D. T. Waring, on behalf of all carriers parties 
to his tariffs MF I. C. C. Nos. 167 and 96, supplements thereto 
and reissues thereof, has asked modification of the Commission’s 
order in Ex Parte MC 14, motor carrier rates in middle Atlantic 
states, permitting the publication of specified rates and bases 
for arbitraries in the New York area. 

The petition says that considerable dissention had been 
voiced by both shippers and carriers regarding the present 
arbitraries in the New York area. In dealing with the arbi- 
trary problem, according to the petition, it was concluded that 
the zoning of the New York metropolitan area should be modi- 
fied. This modification affected generally, said the petition, 
an expansion of the free zone and consequently a narrowing 
of the area in which the arbitraries were to be applied. The 
result is both increases and reductions. As illustrative of the 
reductions, the petition pointed to the free zone from 125th 
street up to 145th street in the Borough of Manhattan and up 
to 149th street in the Bronx. 

In zone 2 of New York the arbitrary from all areas in the 
middle Atlantic territory is made 12 cents on less than truck- 
loads, and 6 cents over New York rates on truckloads. The 
arbitraries to Long Island points, Nassau and Suffolk coun- 
ties, from all areas are as follows: To Hempstead, 16 cents; 


an 22 cents; Smithtown, 26 cents; and Riverhead, 35 
cents. 


It is proposed to amend item 377 of supplement No. 52 to 
MF I. C. C. No. 96 applying on matzos, to read “between” 
whereas it now reads from and to, and to reduce the rates 
between New York, N. Y., and Baltimore, Md., and points 
taking the same rates, to 58 cents, less truckload; to cancel 
items 830-2 and 1405 of MF I. C. C. No. 167 applying on old 
empty carboys, drums, and bottles; to amend item 65 of MF 
I. C. C. No. 96 applying on bottle caps, to read “between” 
whereas it now reads from and to; amend list No. 1 of MF 
I. C. C. No. 167 now applying on canned or preserved foodstuffs 
to include in section 1 thereof “cider” in glass or in metal cans 
in boxes or crates or in bulk in barrels, “prune juice” in glass 
or in metal cans in boxes or crates, and in section 2 “fruit 
jellies” in glass in boxes or crates; and to establish a fourth 
class rating in MF I. C. C. 167 to apply on less truckload ship- 
ments of azobenzene sludge, when moving in bulk in barrels. 

According to the petition, it is also proposed to amend item 
970 of MF I. C. C. 167 applying on dessert preparations by 
publishing a less truckload rating of class 55 and a truckload 
rating of Class 39%2; to establish an item in MF I. C. C. 167, 
“belting leather (not leather belts) less truckload, third class, 
truckload class 40”; also an item in the same tariff applying 
on sour cream, butter-milk, in milk shipping cans with a rating 
of third class, any-quantity; to cancel item 543, in supplement 
46 to MF I. C. C. 96, applying on sandwich spreads and include 
in list No. 1, section 1, of MF I. C. C. 167, sandwich spreads, 
n. 0. i., or salad dressing, from Baltimore, Md., to Wilmington, 
Del., 31 cents, Chester, Pa., 33 cents, Philadelphia, Pa., 35 
cents, and New York, N. Y., 46 cents; to establish in MF 
I. C. C. 167 various ratings on cans, tin, empty, the ratings to 
depend on the capacity of the can—item 130-B, supplement 
52 to MF I. C. C. 96 would be canceled simultaneously with 
the publication of these exceptions; to establish a commodity 
rate on tin cans as described in item 130-B of the mentioned 
tariff; and to publish new bases of arbitraries for application 
in the New York metropolitan area. 


WATER CARRIER AND PIPE LINE REPORTS 


The Commission, by division 4, has prescribed forms re- 
quiring carriers by water and pipe line companies, subject to 
the provisions of section 20 of the interstate commerce act, 
having annual operating revenues of more than $500,000 for 
the three consecutive calendar years prior to September 30, 
1938, to make a statistical report every three months to it. 

It has ordered that each quarterly report be filed in dupli- 
cate in its Bureau of Statistics within 30 days after the close 
of the period to which it relates, the first report to be for the 
three months ended September 30, 1938. 

Each water carrier is to make its report of the total freight 
and passenger revenue separately, the number of tons of freight 
carried, and the number of passengers carried. 

Each pipe line company is to make its report of the total 
transportation revenue and the total number of barrels of oil 
originated and received from connections. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Co h 
1938, by West Publishing Co.) a 





(Circuit Court of Appeals, Second Circuit.) As respects 
right of charterer to compel arbitration of dispute under char- 
ter party which provided that charterer should accept and pay 
for fuel in the steamer’s bunkers and that any other fuel should 
be provided and paid for by charterer, the charterer made the 
owner its agent by order for oil and hence dispute involving 
right to recover for loss from bad oil furnished by owner to 
charterer under such agreement arose out of contract of agency 
and not out of the charter party proper. 9 U. S. C. A., Sec. 2. 
(In Re Canadian Gulf Line, 98 Fed. (2d) 711.) 

A dispute between charterer and owner of vessel relating 
to loss of hire and additional expenses due to shipment of in- 
tended cargo by rail caused by a delay attributable to unsea- 
worthy conditions of engines involved an alleged breach of 
warranty of seaworthiness in charter party and was subject to 
arbitration under provision of charter for arbitation of disputes 
between paties. 9 U. S. C. A., Sec. 2. 

Where charter party required charterer to accept and pay 
for fuel in vessel’s bunkers and provided that charterer should 
provide and pay for all fuel except as otherwise agreed, and 
charterer ordered oil from owner, dispute relating to loss of 
hire and additional expenses due to shipment of intended cargo 
by rail caused by delay attributable to bad oil furnished by 
owner was dispute arising out of contract of agency, rather 
than out of charter party as respects right of charterer to 
compel arbitration of dispute under provisions of charter party. 
9 U. S. C. A., Sec. 2.—Ibid. 

As respects right of charterer to require arbitration of dis- 
pute wth owner over charterer’s right to restitution of amount 
paid by charterer to have vessel chartered substituted for ves- 
sel originally chartered because of representation by owner 
that vessel chartered would be available at earlier date than 
vessel originally chartered, dispute was not founded on breach 
of charter party, but on collateral representation by owner. 
9U. S.C. A., Sec. 2.—Ibid. : 

Under provision of charter party for arbitration of disputes 
between the owners and the charterers, disputes involving right 
of charterer to recover for loss attributable to bad fuel oil 
furnished by owner to charterer under collateral ageement, in- 
cluding loss of hire, and additional expenses due to shipment of 
intended cargo by rail and right to obtain restitution of amount 
paid for substitution of vessel chartered for vessel originally 
chartered on representation that vessel chartered would _be 
available at earlier date, were subject to arbitration as arising 
out of a “maritime transaction” within statute. 9 U. S. C. A., 
Sec. 2.—Ibid. , 

Under provision of charter party for reference of any dis- 
pute arising between the owners and the charterers to three 
persons for arbitration, parties intended to submit to arbitra- 
tion rather than to judicial decision any disputes arising out 
of the maritime venture initiated by the charter party. 9 U.S. 
C. A., Sec. 2.—Ibid. 


WATER CARRIER STATISTICS 


Water carriers which reported for both 1936 and 1937 to 
the Commission had less than a million dollars for operating 
income in 1937, compared with over $5,000,000 for 1936, accord- 
ing to statistics compiled by the Bureau of Statistics of the 
Commission. After fixed charges these carriers had a deficit 
of $2,082,663 for 1937, as against a net income of $1,700,308 
for 1936. 

Revenues of the carriers which reported for both 1936 and 
1937 increased $2,410,085, or 2.41 per cent, 1937 over 1936, but 
the expenses, not including taxes, increased $6,457,610, or 6.95 
per cent. The taxes increased $209,689, or 10.64 per cent, the 
increase being largely for social security. 

Freight revenue increased 6.07 per cent in 1937 over 1936 
but passenger revenue declined 5.91 per cent. The passenger 
rvenue for 1937, said the bureau, although higher than in any 
of the years, 1932-35, was only about half that of 1929. 

Compensation of employes in 1937 was 38.63 per cent of 
the operating revenues, as compared with 47.66 per cent for 
Class I steam railways. The number of employes in 1937 aver- 
aged 35,364, or 2.99 per cent more than in 1936. 

The property investment of the reporting carriers at the 
close of 1937 was $184,652,829, or 0.68 per cent greater than in 
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1936, thus arresting the decline each year since 1929, excepting 
1933, according to the bureau. More than half the total belongs 
to the Atlantic and Gulf coast carriers. The number of tons 
carried in 1937, 21,209,839, included the tonnage received from 
connecting carriers. 

The Commission received reports from 95 carriers for 1937 
as against 102 in 1936 and 138 in 1929. 

For the 95 carriers reporting for 1937 alone, the bureau’s 
compilation showed a deficit in net income of $1,862,934 and 
dividends declared of $2,924,124. These carriers had water line 
tax accruals of $2,258,152, of which $937,207 were U. S. govern- 
ment taxes. 

The report of the bureau gives for the Federal Barge Lines, 
operated by the Inland Waterways Corporation, the government 
barge line agency, for 1937, the following: Investment in real 
property and equipment, $23,141,903; other investments, $1,867,- 
325; cash, $873,299; material and supplies, $255,215; total work- 
ing assets, $6,007,276; capital stock, $12,000,000; total working 
liabilities, $584,018; accrued depreciation, $5,948,456; total cor- 
porate surplus, $1,382,292; freight revenue, $6,404,544; total 
operating revenues, $6,839,421; operating expenses before depre- 
ciation and insurance, $6,074,762; depreciation, $587,070; insur- 
ance, $116,130; total operating expenses, $6,777,962; operating 
income, $61,459; net income, $203,144; average number of em- 
ployes, 3,487; compensation, $3,298,734; total revenue tons car- 
ried, 2,109,84. 

No water-line tax accruals nor interest accruals were re- 
ported for the government barge line. 

The report gave the following for the Mississippi Valley 
Barge Line Co., one of the principal privately owned and oper- 
ated barge lines: Investment in real property and equipment, 
$4,247,216; other investments, $1,643; cash, $311,338; material 
and supplies, $63,582; total working assets, $520,083; capital 
stock, $3,500,000 (represents consideration received for 700,000 
shares of common stock without par value); unmatured funded 
debt, $339,317; total working liabilities, $162,235; accrued de- 
preciation, $1,511,340; total corporate surplus, (deficit) $764,152; 
freight revenue, $2,036,822; total operating revenues, $2,162,625; 
operating expenses before depreciation and insurance, $1,683,- 
625; depreciaiton, $256,057; insurance, $102,761; total operating 
expenses, $2,042,443; operating income. $92,005; total interest 
accruals, $23,246; net income, 55,849; dividends declared, $70,- 
000, representing 10 cents a share on common stock without 
par value; average number of employes, 474; compensation, 
$605,635; total revenue tons carried, 415,315. 

The Mississippi Valley Barge Line Co. reported total water- 
line tax accruals of $28,177, composed of $14,066 U. S. govern- 
ment taxes and $14,111 other than U. S. government taxes. 

The American Barge Line Co., Inc., reported water-line tax 
accruals of $70,088, composed of $68,613 U. S. government taxes 
and $1,475 other than U. S. government taxes. 


The Commission has jurisdiction over common carriers by 
water if they are engaged in the transportation of passengers 
or property partly by railroad and partly by water when both 
are used under a common control, management or arrangement 
for a continuous carriage or shipment, and also over railroad 
controlled water carriers under certain conditions, according to 
the bureau. Ten carriers, it said, had been excused from report- 
ing because of their slight connection with rail-water commerce. 


FOREIGN TRADE CONVENTION 


Featured speakers at the National Foreign Trade ‘Conven- 
tion, which will be held at the Hotel Commodore, New York, 
October 31 and November 1 and 2, will be Thomas M. Wood- 
ward, vice-chairman of the Maritime Commission, and Frank 
J. Taylor, president, American Merchant Marine Institute, who 
will speak on “The Present and the Future of the American 
Merchant Marine.” Both of these men will speak at the second 
general session of the convention November 2. 

On the afternoon of the opening day, October 31, there 
will be a round table discussion of steamship, railroad, import- 
ing and freight forwarding traffic problems, at which William 
H. Holsten, traffic manager, United States Steel Products Com- 
pany, will preside. Subjects to be covered include insurance, 
through export bills of lading, steamship conferences, export 
packing, and the place of the forwarder in foreign trade. Those 
scheduled to take part in the discussions are: 

Furman B. Pearce, southern manager, Norton, Lilly and 
Company, New Orleans, La.; W. L. Newberry, foreign freight 
agent, Pennsylvania Railroad; S. C. McComb, Marine Office of 
America; Harry Salinger, vice-president, First National Bank 
of Chicago; H. H. Harvey, president, D. C. Andrews and Com- 
pany; T. E. McAndrews, foreign freight traffic manager, Erie 
Railroad. 

James A. Farrell, for 25 years a leader of the National For- 
eign Trade Council, will be honored at a luncheon November 
1, which William H. Cloverdale, chairman, American Export 
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Line, will be toastmaster. Mr. Coverdale is chairman of the 
committee on arrangements for the convention. 


OCEAN FREIGHT RATES 


; Results of a world survey of control of ocean freight rates 
in foreign trade have been published by the U. S. Department 
of Commerce and may be obtained from the Superintendent of 
Documents, Government Printing Office, Washington, D. C., 
for 20 cents a copy. 

“Much effort has been spent in recent years on improve- 
ments in naval architecture and marine engineering,” said 
Alexander V. Dye, director of the Bureau of Foreign and Do- 
mestic Commerce, in the foreword. ‘These improvements have 
added greatly to the inherent economies of oversea transporta- 
tion. However, full advantage can be derived from them only 
by the most efficient regulation of the shipping industry. This, 
both its private and governmental capacity, must have as its 
object a minimum of wasteful competition among shipowners 
and a maximum of coordination between shipowners and mer- 
chants. The present world survey, therefore, deals with this 
more fundamental aspect of rate control, as well as with the 
measures which have been adopted for the prevention of dis- 
crimination and unfair practices. It makes available, at a time 
when the United States is rehabilitating its merchant marine, a 
summary of experience and precedents of value alike to ship- 
owners, merchants and the government.” 

The survey was made by Albert E. Sanderson, with the 
assistance of Douglas W. Seitzinger, under the general super- 
vision of Lacey C. Zapf, assistant director of the bureau, and 
Thomas E. Lyons, chief of the transportation division. The 
publication is designated as Trade Promotion Series No. 185, 
Control of Ocean Freight Rates in Foreign Trade. 


ISTHMIAN SUBSIDY HEARING 
The Maritime Commission has postponed to November 
14 the hearing scheduled for October 31 on the application of 


the Isthmian Steamship Company for an operating-differential 
subsidy contract. 


MARINE LABOR HEARING 


The Maritime Commission has notified operators of subsi- 
dized vessels and employes and employe organizations that the 
hearing set for November 1, in San Francisco on minimum 
wage scales, minimum manning scales, and minimum working 
conditions for electricians, machinists, plumbers, storekeepers, 
boilermakers, etc., has been postponed until December 1. 


WINE AND CHAMPAGNE 


The Intercoastal Steamship Freight Association has re- 
quested the Maritime Commission to suspend item 1222 nam- 
ing a reduced rate of 58 cents on wine and item 1224 naming 
a reduced rate of $1,15 on champagne of Shepard Steamship 


Company’s eastbound SB-I No. 2, filed to become effective 
November 8. 


U. S. GETS MUNSON LINER 


The Maritime Commission has acquired the Munson liner 
American Legion for $135,000 at a sale in New York ordered 
by a United States marshal, subject to the approval of the 
U. S. district court of the southern district of New York. The 
commission bought in the vessel at the sale to protect its pre- 
ferred mortgage. It is understood three other ships of the 
Munson line also will be offered for sale and that the commis- 
sion will bid at these sales to protect its mortgages on these 


ships. The Munson line is in process of reorganization under 
the federal bankruptcy act. 


CHANGES IN DOCKET 


Hearing in MC 30067, Sub. 1, assigned for Ocotber 26, at Wheel- 
ing, W. Va., was postponed to November 9, at the U. S. Court, Cum- 
berland, Md., before Jt. Bd. 63. 

Hearing in I. & S. M-472 and ist Sup., assigned for October 26, 
at Baltimore, Md., was cancelled and reassigned for November 9, at 
the State Commission, Baltimore, Md., before Examiner Denniston. 

Hearing in MC 5712, assigned for October 29, at Charlotte, N. C., 
was postponed to a date to be fixed. 

Hearing in MC 74645, Sub. 1, assigned for October 22, at Portland, 
Ore., was cancelled. 

Hearing in MC 18938, assigned for October 24, at Indianapolis, 
Ind., was cancelled. 

Argument in Finance 11559, assigned for October 28, at Washington, 
D. C., was cancelled and reassigned for November 18, at Washington, 
D. C. 


Hearing in MC 60749, Sub. 1, assigned for October 27, at Char- 
lotte, N. C., was cancelled. 
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pays dividends to owners when this equipment goes 
on the job. Brilliant performance, low-cost opera- 
tion and maintenance, dependability, and long life 
are what you can expect when International Power 
works for you. 


















BELOw: An International 
PA-40 Power Unit powers 
this crane mounted on an 
International Truck in 

New Orleans. 


International Wheel Tractors and TracTracTors 

(crawlers) are available in several models for gaso- 

line and Diesel operation. International Power Units 

are built in eleven models, ranging up to 110 max. 

AW h.p., for gasoline, gas, and Diesel operation. Inter- 

national Modified Units are supplied to equipment 

manufacturers only, and always sold as integral parts 
of high-grade equipment. 
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Investigate International Industrial Power—the 
nearby International industrial dealer or Company- 
owned branch will give you complete information. 


INTERNATIONAL HARVESTER COMPANY 


(INCORPORATED) 


180 North Michigan Avenue Chicago, Illinois 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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State Versus Interstate Traffic 


Tennessee.—Question: A carload shipment of wheat was 
shipped to consignee’s mill located at a junction of railroads 
“A” and “B” within the state on lower intrastate rate Rail- 
road “A.” While the wheat was en route to the mill, the 
machinery at the mill broke down and consignee took delivery 
on the tracks of Railroad “A” at the junction mill point pay- 
ing inbound charges at the intrastate local rate. The day 
following arrival and payment of inbound charges the owner 
shipped the car over Railroad “B” from the junction mill point 
to an interstate mill point, paying the interstate local of Rail- 
road “B.” 

There was no through or joint rate from origin of the 
wheat to the interstate mill point or final destination. 

The wheat would never have moved over Railroad “A” at 
the interstate local rate into the first mill point but would have 
been given to trucks, the interstate local being double the in- 
trastate and over three times the truck charge or rate. 

The wheat would never have moved through via railroads 
“A” and “B” at the sum of interstate locals, from origin to 
final destination as that combination rate is more than three 
times the truck charge from origin through to final interstate 
destination and other movement through was all via truck. 

The mill intended the wheat to be milled at its mill at the 
first billed destination and contends that the initial movement 
into the junction mill point was intrastate and remained in- 
trastate notwithstanding a subsequent interstate movement. 

Railroad “A” contends that the first movement was inter- 
state and it must collect its higher interstate local; that the 
intent largely governs, but that the intent is shown by a subse- 
quent movement. 


Is the initial movement intrastate or interstate? It seems 
to the writer that it is intrastate according to Coe vs. Errol, 116 
U. S. 517; Diamond Match Co. vs. Ontonagon, 188 U. S. 82; 
G. C. & S. F. vs. Texas, 204. U. S. 403; C. M. & St. L. vs. Iowa, 
233 U. S. 334; Bracht vs. S. A. & A. P., 254 U. S. 489. 

I am not overlooking B. & O. S. W. vs. Settle, 260 U. S. 
166 and others. 

Answer: Where there is an original and continuing inten- 
tion that the goods shall ‘move through from point of origin 
to an interstate destination or to a foreign destination, the 
transportation is interstate or foreign commerce in character. 

It is not the method of transportation but the continuity 
of he movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & 
O. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, and Hughes 
Bros. Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. Ct. 170. 

Ordinarily, unless at the time a shipment moved from 
point of origin, the final destination has been fixed as the sec- 
ond destination point, the movement under a new bill of lad- 
ing from the original destination to a point in the same state 
is not an interstate movement. The intention of the parties at 
the time the shipment moves from point of origin governs and 
not the subsequent disposition of the shipment after its arrival 
at its original destination. Sinclair Refining Co. vs. F. W. & 
R. G. Co., 148 I. C. C. 582; C. M. & St. P. Ry. Co. vs. Iowa, 
233 U. S. 334, 34 S. Ct. 592; B, & O. S. W. R. R. Co. vs. Settle, 
260 U. S. 166, 43 S. Ct. 28; A. C. L. Ry. Co. vs. Standard 
Oil Co., 275 U. S. 257, 48 S. Ct. 107. 

If there is an existing and continuing intention at the time 
the shipment is delivered to the carrier at point of origin, to 
make a through shipment to the final destination thereof, and 
the shipment does not come to rest prior to the final haul, 
under the Commission’s decisions in Tampa Fuel Co. vs. A. C. 
L., 43 I. C. C. 231; International Agricultural Corp. vs. Direc- 
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tor-General, 74 I. C. C. 726; Du Pont de Nemours & Co. vs. 
Director-General, 74 I. C. C. 191; Germain Co. vs. L. & N., 
85 I. C. C. 449; Schloss & Kahn Grocery Co. vs. L. & N., 95 
I. C. C. 618; Hammersly Manufacturnig Co. vs. Erie R. R. Co., 
126 I. C. C. 491, 148 I. C. C. 47 (affirmed in United States vs. 
Erie, 280 U. S. 98, 50 S. Ct. 51), the interstate rate is applicable 
for the final haul. 

Furthermore, under the decision in Muse Lumber Co. vs. 
Director-General, 85 I. C. C. 267, an intent formed while a ship- 
ment is in transit to the first destination that the shipment shall 
move beyond that destination to an interstate point fixes the 
character of the commerce as interstate. 

The character of the commerce is to be determined by the 
intention of the shipper, which intention is to be inferred from 
the circumstances surrounding the transportation of the ship- 
ment. 

In the Settle case, 260 U. S. 166, 43 S. Ct. 28, the intention 
to rebill for the purpose of defeating the through interstate 
rate was admitted. In the instant case the only circumstance 
which tends to show that the movement beyond the first des- 
tination was intended while the car was en route to that 
destination, is the breaking down of the machinery at the mill. 
This in itself, however, does not prove an intention to reship 
from the first destination. The following statement of the 
court in Atlantic Coast Line R. Co. vs. Standard Oil Co. of 
Kentucky, 275 U. S. 257, 48 S. C. 107, indicates the considera- 
tions which determine whether the commerce is interstate or 
intrastate, where a car is reshippd: 


The question whether commerce is interstate or intrastate must be 
determined by the essential character of the commerce, and not by mere 
billing or forms of contract, although that may be one of a group of 
circumstances tending to show such character. The reshipment of an 
interstate or foreign shipment does not necessarily establish a con- 
tinuity of movement or prevent the shipment to a point within the 
same state from having an independent or intrastate character, even 
though it be in the same cars. Chicago, M. & St. P. Ry. Co. vs. Iowa, 
233 U. S. 334. The change from rail to ship has often been held con- 
sistent with a continuity of interstate or foreign commerce, even though 
there may be only local billing. Texas & New Orleans R. R. Co. vs. 
Sabine Tram Co., 227 U. S. 111; Railroad Commission of Louisiana vs. 
Texas & Pacific Ry. Co., 229 U. S. 336; Baer Bros. Mercantile Co. vs. 
Denver & Rio Grande Railroad Co., 233 U. S. 479. On the other hand, 
in Chicago, M. & St. P. Ry. Co. vs. Iowa, supra, the reshipment of an 
interstate shipment of coal after its arrival in the state in the same car- 
load lots was held not inconsistent with the change from interstate to 
intrastate commerce. In Baltimore & Ohio S. W. R. R. Co. vs. Settle, 
260 U. S. 166, 170, a shipper billed his goods from one state to another, 
paying the interstate freight and reshipped them to another point in 
the second state, intending from the first to reach the latter destination, 
but interrupting the transportation only to take advantage of a differ- 
ence in his favor between the through rate and the sum of those paid. 
It was held that the essential nature of the entire movement was in 
interstate commerce and that the shipper must pay the only lawful 
rate which was the interstate commerce rate to the final destination. 
These cases are illustrations to show that the determination of the 


character of the commerce is a matter of weighing the whole group of 
facts in respect to it. 


Under the facts stated in your inquiry our opinion is that 
the original movement is intrastate in character. 


Damages—lInterest 


Pennsylvania.—Question: A shipment is forwarded via a 
carloading company and part of the shipment is lost, namely, 
one of the packages. After waiting a reasonable length of time 
and same not being located, claim is filed. The carrier delays 
the payment of the claim from seven to eight months. The 
consignee is obliged to pay the manufacturer for the shipment, 
having allowed the forwarder the discount on the invoice if 
paid within a certain date. Kindly advise if this carrier is 
obligated to pay the interest on the amount advanced to the 
manufacturer. 

Answer: While suit may be brought for the recovery of 
interest as damages, it does not constitute a distinct claim and 
can only be recovered with the principal by action (Alabama 
City, etc., R. Co. vs. Gadsden, 64 So. 91 (Citing Cyc.); Los 
Angeles vs. City Bank (Calif.), 34 Pac. 510; McDonald vs. 
Holden (Ill.), 70 N. E. 21; Jameson vs. Burlington, etc., R. Co. 
(Iowa), 43 N. W. 529; Forschirm vs. Merchants, etc., Bank, 122 
N. Y. S. 168 (reversed on other grounds, 100 N. E. 1127); 
Griffiths vs. Powers (Mass.), 103 N. E. 468), except where the 
claimant does not receipt for the principal sum in full but has 
notified the debtor that the amount was insufficient (Delvin vs. 
New York, 13 N. Y. 123, 30 N. E. 45; Shepard vs. New York 
City, 216 N. Y. 251, 110 N. E. 435; Cutter vs. N. Y., 92 N. Y. 166). 
Where the creditor accepts the payment of the principal sum 
only under protest, or otherwise claims interest thereon, such 
acceptance will prevent the recovery of such interest on such 
debt = Forschirm vs. Merchants & Traders Bank, 122 
N. Y. S. 168. 


In the case last above cited the court held even if the 
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interest were recoverable, any claim for it was extinguished by 
the acceptance of the principal; that it is settled law that inter- 
est recoverable only by way of damages for the wrongful 
detention of a debt is but an incident to the principal debt and 
cannot be the basis of an independent claim, citing Cutter vs. 
Mayor, 92 N. Y. 166. The court also held acceptance of the 
principal under protest would not save the right to recover the 
interest, but a special agreement-reserving the right to recover 
interest would do so. See Grote vs. City of New York, 190 
N. Y. 235, 82 N. E. 1088. The court held there was no evidence 
in the case in question for any special agreement. 


Liability of Carrier for Loss or Injury—Act of God 


Georgia.—Question: We have the following from one of 
our clients: 


I was talking with a Philadelphia concern this morning who also 
had some yarn damaged in the tidal wave in New England a few weeks 
ago and he said there was a question whether or not the railroads 
would be exempt from damages under the clause in their bill of lad- 
ing unless the consignment were completely destroyed. In other words 


it would not be considered ‘‘An Act of God’’ unless complete destruction 
resulted. 


Please advise if there are any court decisions which would 
sustain such a view, same being apparently in conflict with 
Section 1 (b) of the Bill of Lading contract, which will exempt 
the carrier from liability. 

Answer: A carrier is not liable for loss or injury to goods 
caused by an act of God. An act of God is such an inevitable 
or unavoidable accident not attributable to human agency as 
produces injury to the goods. Floods, cyclones, earthquakes, 
and the like are generally regarded as furnishing an excepted 
cause. But even these will not excuse the carrier if they could 
have been foreseen by the carrier or if it had knowledge in time 
tc protect the shipment. 

In the following cases the carriers were held liable for 
injury to goods resulting from an act of God: Memphis Ry. Co. 
vs. Reeves, 10 Wall (77 U. S.) 176; Morrison vs. Davis, 57 
Am. Dec. 6951; Denny vs. R. R. Co., 13 Gray (Mass.) 481, 74 
Am. Dec. 645; Cont. Paper Bag Co. vs. M. C. R. Co., 10 Atl. 259; 
Barnett vs;.N. ¥. C. & H.R: KR. Co., 153 N. Y.S. 374: C. & 
E. I. Ry. Co. vs. Schaff Bros., 117 N. E. 869. 

There is no distinction as regards the liability of a carrier 


whether goods are injured, or lost or destroyed as the result 
of an act of God. 


Tariff Interpretation—General Description in Classification Ex- 
ception Takes Precedence Over Specific Description in 
Classification Proper 


Illinois.—Question: We would like to inquire as to the 
proper rate to apply on chrome plated strip steel. 

A shipper in Chicago makes shipments of chrome plated 
and nickel plated strip steel to its customer in Indiana. We 
have contended that the motor truck rate is that shown in the 
classification, while the customer’s traffic manager contends 
that Class 40 is applicable at per Note 10 and Item 870 of Agent 
Meyer’s Exception No. 2. Their contention is built on the 
opinion that strip steel is not restricted to plain or plated steel. 
Our contention is built on the fact that the Commission has held 
that the exception must be read in the light of the classification, 
and the classification carries separate items for both of these 
commodities. 

Please quote us your law citations thereon. 

Answer: The Commission has held that a general descrip- 
tion in the commodity tariff removes a more specific description 
in the classification proper. Thilmany Pulp & Paper Co. vs. 
N. & A., 104 I. C. C. 186; Colorado Culvert & Flume Co. vs. 
Atchison, T. & S. F., 160 I. C. C. 48; and consistent with this 
view it holds that classification exceptions sheets are independ- 
ent of the classification proper. Lawrence Const. Co. vs. L. & 
N., 115 I. C. C. 439; City of Lakeland vs. A. C. L., 152 I. C. C. 
621; Moore Dry Kiln Co. vs. S. A. L., 161 I. C. C. 71. In the 
latter case the Commision said: 


When one rate is provided in the classification proper and another 
in the exceptions thereto, the rating in the exceptions takes precedence, 


and must be applied, even though the classification description is more 
specific. 


In the instant case, however, as Item 260 of Agent W. L. 
Meyer’s Tariff MF ICC No. 2, specifically provides for ratings 
on strip nickel silver, the ratings thereon take precedence over 
the ratings published in Agent Jackson’s National Motor Classi- 
fication. If the commodity shipped falls within the commodity 
description of Item 260 of Agent Meyer’s tariff referred to 
above, the ratings provided for in this item must be applied, the 
general description provided for in Item 870 being inapplicable 
in the presence of a specific description as provided fcr in 
Item 260. 

While the Commission has held that a rate not particular- 
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ized or made specific, or otherwise limited will include all 
articles answering that description (National Petroleum Asso- 
ciation vs. Atchison, T. & S. F. Ry. Co., 37 I. C. C. 287; Augusta 
Veneer Co. vs. Sou. Ry. Co., 41 I. C. C. 414), this principle has 
no application where, as in the instant case, there appears to be 
a specific description in the classification exception which covers 
the commodity shipped, namely, the description provided for in 
Item 260 on strip nickel silver. 


Tariff Interpretation—Mixed Carloads 


Minnesota.—Question: In your answer to Missouri, on page 
774 of the October 15 issue of The Traffic World, under the 
above caption, relative to mixed carloads, you contend that, 
although the shipment weighed 10,000 pounds, charges should 
be assessed on the basis of the L. C. L. rate. Inasmuch as you 
eliminate the application of rules 65-A and 70-A as applying on 
this shipment, and as you do not quote any other tariff author- 
ity, we are somewhat lost as to how you arrived at your opinion. 

From the information given in the question and answer 
it would appear that the scale of rates mentioned are what we 
generally describe in this territory at LTL volume rates. The 
name of the rate more or less provides for the application. In 
other words, the volume is the governing factor. If there is 
sufficient weight all items in the shipment are entitled to a 


reduction in rate in accordance with the scale covering that 
particular volume. 


We would appreciate it very much if you would give us a 
little more detail explaining how you arrived at the above 
mentioned answer. 

Answer: Our conclusions, as expressed in the answer to 
which you refer, are premised on the ground that there is no 
basis in the tariff for a mixed shipment consisting of differently 
rated articles when the rates in question are applied, the mixed 
carload rule in the tariff, Item 70-A, applying, under the pro- 
visions of Item 65-A, to a truck load of not less than 12,000 
pounds, the minimum provided for in Item 65-A. 


Liability of Carrier Where Goods Refused by Consignee 


Utah.—Question: Item 11-B of Intermountain Coast Motor 
Freight Tariff No. 2, Agent Greenawalt Jr.'s MF ICC No. 2, 
provides for five days’ free storage after notice of arrival of 
shipment has been given the consignee. If the shipment is a 
perisable one, are the carriers required to provide cold storage 
facilities to properly protect the shipment at their expense 
during this time if the consignee refuses to accept the shipment 
upon arrival? 

Answer: Where the consignee fails or refuses to receive 
the goods shipped, it is the duty of the carrier to store the goods 
either in its own warehouse or in that of some responsible third 
party, and to hold goods subject to the order of the consignor 
for a reasonable time. It has no right to abandon the goods to 
destruction or unnecessarily to expose them to loss or damage, 
nor to convert the freight to its own use or to dispose of it 
contrary to law. But where the carrier has complied with its 
duty to warehouse the goods, its strict common-law liability as 
insurer is at an end, and thereafter its relation to the goods is 
only that of warehouseman, and it is bound to the exercise of 
ordinary care in preserving them. American Ry. Express vs. 
Mobile Importing & Trading Co., 108 Sou. 238; Bank of Cali- 
fornia, N. A. vs. International Mercantile Marine Co., 40 Fed. 
(2d) 80; Pohlman vs. Y. & M. V. R. Co., 130 Sou. 263; Penna. 
R. Co. vs. Gentile Bros. Co., 191 N. E. 369; The Columbia 
Motors Co. vs. Ada County, 247 Pac. 786. 

In addition to warehousing the goods, the carrier is ordi- 
narily chargeable with the duty of notifying the consignor of 
the consignee’s failure or refusal to accept the goods, although, 
according to some cases, such notice is necessary only where 
it would be a failure to exercise due care in the protection of 
the goods not to give it, or where the consignor exercises the 
right of stoppage in transitu. 


Tariff Interpretation—Application of Rule 20 of Classification 


Pennsylvania.—Question: A shipment of tables and marble 
tops for the same moved as one shipment but in separate 
packages. 

The rate on the items separately is 1% times 1st and 
Rule 26, respectively, and the carrier contends that the rate of 
1% times lst applies under Rule 20. 

We understand it would be proper to rate these tables and 
marble tops separately if separate bills of lading are used, 
although they are shipped by one consignor to one consignee 
on the same date. 

Rule 20, as we interpret it, requires the application of the 
rating on the complete article, only where the various parts 
ore the complete article are shown on the same bill of 
lading. 

Will you please advise? 

Answer: With respect to this question the Commission, in 
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There are few cities in the 
United States where there is 
not one or more traffic de- 
partments using it. 


More traffic is routed by it 
in every city east of the Mis- 
sissippi than by any other 
shipping guide. 


The compilation of each indi- 
vidual guide is done so care- 
fully that the accuracy of the 
parcel post and express rates 
is guaranteed. Claims for re- 
imbursement under this guar- 
antee have not amounted to 
$25.00 in the past 20 years. 
Even some of these few claims 
were found to be ill-founded. 
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THESE THINGS CAN BE SAID ABOUT IT! 


guide receives, a completely 
new edition replaces the old 
one each year, excepting in 
cities where our permanently 
employed carriers change the 
affected loose leaf pages 4 
times or more each year. 
When general rate changes 
occur, subscribers are fur- 
nished with new pages for 
each state to take the place 
of those in the guide. 


Moreover, the kind of type, 
the high grade of paper, and 
the arrangement of the mat- 
ter makes for excellence. 


You will find it dependable 
from cover to cover, from 
Rules & Regulations on the 
first pages to the Foreign Sec- 
tion in the back. 








An Individual Guide 
for Each Town 
or City 








Flip the index tab and stop those losses from wrong parcel post zones. Save money by 
comparison of express and parcel post charges. Speed up and simplify your “How to Ship” 
references. You can do away with Postal Guides, Express Books and many tariffs. 


LEONARD’S GUIDE 


Published Continuously Since 1917 


THE ONLY SHIPPING GUIDE USED BY OVER 11,000 SHIPPERS 


LOCATED IN OVER 900 CITIES IN 42 STATES 
(Circulation attested by Audit Bureau of Circulations) 


Routing via railroads and steamship lines 
Air Mail and express rates and comparison of charges 
Motor Freight routes from New York, Chicago and Philadel- 


Open and prepay freight stations 


The subscription price is so moderate that a mere hand- 
ful of shipments each day warrants its use. 


May we send you our circular showing specimen pages of this guide? 


G. RR. LEONARD & CO. 


163 North Clark Street, Chicago, Ill. 
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Investigation and Suspension Docket No. 76, 25 I. C. C. 442, 
on page 487, said: 


If the new rule is construed to mean that one shipment is offered 
under one bill of lading, we do not think- that valid objections can be 
made to it. If, however, it is construed so as to deny to a shipper 
the right of shipping, for instance, iron bars which happen to be a 
part of some machine as iron bars under a separate bill of lading, we 
think that such an interpretation would be unwarranted and unjustly 
discriminatory. If a shipper is willing to go to the trouble to sepa- 
rating a-‘‘completed article’ into its constituent parts and meet the 
established shipping requirements with reference to each part, we see 
no reason why he should not do so and we do not think that he can 
lawfully be prevented from exercising his choice in that direction. On 
the other hand, if all the pieces constituting a completed article are 
offered as one shipment, under one bill of lading, the freight charges 
should be calculated upon a rating for the completed article. 


Tariff Interpretation—Power of Attorney 


Connecticut.—Question: Does a carrier party to an agency 
joint rate tariff under power of attorney concur in rates therein 
with all other carriers parties to the same agency joint rate 
tariffs under powers of attorney, unless the tariff specifically 
states to the contrary? 

Answer: A carrier party to an agency joint rate tariff under 
power of attorney concurs in rates therein in connection with 
other carriers parties to the same agency joint rate tariff in so 
far as its power of attorney authorizes said agent to publish 
rates applicable from, to or via points on the line of the same 
carrier. 

Motor Carriers—Brokers—Payment of Commissions 


Virginia.—Question: Referring to the Traffic World of 
October 15, 1938, page 771, under the head of “Status of Cus- 
toms Brokers,” the second paragraph reads: “Inasmuch as 
motor common carriers are not permitted to pay commissions 
out of their published rates .. .” 

We would appreciate it if you would kindly advise us 
whether there have been any rulings issued with respect to the 
payment of freight charges on truck shipments where the 
broker is engaged to secure the truck, and if so, the authority. 

Answer: The Interstate Commerce Commission has made 
no rulings with respect to the payment of freight charges on 
truck shipments where a broker is engaged to secure the truck- 
ing service, that is, the Commission has not issued regulations 
under which such payments may be made nor fixed the amount 
thereof. It has, however, issued licenses to brokers who obtain 
their compensation from commissions paid by the party per- 
forming the transportation service (Harold M. Gray, Brokerage 
License, 7 M. C. C. 73; Redman Van & Storage Co., Broker 
Application, 7 M. C. C. 659), or from shippers who use the 
transportation service of carriers for whom the broker acts as 
agent. Robert J. Murphy, Broker Application, 7 M. C. C. 547. 


Tariff Interpretation—Order for Cars—Shipper Must Specify 
Size Desired 


South Carolina.—Question: Kindly favor me with your 
opinion concerning the following question and if possible give 
reference to Interstate Commerce Commission or trial court 
decisions in cases involving parallel circumstances. 

A shipper places an order with a carrier for a car to be 
used in transporting a commodity subject to Rule 34 of the 
Consolidated Freight Classification without specifying any par- 
ticular length and the carrier, for its own convenience, supplies 
the shipper with a car longer than necessary to transport the 
shipment. 

Section 4 of Rule 34 reads as follows: 


Except when furnished by carrier in place of a shorter car ordered 
if a car over 36 feet 6 inches in length is used by shipper for loading 
articles ‘‘subject to Rule 34,’’ without previous order having been 
placed by shipper with carrier for a car of such size, the minimum 
weight shall be that fixed for the car used. 


It may be seen that under the provisions of this rule if a 
shipper accepts and uses a car longer than necessary to trans- 
port his shipment, he shall pay upon basis of the minimum 
weight applicable to the car used. 

If the Commission or the courts have, under parallel cir- 
cumstances, either as a matter of tariff interpretation under 
Section 6 or reasonableness under Section 1, ever considered 
this section of Rule 34, I would appreciate reference to the 
proceeding and your views in the matter. 

Answer: A shipper who desires a car of a certain size must 
specify the size of the car wanted when ordering the car. If no 
particular size of car is specified in such order the carrier may, 
where a sliding scale of weights is provided for in connection 
with the rate, assess charges on the basis of the size of car 
furnished. Kay & Carter Lumber Co. vs. M. St. P. & S. S. M. 
Ry. Co., Unreported Opinion 159; Pope Manufacturing Co. vs. 
B. & O., 17 I. C. C. 400; Miller Saw Mill Co. vs. M. & St. P. Ry. 
Co. 6 LC. C. 221. 
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The provisions of Rule 34, quoted by you, are apparently 
not applicable to a case where an order for a car is placed, but 
the size desired is not specified, but rather to an instance where 
a car is appropriated, without a previous order for a car being 
placed with the carrier by the shipper. 


Sale of Goods for Freight Charges—Storage at Destination 


Wyoming.—Question: We have received bills from various 
carriers covering deficits resulting from the sale of shipments 
which we have abandoned because the value of the same was 
such that it was not profitable to return them. These deficits 
are arrived at by adding the transportation charges to the 
storage accruing at the final destination, and deducting the 
amount which is realized from the sale of the property. ; 

It is my belief that inasmuch as the carriers’ liability is 
only that of a warehouseman after the expiration of the free 
time they are only entitled to the same protection in the matter 
of collecting accrued storage charges against the shipment that 
a warehouseman is entitled to; that is, only to the extent of the 
amount realized fram the sale of the property after the lawful 
freight charges have been deducted. . 

Will you please express an opinion on this subject, quoting 
decisions which may have a bearing on the subject if any such 
decisions have been made? 

Answer: Section 4, of the Uniform Bill of Lading Contract 
Terms and Conditions provides for the sale of goods for freight 
charges, and in paragraph (e) thereof, provides that the pro- 
ceeds of any sale made under this section shall be applied by 
the carrier to the payment of freight, demurrage, storage, and 
any other lawful charge, and the expense of notice, advertise- 
ment of sale and other necessary expense and of caring for and 
maintaining the property, if proper care of the same requires 
special expense, and that should there be a balance it shall be 
paid to the owner of the property sold thereunder. 

Where a carrier waives prepayment and the consignee 
refuses to take the goods and pay the transportation charges, 
and the carrier, in strict conformance with the law, sells the 
goods to enforce its lien for freight charges, and there still 
remains a balance due, the consignor is liable to the carrier 
therefor, and this liability of the consignor under such circum- 
stances applies, it has been held, as much to a charge for 
demurrage and storage as to freight or other lawful charges 
which the carrier is bound to collect. See Jelks vs. Philadelphia, 
etc., R. Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. & A. R. 
Co., 87 S. E. 702; B. & O. vs. Luella Coal & Coke Co., 81 S. E. 
1044; Pa. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; Central 
R. R. of N. J. vs. Berry, 165 N. Y. S. 1041; Pa. Co. vs. W. A. 
Fraser, 175 Ill. App. 645. 


NATIONAL ADVISORY BOARDS 


The National Association of Advisory Boards will hold its 
annual meeting at the Palmer House, Chicago, November 1. 
Charles Donley, Pittsburgh, Pa., president, will preside, and 
will speak at the opening of the morning session on “The Out- 
look.” A. W. Vogtle, Atlanta, Ga., secretary, will give a 
resume of the objectives and accomplishments of the associa- 
tion. J. J. Pelley, president, Association of American Railroads, 
will speak on “Opportunities for Further Constructive Work 
by the Shippers’ Advisory Boards,” and there will be an open 
forum discussion of changes in general rail service needed to 
attract new rail traffic, in which L. G. Hults, R. M. Neilson, 
and J. W. Montigney will take part. 

At the afternoon session, R. V. Fletcher, vice-president and 
general counsel, A. A. R., will speak on “A National Program 
Suitable to Meet Transportation Requirements,” his speech to 
be followed by an open forum discussion in which A. H. Brown, 
H. R. Brashear, and J. E. Bryan are scheduled to take part. 
A. M. Stephens and C. H. Conway will discuss methods for 
opposing legislation adverse to shippers and carriers. Under 
the general heading of objectives for the association in 1939, 
T. C. Burwell, F. C. Ferree and C. H. Dietrich will discuss “The 
Next Step in Freight Claim Prevention”; J. K. Hiltner, LeRoy 
D. Owens and W. C. Kendall, “Economies to Shippers and Car- 
riers in the Proper Utilization of Equipment”; Ed P. Byars and 
W. J. Kelly, “Simplification of Freight Tariffs,’ and H. E. 
Stringer, other objectives for 1939. There will be a report from 
the by-laws committee and election of officers. 

C. J. Fagg, manager, commerce and trade bureau, Newark, 
N. J., Chamber of Commerce, has asked A. P. Stevens, dis- 
trict manager, car service division, Association of American 
Railroads, to suggest for discussion at the annual meeting of 
the National Association of Shippers’ Advisory Boards at Chi- 
cago November 1, a proposal for the formation of joint com- 
mittees of shippers and rail representatives for the local dis- 
cussion of rate matters and the making of recommendations to 
the railroad rate committees. The proposal was put forward at 
a recent meeting of the Atlantic States Advisory Board at 
Albany, N. Y., and was referred to that board’s committee on 
procedure before railroad rate bureaus for consideration. 
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@ Maybe I was wrong, but I walked right 
out of that dentist’s office. Just couldn’t 
lose the idea that maybe the doc’s methods 
and equipment were as ancient as his 
readin’ matter. 

Of course, I may be prejudiced, workin’ 
on the freight end of a railroad that keeps 
preachin’ and practicin’ the policy of “keep- 
in’ up with the times.” 


Today, we move goods from Chicago to 


GEARED TO 
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THIS IS “TRAFFIC TOM’S” PAGE 


“| WAS SETTIN’ IN THE DENTIST’S 
OFFICE THE OTHER DAY—WAITIN’ 

MY TURN. A FELLOW SUFFERER 
LOOKED UP FROM THE PAPER HE WAS 
READIN’ AND SAID: ‘WELL, | SEE 
THERE’S BEEN SOME FIERCE FIGHTIN’ 
IN THE ARGONNE FOREST.’” 


Denver in less than two days; to the Twin 
Cities, Omaha, Kansas City, St. Joseph or 
Paducah in less than one. That’s modern 
running time backed by modern equipment 
and service, set up to meet modern needs. 

Your nearest Burlington Freight Agent is 
a good man to know. Let him help you with 
your next shipping job. 


Srafpc lon! 


Burlington 


Houte 


IN DUSTAY’S NEED 
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Personal Notes 





Frank Kay Anderson has been appointed traffic repre- 
sentative for the Atlantic Coast Line Railroad at Wilmington, 
N.C. 

H. P. Bates has been appointed live stock agent for the 
Pennsylvania Railroad at the Union Stock Yards, Chicago, to 
succeed Henry E. Johnson, who retired. Fred W. Konze has 
been appointed district freight agent at Peoria, Ill. 

Mrs. Edith Jarvis Alden has been made secretary of the 
corporation for the Burlington Railroad. In that capacity, she 
succeeds Charles I. Sturgis, who is retiring after 58 years of 
continuous service with the railroad. His duties as treasurer 
have been taken over by Andrew Williams. Both new officials 
have their headquarters, as did Mr. Sturgis, at Chicago. 

Thomas W. Dunn has been appointed manager, wharf de- 
partment, Manchester Terminal Corporation, Houston, Tex., 
to succeed R. M. Bain, Jr., who died. 

The Frisco Railway has announced the following appoint- 
ments: Andrew L. Kreamelmeyer, general freight agent; Wil- 
liam J. Masterson, assistant to the general traffic manager; 
Alfred L. Bardgett, assistant general freight agent; Leo J. Hen- 
nessy, assistant general freight agent, and Herbert V. Cook, 
assistant general freight agent, all at St. Louis, Mo. 

Motion pictures furnished by the Philadelphia Electric 
Company were shown at a meeting of Pi Alpha Epsilon, trans- 
portation society of Temple University, Philadelphia, Pa., at 
the university October 21. Officers will be elected at the No- 
vember meeting of the Society. 

William Ward, agent for the Illinois Central at Indian- 
apolis, Ind., will retire October 31. He has been with that 
railroad 52 years and has been agent at Indianapolis con- 
tinuously since the railroad began operating into that city 32 
years ago. E. J. Schmoll will succeed him. D. F. Kindelberger 
will succeed Mr. Schmoll as agent at Mattoon, Ill. 

The following have recently or will soon receive gold 
passes on the Illinois Central as a mark of their completion 
of fifty years of service to that railroad: E. H. James, local 
attorney, Lyon County, Ky.; P. J. Rickards, engineer, St. Louis 
Division; J. E. Youngblood, conductor, St. Louis Division; W. H. 
Bartlett, agent, Louisville, Ky., and J. T. Neely, agent, Durant, 
Miss. 

Friends and associates of George A. Rautenberg, president 
of the College of Advanced Traffic, Chicago, tendered a testi- 
monial luncheon to him at the Palmer House October 29 in 
observance of his retirement from active service. He and Mrs. 
Rautenberg will make an extended stay in California where 
they may make their home permanently. Roy W. Campbell, 
president of the Traffic Club of Chicago, was chairman of the 
committee which made the arrangements for the luncheon. 

The Railway Business Women’s Association of Cleveland 
will hold a “quiz bee” at a dinner meeting at Russett’s Novem- 
ber 2. There will be a program of musical entertainment. The 
— has chosen January 28, 1939, as the rate for its annual 

inner. 


Patrick J. Harkness has been appointed traffic representa- 
ts _ the New York, New Haven and Hartford at Cleve- 
and, O. 

Eden B. Hunt, superintendent of the relief and pension 
departments of the Pennsylvania Railroad, will retire Novem- 
ber 1, after 52 years of continuous service with the railroad. 
R. P. Russell, at present superintendent of car service for the 
railroad, will succeed Mr. Hunt at the head of the relief and 
pension departments. J. S. Phelan, now assistant superintend- 
ent of car service, will succeed Mr. Russell as superintendent. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Isaac Abramson, Shreveport, La.; Harold Ashare, 
Patchogue, N. Y.; Harold W. Bates, Boston, Mass.; James E. 
Bednar, Jr., Los Angeles, Calif.; Edwin A. Berkery, New York, 
N. Y.; Henry J. Bischoff, San Diego, Calif.; J. T. Bowser, Jr., 
Winchester, Ky.; Abraham W. Brussel, Chicago, Ill.; Don W. 
Canfield, Lansing, Mich.; Rufus Creekmore, St. Louis, Mo.; 
Jack Crenshaw, Montgomery, Ala.; Paul F. Dougherty, Sioux 
City, Ia.; Murray Draper, San Francisco, Calif.; Richard R. 
Elliott, Memphis, Tenn.; Austin W. Erwin, Geneseo, N. Y.; 
Jerome D. Fenton, Detroit, Mich.; Robert F. Ferguson, Jr., 
Washington, D. C.; Samuel D. Ferster, New York, N. Y.; 
Louis S. Goldberg, Sioux City, Ia.; Milton Goldinger, Paterson, 
N. J.; Albert S. Gross, Hackensack, N. J.; Newton W. Guice, 
Birmingham, Ala.; Kenneth J. Harblin, Albany, N. Y.; A. W. 
Hayden, Louisville, Ky.; Harold Heller, Kearny, N. J.; Norman 
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A. Hesslink, Kohler, Wis.; Wilbur J. Holleman, Tulsa, Okla.; 
W. W. Jacka, San Jose, Calif.; Fred H. Kent, Jacksonville, 
Fla.; John W. Laird, Lufkin, Tex.; Jacob Landau, Hackensack, 
N. J.; Oscar Lasdon, New York, N. Y.; William C. Lassiter, 
Raleigh, N. C.; Gerald P. Leicht, Eau Claire, Wis.; Harris 
Levin, New York, N. Y.; Carl Levinson, Springfield, Mass.; 
Walter S. Lundeen, Minneapolis, Minn.; Philip D. Macbride, 
Seattle, Wash.; W. Scott Macgill, Jr., Washington, D. C.; 
Samuel D. Magavern, Buffalo, N. Y.; Alexander M. Mahood, 
Charleston, W. Va.; Lester C. Manson, Kansas City, Mo.; John 
Paul Manton, Toledo, O.; M. C. Martin, Austin, Tex.; Cassatt 
Martz, Indianapolis, Ind.; Charles O. Mattingly, Indianapolis, 
Ind.; Morgan J. McEnaney, Mason City, Ia.; Desmond J. 
McTighe, Norristown, Pa.; Verne A. Mettler, Mason City, Ia.; 
Irving Mintz, New York, N. Y.; Maxwell M. Mozor, Brooklyn, 
N. Y.; Leo C. Mullen, Altoona, Pa.; A. H. Nebeker, Salt Lake 
City, Utah; Paul J. O’Neill, Newark, N. J.; Robert N. Palmer, 
Dunkirk, N. Y.; Adelor J. Petit, Chicago, Ill.; Adelor J. Petit, 
Jr., Chicago, Ill.; Irving H. Pfaffenberger, San Francisco, Calif.; 
Melvin A. Philo, Keyport, N. J.; Edwin L. Robinson, Morocco, 
Ind.; Warren E. Salin, Salt Lake City, Utah; William H. Sands, 
Norfolk, Va.; Nathan Scarritt, Enid, Okla.; Marvin K. Schles- 
inger, Newark, N. J.; E. Greig Scott, Phoenix, Ariz.; Malcolm E. 
Spencer, Springfieid, O.; Hirsh W. Stalberg, Philadelphia, Pa.; 
Roy L. Sullivan, Oklahoma City, Okla.; Fred M. Taylor, Boise, 
Ida.; Ray C. Wakefield, San Francisco, Calif.; Hugh E. Wall, 
Jr., Washington, D. C.; Nathan Weinstein, Portland, Ore.; Ben- 
jamin Weintraub, New York, N. Y.; Ezra R. Whitla, Coeur 
d’Alene, Ida.; Gerard S. Williams, Bethel, Me.; Earl H. Wright, 
Springfield, Mass.; William G. Zimmerman, Kansas City, Mo. 





Doings of the Traffic Clubs 





The Traffic Club of Baltimore will observe ladies’ night 
with a dinner dance at the Lord Baltimore Hotel November 1. 
There will be a program of entertainment and favors for the 
"4 The club will hold a steamship night meeting Decem- 
ber 6. 





The Transportation Club of the Rochester, N. Y., Cham- 
ber of Commerce will hold a meeting and reception for new 
members at the Chamber of Commerce November 3. There 
will be a report from the club’s delegates to the Cleveland 
meeting of the Associated Traffic Clubs of America. A buffet 
luncheon will be served and there will be a program of motion 
pictures. The club will hold a dinner meeting November 17. 





The Traffic Club of New Orleans held a ladies’ day lunch- 
eon meeting at the Monteleone Hotel October 24. Naomi Good- 
win, secretary, New Orleans Symphony Orchestra, spoke on 
“Music Can Streamline the Mind.” There was a program of 
musical entertainment. The club held a supper dance at the 
Jung Hotel October 29. 





The nominating committee of the Traffic Club of New 
York, of which M. A. Clark, traffic manager, Central Foundry 
Company, is chairman, has submitted the following slate of 
candidates for offices in the club, to be voted on at the Novem- 
ber meeting: For president, J. A. Quinlan, general traffic man- 
ager, St. Regis Paper Company; first vice-president, Oliver P. 
Caldwell, traffic manager, Luckenbach Steamship Company; 
second vice-president, A. C. McIntyre, freight traffic manager, 
Lehigh Valley Railroad; secretary Horace Jennings, traffic 
manager, Albert D. Smith and Company; treasurer, George C. 
Roddy; members of the board of governors, Walter R. Dallow, 
assistant to the freight traffic manager, New York Central; 
W. P. Hawley, vice-president, Minneapolis and St. Louis; A. C. 
Schier, general traffic manager, General Foods Corporation. 
The Who Wants Fish Club, made up of members of the traffic 
club who have participated in its amateur entertainments, 
will hold a dinner dance at the Downtown Athletic Club 
November 7. 





At a meeting of the elementary class of the Transporta- 
tion Club of Des Moines’ traffic study course, at the North High 
School, November 2, D. R. Jorgensen, assistant manager, Des 
Moines Oat Products Company, will speak on “The Value of 
an Industrial Traffic Manager,” and E. R. Swanson, traffic 
manager, Iowa Emergency Relief Association, on “My Business 
and Its Relation to Transportation.” 





The Eastern Indiana Transportation Club held an open 
forum meeting at the Y. M. C. A., Muncie, Ind., October 20. 
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At the next meeting of the club, also to be held at Muncie, 
Howard A. Reinecke, Bureau of Investigation, Indianapolis, will 
speak on “Crime in Transportation.” The club will elect officers 
in December. 





W. J. Williamson, general traffic manager, Sears Roebuck 
and Company, Chicago, will be the speaker at a meeting of the 
Atlanta Traffic Club November 7. 





Members of the Traffic and Foreign Trade Club of Galves- 
ton attended the quarterly dinner meeting of the Galveston 
Chamber of Commerce at the Hotel Galvez October 20, at 
which Walter M. Casey, chairman, Beaumont Forward Com- 
mittee, Beaumont, Texas, was the speaker. Because of that 
event, the club omitted its regular weekly luncheon which 
would otherwise have been held on October 21. 





The New Britain, Conn., Traffic Association has sent out 
a notice that it will hold no annual dinner this season. Ordi- 
narily its dinners are held in December. The notice says that 
the club is “not unmindful of the tremendous expense incurred 
during the course of the year by those who attend this type 
of dinner,’ and that, because of “present economic and other 
problems,” it was thought wise to forego the dinner this year. 





The Los Angeles Transportation Club has elected the fol- 
lowing officers: President, W. O. Narry; first vice-president, 
L. G. Wilson; second vice-president, S. F. Mattoon; secretary- 
treasurer, W. H. McCune; members of the board of driectors, 
H. V. Gardner, C. F. Matlin, J. W. Witherspoon, A. C. Todd 
and C. L. Cooper. The club will hold its annual banquet and 
installation of officers November 18. 





The Transportation Club of St. Paul held a luncheon meet- 
ing at the Hotel Lowry October 25 at which Lieutenant-Colonel 
H. C. Sweeny, Fort Snelling, Minn., spoke on “The Checker- 
board of Europe.” 





The fall golf tournament of the Traffic Club of Houston 
was held at Hermann Park October 25. Its annual birthday 
dance will be held at the San Jacinto Club November 14. 





Clarence E. Goddard, General Foods Corporation, at a 
meeting of the Metropolitan Traffic Association of New York 


The Traffic World 


Vol. LXII, No. 18 


at the Hotel Imperial October 27, spoke on current develop- 
ments in transportation. The club’s traffic committee is plan- 
ning a series of lectures in advanced traffic, the first of which 
will be delivered November 17. Albert Warn, president of 
the club, has appointed the following chairmen of standing 
committees: Traffic, Mr. Goddard; membership, Otto Olsen, 
Phillip Morris and Company; employment, J. A. MacNeill, 
General Foods Corporation; entertainment, Arthur J. Gilmore, 
Great Lakes Transit Corporation; auditing, J. A. Green, Amer- 
ican Potash and Chemical Company; visiting, W. F. Kellett, 
Perkins Goodwin Company; reception, A. A. Hiby, Chesapeake 
and Ohio-Pere Marquette; house, W. A. Dowling, Consolidated 
Cigar Corporation; sports, W. H. Croissant, Frisco Lines; 
editor, Metro Traffic News, P. J. Winters, Frisco Lines; his- 
torian, D. J. Mullane, Lehigh Valley Railroad. 


The Traffic Club of Chicago, the evening of October 27, had 
a “stag” dinner and entertainment in observance of its 31st 
birthday anniversary and also as a “housewarming,” the club 
rooms having recently been refurnished at an expense of $6,000. 
George Blair presided as toastmaster. Floyd Bateman indulged 
in reminiscences and Martin Kennelly, chairman of the com- 
mittee that negotiated the new lease on the present club 
rooms, told of what had been done. Incidentally, he was intro- 
duced as the next mayor of Chicago. Remarks were also made 
by President Roy W. Campbell, John Bingham, Carl Howe, and 
Charles Hopper, former presidents. The club will hold an 
Armistice Day luncheon November 10, at the Palmer House, 
at which Ferre C. Watkins, attorney and former commander, 
Department of Illinois, American Legion, will speak on “Twenty 
Years of Vanishing Democracy.” Ladies have been invited. The 
affair is under the direction of the club’s army and navy com- 
mittee, W. J. Mitchell, chairman. The club’s public affairs 
committee, A. H. Schwietert, chairman, is arranging a special 
luncheon in honor of James E. Weller, former president of the 
club, who retired as traffic manager of the Pennsylvania Rail- 
road October 1. 





The program for the meeting of the Reading, Pa., Traffic 
Club, to be held at the Elks’ Club November 10, will be pre- 
sented by the Carpenter Steel Company of Reading. Motion 
pictures will be shown. Members will vote on an amendment 
to the club constitution the object of which is to set up a new 
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. . for North Western’s freight service, like its 
passenger service, is famed for speed, safety and 
modern efficiency. 

Shippers in the nine great Middle Western states 
of Illinois, Wisconsin, Upper Michigan, Minnesota, 
Iowa, Nebraska, North and South Dakota and 
Wyoming have found it pays to ship via Chicago & 
North Western Ry. 

North Western’s combination of trained per- 
sonnel, fast heavy-duty locomotives, unexcelled 
roadbed and special terminal facilities in Chicago 
(Proviso Yard, Merchandise Mart Terminal and 
the Wood Street Terminal Potato Yard) make it 
possible to provide speedy, dependable deliveries 
at all times. 

Your local C. & N. W. agent will be glad to assist 
you in every way possible. 
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ILLINOIS TERMINAL RAILROAD COMPANY 


710 N. 12th Boulevard, St. Louis, Mo. 


——Steam and Electric operation, serving the heart of Illinois and Metropolitan St. Louis. 
Only east side railroad entering Missouri over own bridge and extensive terminals. 


Warehouse facilities and industrial sites. Coal, coke and oil docks on Mississippi River available 
for barge loading. 


The only line with through passenger service between Peoria and St. Louis without change. Air- 
Conditioned Reserved Seat Coaches and Single Bed Room Sleeping Cars. 
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class of student membership. The club’s publicity committee 
has just issued its year book for 1938-1939. 





William Enright, Chrysler Corporation, Detroit, Mich., will 
be the speaker at an educational meeting of the Miami Valley 
Traffic Club November 10. The club will hold its annual din- 
ner February 16, 1939, at the Biltmore Hotel, Dayton, O. T. J. 
Davis is chairman of the committee in charge. 





There was a discussion of Pacific Freight Bureau tariffs 
at a study group meeting of the Oakland Traffic Club at the 
Athens Athletic Club, October 25, in which William Hart, A. T. 
and S. F., and William Neill participated. Charles C. Miller, 
assistant traffic manager, Chevrolet Motor Company, is editing 
a course for use in the study classes sponsored by the club 
at the Evening Public School. Frank Chandler, traffic man- 
ager, California Motor Express, and Carl Sheets, traffic man- 
ager, California Cotton Mills, are instructors. 





There was a discussion of the $30-a-week pension plan at a 
meeting of the Women’s Traffic Club of Los Angeles October 
26. 





The Traffic Club of Wilmington, Del., will hold an oyster 
dinner and trapshoot at the Wilmington Trapshooting Associa- 
tion November 2. There will be trapshooting events, a shoot- 
ing exhibition by marksmen, and indoor games. E. W. 
Richardson, chairman of the sports committee, and H. M. 
Fisher, chairman of the program committee, are in charge. 





J. A. Wolf, executive director, Neighborhood Association, 
will speak on “Slum Clearance and Rehabilitation” at a 
luncheon meeting of the Traffic Club of St. Louis at the Hotel 
De Soto October 31. The club’s four classes in the public 
evening schools have 240 registrations. H. F. Klocker is chair- 
man of the educational committee. 





The Pacific Traffic Association of San Francisco will ob- 
serve steamship night at a dinner meeting at the Commercial 
Club November 17. Joseph R. Sheehan, president, Dollar 
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Steamship Lines, will be the speaker. Walter Mails, publicity 
director, San Francisco Coast League Baseball Club, was the 
guest speaker at a meeting of the club’s Tuesday traffic forum 
October 25. 





The Omaha Traffic Club will hold an industrial night 
meeting at the Fontanelle Hotel November 17. The Rev. O. E. 
Johnson, St. Louis, Mo., will be the speaker. There will be a 
turkey raffle. 





The Birmingham Traffic and Transportation Club will hold 
its annual gridiron dinner at the Jefferson Hotel November 3. 
Vernon Turner is chairman of the committee in charge of the 
affair. Joseph G. Kerr, chairman, Southern Freight Associa- 
tion, was the speaker at a luncheon meeting of the club at the 
Jefferson Hotel October 28. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for July 
shows 10,399 cars held overtime—a percentage of 05.42—as 
against 17,408 cars—a percentage of 06.81—for July, 1937. 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





FOR SALE—Motor truck line servicing all principal cities in New 
York State having I.C.C. rights to New Jersey, Pennsylvania and New 
England States. Address Box HHR-1, Traffic World, 418 S. Market St., 
Chicago. 





WANTED—An experienced commercial agent with good personality, 
exceptional ability and college education, who desires to make connec- 
tions with a reliable carrier, operating in Illinois, Indiana and Wis- 
consin. Must be 30-35, ambitious and able to represent a high grade 
company. Only top ranking man need apply. Address Box HHR-2, 
Traffic World, 418 S. Market St., Chicago, II. 
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Domestic and Export 


TRAFFIC 
FORMS 


© A COMPLETE LINE 
@ REVISED TO DATE 
© FOR ALL CARRIERS 
© FOR ALL SHIPPERS 
@ WELL PRINTED 

© FAIR PRICES 


THE STANDARD LINE 


SHIPPING ROOM 
SUPPLIES and EQUIPMENT 





are an important branch of this busi- 
ness. Can we help you systematize 
and economize? 


ORDER 


from 


HORDER 


Stationery 
Office Supplies 
OS irasdatiatiatia: 


HORDER’S. Inc. 


CHICAGO 


Publishers and Stationers 
All Telephones: Franklin 6760 
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"NURSE ALICE” APPLE 
Advises — 


“Tm just one of a big family which brings 
health and nourishment to millions. 
We're mighty particular about our own 
health, too—especially when traveling 
around the country. 

““A good prescription for ailing apple 
shipments is a liberal and frequent use 
of Union Pacific facilities. Those fellows 
make us feel like first-class passengers! In 

our specially-equipped car the tempera- 
ture is kept just right, with proper venti- 
lation to keep our cheeks ruddy; we rideon 
a speedy schedule, and travel the strategic 
middle route that makes it easy to divert 
us to whatever market needs us most. It all 
adds up to quicker delivery, better condi- 
tion, lower expenses—‘healthier’ profits!” 


A nearby Union Pacific representative 
will be glad to talk over your shipping 
problems. Ask him to drop in! 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 


NY VIA THE STRATEGIC MIDDLE ROUTE 
a i 





Seaee Pacific Roilroad 


Road of the STREAMLINERS and the CHALLENGERS 
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Docket of the Commission 





NOTE—Items In the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission's docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 


lations and postponements announced toe late to show the change in 
this docket will be noted elsewhere. 


October 31—Albuquerque, N. M.—Federal Bldg.—Examiner Corcoran: 
1. & S. M-460—Kansas City-Los Angeles Flyer Transport Co. pro- 
portional rates. 
October 31—Chicago, IIl.—Hotel Sherman—Jt. Bd. 73: 


MC 63495—Brown Motor Freight Lines, Inc., common carrier ap- 
plication. 


October 31—Columbus, O.—State Com.—Examiner Borroughs: 
MC 92075, Sub. 1—Puterbaugh Truck Service, Greenville, O., permit 
to extend operations. 
MC ~ “ialaaaa aaa Truck Service, Greenville, O., certificate or 
permit. 


October 31—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 13084—A. T. Wacasey, Clarksville, Tex., certificate or permit. 
MC 43244—J. T. and E. E. Brochman, Murray, Tex., certificate or 
permit. 


October 31—Hartford, Conn.—State Com.—Examiner Brooks: 
MC 44463—Welz Express, Rockville, Conn., certificate or permit. 
MC 88488—J. H. McMahon, Meriden, Conn., certificate. 
October 31—Idaho Falls, Ida.—Federal Bldg.—Jt. Bds. 269 and 29: 
MC 11602, Sub. 1—M. Baum, Ashton, Ida., permit to extend opera- 
tions. 
MC 89121—R. Ripplinger, Driggs, Ida., certificate. 


October 31—Lincoin, Neb.—State Com.—Examiner Dawson: 
1. & S. M-491—Donaldson Transfer rates in Ill., Ia., Minn. and Neb. 


October 3i—New York, N. Y.—Hotel New Yorker—J. E. Davey, chief, 

Section of Finance: 

MC-F 49—L. B. McEwing, control, Nevin Midland Lines, Nevin Tran- 
sit, Inc., and Silver Dart Lines, Inc. 

MC-F 120—Safeway Lines, Inc., control, Nevin Midland Lines, Nevin 
Transit, Inc., and Silver Dart Lines, Inc. 

MC-F 467—A. E. Greenleaf, control, Nevin Midland Lines, Nevin 
Transit, Inc., and Safeway Trails, Inc. 


The Traffic World 





Vol. LXII, No. 18 


MC-F 617—Nevin Midland Lines, Merger, Nevin Transit, Inc. 
MC-F 246—Safeway Lines, Inc., purchase, F. Martz Coach Co. 
October 3i—New York, N. Y.—Hotel New Yorker—Jt. Bd. 191: 
* MC-F 228—Blue Way Lines, Inc., Jease, Silver Dart Lines, Inc. 


October 31—Washington, D. C.—Argument: 
* 28070—Increase in Kansas freight rates and charges. 


October 31—Portland, Ore.—Multnomah Hotel—Jt. Bds. 45 and 172: 
MC 28553, Sub. 1—George’s Truck Service, Beaverton, Ore., certif- 
icate to extend operations. 
MC 30046—H. A. Scharff, Newberg, Ore., certificate or permit. 
MC 40643—Monitor Truck Lines, Monitor, Ore., certificate or permit. 


October 31—San Antonio, Tex.—Hotel Plaza—Examiner Higgins and 
Jt. Bd. 77: 
MC-F 692—C. T. English, purchase, E. M. Jones. 
MC-F 695—H. H. Lawler, lease, J. T. Butts. 


October 31—Syracuse, N. Y.—U. S. Court—Examiner Cosby: 
MC 88627—Van Transport Lines, Syracuse, N. Y., certificate. 
MC 5164, Sub. 1—F. C. Carpenter, Syracuse, N. Y., certificate to ex- 
tend operations. 
MC 5164—F. Carpenter, Syracuse, N. Y., certificate or permit. 


November 1—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-492—Insurance on alcoholic liquors in southern territory. 


November 1—Atlantic City, N. J.—Hotel Traymore—Jt. Bd. 67: 
MC 88633—Nation’s Express Terminal, Atlantic City, certificate. 


November 1—Fort Worth, Tex.—Hotel Texas—Examiners Stiles and 
Copenhafer: 
17000, part 9—Rate structure investigation, live stock—western dis- 
trict rates. 
1. & S. 4541—Live stock, west to central and southern states. 
November 1—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 89043—Distributors Transport Co., Dallas, Tex., permit. 


November 1—Hartford, Conn.—State Com.—Jt. Bds. 22 and 134: 
MC 88443—F. Sedlacek, Manchester, Conn., permit. 
MC 88661—G. F. Clark, Portland, Conn., certificate. 


November 1—Idaho Falls, !da.—Federal Bldg.—Jt. Bd. 258: 
MC 20876, Sub. 1—Pack Truck Line, Idaho Falls, Ida., certificate to 
extend operations. 
November 1—Philadelphia, Pa.—Chamber of Com.—Examiner Dennis- 
ton: 
* MC 42050—Pioneer Transportation Service, Inc., Upper Darby, Pa. 
November 1—Portiand, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 253, Sub. 1—H. V. Meltebeke, Hillsboro, Ore., certificate to ex- 
tend operations. 


ISTHMIAN STEAMSHIP LINES 


INDIA—RED SEA—MEDITERRANEAN 


HOUSTON 


STE FROM 
. Early November 


AMER 
STEEL RANGER..... 


NEW ORLEANS 


NEW YORK 
Early November 


November 19 


For Alexandria, Port Said, Suez, Jeddah, Port Sudan, Aden, Karachi, Bombay, Colombo, Madras and Calcutta. Through bills of lading 
issued to Palestine and Syrian Coast Ports, Mombasa, Tanga, Dar-es-Salaam, Zanzibar, Indian Coast Ports, Persian Gulf Ports. 


STEAMER 
A STEAMER.... 


FROM 


RED SEA—PERSIAN GULF 


EW YORK 
December 24 


For Alexandria, Port Said, Suez, Jeddah, Port Sudan, Aden, Bahrein, #Bushire, Bandar Shapour, Khoramshahr, Busreh. Through bills 
of lading issued to Mediterranean Ports, Eritrea, Italian Somaliland, Mombasa, Tanga, Dar-es-Salaam, Zanzibar, Berbera, Hodeidah, other 


Persian Gulf Ports, Bagdad, etc. 


STEAMER FRO 


#Steamer will call direct if sufficient inducements offer. 


HAWAIIAN ISLANDS AND FAR EAST 





BALTIMORE CAMDEN PHILADELPHIA NEW YORK 
1 *STEEL SCIENTIST..... November 1 November 3 November 5 
2 MAHIMAHI............ November 5 November 7 pase November 10 
hk ‘.& 5 re November 14 November 17 
i > aS November 22 November 25 
1 HONOLULU, MANILA, HONG KONG AND SAIGON. 
2 HONOLULU, KAHULUI AND HILO. 
*Via Los Angeles and San Francisco. 
INTERCOASTAL 
STEAMER FROM PORTLAND, ME. BALTIMORE NEW YORK 
*tSTEEL SCIENTIST...... November 1 November 5 


MONTGOMERY CITY... 
TCHATTANOOGA CITY... 


etree 
A STEAMER.... sens neces 


Calls San Diego, Los Angeles Harbor, San Francisco, Oakland, Alameda, Portland, Ore., Seattle, and Tacoma. 


*Calls Los Angeles and San Francisco, thence Hawaiian Islands. 
tOmits San Diego. 


November 9 
November 16 
November 23 


November 12 
November 19 
November 26 





PACIFIC COAST—UNITED KINGDOM 


STEAMER..........FROM BRITISH COLUMBIA 
STEELMAKER.............. November 3 
STEEL INVENTOR........ November 17 

Call London, Liverpool and Avonmouth. 


PUGET SOUND COLUMBIA RIVER 
November 5 
November 19 


SAN FRANCISCO LOS ANGELES 
November 15 November 17 
November 30 December 2 


November 7 
November 22 





Schedule subject to change without notice 
FOR FREIGHT RATES, PARTICULARS OF SERVICE, ETC., APPLY TO 


ISTHMIAN STEAMSHIP COMPANY, WHitehall 4-2180, 25 Broadway, New York, N.Y. 


BRANCH OFFICES AT: 


Rockefeller Buliding 
Syracuse, N. Y. 


Cleveland, O. 


Liberty Bank Buliding 


Mercantile Trust Buliding 
Buffalo, N. Y. Md 


Baltimore, 
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THE LINE OF SERVICE 


Connecting the Peoria and Springfield 
Gateways 


Modern, high-speed locomotives and equipment 
insure fast and dependable freight service between 
all territories. 

Choice industrial sites available, desirable 
community, accessible power, cheap fuel 
and dependable transportation. 

Inquiries invited regarding service, rates and indus- 
trial sites. Communicate with any traffic repre- 
sentative listed below or 


V.H. WILLIAMS, Traffic Manager 
709 ILLINOIS BLDG. SPRINGFIELD, ILL. 


a 

CEDAR RAPIDS, IOWA MINNEAPOLIS, MINN. 

John Linsley, C. A. E, Irber, G. A. 

307 Security Bldg. 316 Corn Exchange Bidg. 
ORAgO ILL. NEW YORK, N. Y. 

H. J. Thuller, G. A. H. H. Meyer, G. E. A. 

140 South Dearborn St. 535 Fifth Ave. 
DALLAS, TEXAS PEORIA, ILL. 

H. G. Williamso n,G. A Joe Walker ,G.A 

1309 Dallas National Bank Bidg. 916 Com'l "Nati. Bank Bidg. 
cease, MICH. PITTSBURGH, PA 

ordon O'Day, G. A. i Waldbauer, G.A 

- 107 General Motors Bidg. 528 Park Bid 
KANSAS CITY, MO. ST. LOUIS, MO. 

Geo. F. Kleinhoffer, G. A. G. E. Zetzsche, G. A. 

405 Midland Bidg. 1472 Arcade Bldg. 
LOS ANGELES, CALIF. SAN FRANCISCO, CAL. 

A. M. Culver, G. A. A. L. Ryan 


305 Van Nuys Bidg. 


MEMPHIS, TENN. 
e% Boatner, Oe Mm 
803 Exchange Bidg. 


311 California St. 


TULSA, OKLA. 
W. S. Larsen, G. A. 
340 Kennedy Bidg. 


— 
ILLINOIS MIDLAND 
RAILWAY 
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-L EHIGH 
BUILDING 


TARRETT 





5 

















Outstanding as its dominance over New York’s West Side 


midtown skyline, the STARRETT-LEHIGH BUILDING offers the 
manufacturer and distributor superior advantages: 















eLehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e@ Truck elevators to all floors, affording street floor facilities 
throughout 


e@Floor areas, 52,000 to 124,000 sq. feet. Smaller units may 
be leased 


eHigh safety standards—low insurance rates 
eLive steam for manufacturing purposes 
e@Fast passenger elevators; restaurant; barber shop 


INVESTIG ATE — learn bar ery ty nationally-known occupants are 


Starrett-Lehigh Building 


West 26th—West 27th Sts.—11th to 13th Avenues 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 








>>>>> = FRUIT 


NEw YORK, 


NEW ORLEANS, 
BOSTON aND 


ST. JOHN, N. B. 
and 


CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 


also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transshipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New a pesaeae Pier 3, North River New Orleans..... = > a St. 
Chicago...... 111 W. Washington St. St. John, N. B.. ane & Co. 
= "Francicse Se aceiis 100! Fourth Street London, Eng.. .Ca ca : ae Agency 

Bins vee<vowketnnede Long Wharf Adelaide House, King William Street 


Also regular weekly passenger service and “’Guest Cruises’’ 
to the ' est Indies and Caribbean 
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MC 348, Sub. 2—A. R. McNeil, Lyle, Wash., certificate to extend 
operations. 

MC 88864—T. Haney, Forest Grove, Ore., certificate. 

MC 89227—Ecklund Truck Service, Ridgefield, Wash., certificate. 


November 1—Reno, Nev.—Chamber of Com.—Jt. Bd. 128: 

MC 78786, Sub. 12 and MC 78787, Sub. 7—Application of Pacific 
Motor Trucking Co., San Francisco, Calif., for certificate and per- 
mit to extend operations. 

MC 1901—Humboldt Freight Lines, Inc., Reno, Nev., certificate or 
permit. 


November i—Syracuse, N. Y.—U. S. Court—Examiner Cosby: 
MC 70917—A. F. D., Inc., Syracuse, N. Y., certificate or permit. 


November 1—Washington, D. C.—Director Sweet. 
Finance 10008—St. Louis-San Francisco reorganization. 


November 1—Washington, D. C.—Argument: 
Finance 10131—Spokane International reorganization. 


November 1—Washington, D. C.—Examiner Archer: 
27869—Agwilines, Inc. (Clyde-Mallory Lines) et al. vs. A. C. & Y. et al. 


November 2-—-Albany, N. Y.—Federal Bldg.—Examiner Cosby: 
MC 18498—G. W. Hendrickson, Inc., Albany, N. Y., certificate or 
permit. 
MC 89017—J. C. Mitchell, Cooperstown, N. Y., certificate. 


November 2—Asheville, N. C.—Battery Park Hotel—Examiner Mc- 
Caslin: 
MC 4978—Anderson Transfer Co., West Asheville, N. C., certificate 
or permit. 
MC 76726—F. Freeman, Zirconia, N. C., certificate. 


November 2—Buffalo, N. Y.—Hotel Buffalo—Examiner Rice: 
27714—Buffalo Crushed Stone Co. vs. A. & A. et al. 
28020 and Subs. 1, 2 and 3—General Crushed Stone Co. vs. A. & A. 
et al. 


November 2—Chicago, IIl.—Hotel Sherman—Jt. Bd. 21: 
MC 12124—American Terminal Co., Chicago, license. 


November 2—Fort Worth, Tex.—Hotel Texas—Examiner Booth: 
MC 15430—R. L. Jeffries, Kilgore, Tex., certificate. 
MC 78063—Bekins Van and Storage Co., Dallas, Tex., certificate. 
November 2—Hartford, Conn.—State Com.—Jt. Bd. 159: 
MC 74120—T. Porto & Sons, Wallingford, Conn., certificate. 
MC 88537—D. Wilson, Bridgeport, Conn., certificate. 
November 2—Houston, Tex.—Ben Milam Hotel—Examiner Higgins and 
st. Ba. V7: 
MC-F 685—R. C. Combs, purchase, J. P. Page. 
MC-F 693—Younger Brothers, Inc., purchase, Commercial Bonded 
Warehouse Co., Inc. 
MC-F 694—Heard & Heard, Inc., purchase, S. C. Callaway. 
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INTERSTATE OPERATIONS: 







i& All States solidated Freight 
%* | INTRASTATE OPERATIONS: 
Idaho Montana—Oregon ints on its own 
Washington 


PROTECTION FOR C.O.D. SHIPPERS 


nection with its participating carriers. 

This Bond is in addition to the $10,000.00 Bond for interstate 
shippers and the $2,500.00 Bond for intrastate shippers. 
Complete protection—plus service—has always been the aim 
of Consolidated for its many satisfied shippers. 


CHICAGO BRANCH OFFICE 
2400 W. Madison St. A.H. Richards, D. F.A. Hay. 1091 
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EAT FALLS 
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: 

CASPERS*, 


.ow 
_. SHEVENNES: 


time of tendering shipments. 
made in accordance with the distribution sheets, 
In the interest of the shipping public Consolidated has added for which service a charge will be made to cover Liability exceeding State and Federal 


a $1,000.00 C.O.D. Bond effective July 19, 1938, to use in con- | ©st of unloading, segregating and reloading. 


CONSOLIDATED FREIGHT LINES, INC. 
Established 1929 


FRED C. LEIBOLD 
Vv-P. in cherge of traffic Te/. Bro Iway 2474 
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November 2—Kansas City, Mo.—President Hotel—Examiner Dawson: 
MC 92873—C. H. Yewell Transfer Co., Clinton, Mo., certificate or 
permit. 


November 2—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
MC 5205, Sub. 1—Independent Transfer Co., Portland, Ore., certif- 
icate to extend operations. 
MC 89269—Eastern Oregon Freight Line, Inc., The Dalles, Ore., 
certificate. 
MC 28498—Dalles Freight Line, Inc., The Dalles, Ore., certificate. 
November 2—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 86952—H. Vognild, common carrier application. 
November 2—Richmond, Va.—Hotel Richmond—Examiner Konigsberg: 
1. & S. 4498—Cow peas, Richmond, Va., to North Carolina. 
November 2—Washington, D. C.—Argument: 
26459 and 26462—Florida East Coast vs. A. C. L. et al. 


November 3—Albany, N. Y.—Federal Bldg.—Jt. Bd. 71: 
MC 12093—Smith-Thompson Tours, Mechanicville, N. Y., license. 


November 3—Albany, N. Y.—Federal Bldg.—Examiner Cosby: 
MC 20492, Sub. 1—F. S. George & Son, Inc., Stottville, N. Y., cer- 
tificate to extend operations. 


November @—Boston, Mass.—Hotel Manger—Examiner Coyle: 
* Ex Parte MC 22—Motor carrier rates in New England. 


November 3—Hartford, Conn.—State Com.—Examiner Brooks: 
MC 88000—I. Dibner, Waterbury, Conn., certificate or permit. 


November 3—Kansas City, Mo.—Hotel President—Examiner Dawson: 
MC 89397—C. & C. Truck Lines, Kansas City, Mo., permit. 
1. & S. M-509—Canned goods and eggs estimated weights in midwest 
territory. 


November 3—Lynchburg, Va.—U. S. Court—Examiner Konigsberg: 
1. & S. 4529—Scrap iron, Va. and N. C. to Va. 
November 3—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
1. & S. M-498—Shellac, liquid, Memphis, Tenn., to St. Louis, Mo. 
November 3—Oklahoma City, Okla.—State Com.—Jt. Bd. 210 and Ex- 
aminer Higgins: 
* MC-F 624—Lee Way Motor Freight, Inc., purchase, Rapid Transit 
Motor Freight Lines, Inc. 
* MC-F 677—Lee Way Motor Freight, Inc., purchase, Cuppy’s Fast 
Freight Lines, Inc. 
* MC-F 696—Lee Way Motor Freight, Inc., purchase, DeShong Motor 
Freight Lines, Inc. 
* MC-F 697—Lee Way Motor Freight, Inc., purchase, Superior Motor 
Freight Lines, Inc. 


November 3—Philadelphia, Pa.—Chamber of Com.—Jt. Bd. 67: 
MC 88759—S. Berger, contract carrier application. 
MC 88822—B. Nance, common carrier application. 


TO THE 
PACIFIC COAST 











% i Si a 










i i Kansas cirvie” “est Louis” 
@oenver =| Wy, 
FACTS AND FIGURES 


POOL CAR DISTRIBUTION: Shipments may MEMBER: Pacific Inland Tariff Bureau; 
be consigned for distribution to, or in care of, Con- Inter-Mountain-Coast Motor Freight Tariff 
Lines, Inc., at points on its own Bureau. 

lines. When such shipments are billed to Con- A " 
solidated Freight Lines, Inc., for distribution to EQUIPMENT: 248 straight trucks; 122 trailers; 


lines or beyond, shipper will 26 semi-trailers; 17 tractors. 


urnish carrier with the distribution sheets at the 


Deliveries will be INSURANCE: Cargo, $20,000 r truck or 
trailer, limit $50,000: $5,000 theft. Public 














uire- 
ments. Property Damage, limit $50,000. 


COMMON CARRIER 


PORTLAND, OREGON 


ICC Doc. No. 42487 
2029 N.W. QUIMBY ST. 





de 


ul 
tk 
of 
fr 
be 
yc 
lo 
cc 
to 
be 


sayy 
the 
dis 
you 


CUT OUT THE LOSS IN 


| pnopite love 


* 


When a shipping box fails to 
do its job, just as surely as 
night follows day, loss fig- 
ures are being entered on 
the ledgers in somebody’s 
office. You can’t get away 





from it—inferior shipping 
boxes are expensive. But 
you can get away from these 
losses—by getting the sound 
construction engineered in- 
to every shipping box that 
bears the H & D trade-mark. 


“IDEAS for Corrugated Boxes’’ — illustrates 
the modern trend in shipping boxes, counter 
displays and shipper-displayers. Write for 
your free copy now. The Hinde & Dauch 
Paper Company, Sandusky, Ohio. 


Factories and Sales Offices in Principal Cities 


HINDE & DAUCH + Audhonitc on Packacine 
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PORT HOUSTON 


Meeting your every need 
with 
Modern equipment 
and 


Minimum charges 


Up-to-date equipment insures the 
receiving and forwarding of your 
freight in the quickest possible 
time at the lowest possible cost. 


These unmatched features point 
the way to new savings and con- 
veniences. 


J. Russell Wait 
Director of the Port 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 
SAILINGS: 
From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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November 3—St. Louis, Mo.—U. S. Court & Custom House—Jt. Bd. 135: 
MC 6470—Illinois-Missouri Freight Lines, Inc., St. Louis, certificate 
or permit. 
MC 89204—Schefferts Coal & Coke Co., St. Louis, Mo., certificate. 
MC 89255—W. J. Keil, St. Louis, Mo., certificate. 


November 3—Washington, D. C.—Examiners Glover and Valentine: 
Fourth section application 17440—Superphosphate to Burlington, Vt. 
November 3—Washington, D. C.—Argument: 
1. & S. 4486—Fertilizers between official and southern territories. 
Fourth section applications 17155 and 17207—Rates on fertilizer and 
fertilizer materials between points in official and southern territory. 
November 3—Washington, D. C.—Examiner Schutrumpf: 
Finance 12119—Application of G. M. & N. for permission to abandon 
operation over line of Ill. Cent. between Bemis, Tenn., and Pa- 
ducah, Ky., and over certain terminal facilities of N. C. & St. L. 


November 4—Chicago, I!|.—Sherman Hotel—Examiner Snow: 


Ex Parte MC 2—In the matter of maximum hours of service of motor 
carrier employes. 


November 4—Detroit, Mich.—Fort Shelby Hotel—Examiner Rice: 
27826—Louis and Irving Horowitz, ind. and as copartners dba Grow- 
ers’ Marketing Co. vs. P. M. et al. 


November 4—Kansas City, Mo.—Hotel President—Examiner Dawson: 


1. & S. M-516—Mid-States Motor Freight, rates of, in mid-western 
states. 


November 4—Lynchburg, Va.—U. S. Court—Examiner Konigsberg: 

28028—Traffic Bureau, Lynchburg Chamber of Commerce vs. C. & 
O. et al. 

28039 and Sub. 1—Traffic Bureau, Lynchburg Chamber of Commerce 
for Suhling & Co., Inc., vs. N. & W. et al. 

28075—Traffic Bureau, Lynchburg Chamber of Commerce for Stevens 
Lumber Co., Inc., vs. Yadkin et al. 

November 4—New York, N. Y.—Hotel New Yorker—Examiner Cosby: 
MC 2267—H. C. Roulston, Inc., New York, certificate or permit. 
MC 45812—R. Doughty Sons Co., Inc., New York, certificate or permit. 

November 4—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
MC 23293, Sub. 1—Leaman Transportation Co., Inc., Downingtown, 

Pa., permit to extend operations. 
MC 93313—H. Kail, Philadelphia, permit. 

November 4—Salt Lake City, Utah—State Com.—Examiner Olentine: 
MC 1872—Ashworth Transfer Co., Salt Lake City, Utah, certificate or 

permit. 
MC 46197—W. R. Smith, common carrier application. 

November 4—St. Louis, Mo.—U. S. Court & Custom House—Jt. Bd. 135: 
MC 88823—L. Putney, St. Louis, Mo., certificate. 

MC 88943—J. W. Reagan, Montgomery City, Mo., certificate. 
MC 92851—‘‘Bud’’ Woods, Bethel, Mo., certificate or permit. 

November 4—Washington, D. C.—Argument: 

Fourth section application 17165—Pig iron from Cleveland, O., to 
Worcester, Mass. 
1. & S. 4514—Lime rock, Sugar Factory, Utah, to Idaho. 

November 5—Memphis, Tenn.—Peabody Hotel—Examiner Higgins: 

* MC-F 678—Frisco Transportation Co., purchase, J. W. Parker. 

* MC-F 679—Frisco Transportation Co., purchase, L. Tolson. 

November 5—New York, N. Y.—Hotel New Yorker—Examiner Brooks: 
1. & S. M-507—Sunset Motor Lines, rates of, between N. J., N. Y. 

and Pa. 

November 5—St. Louis, Mo.—U. S. Court & Custom House—Jt. Bd. 135: 
MC 40419—St. James Express, St. James, Mo., certificate or permit. 

November 7—Greenville, S. C.—U. S. Court—Examiner Konigsberg: 

1. & S. 4472—Stop-off on scrap iron and steel in south. 

November 7—Harrisburg, Pa.—State Com.—Examiner Weems: 
28083—-Harrisburg Steel Corp. vs. P. R. R. 
28092—Penn Tobacco Co. vs. L. & N. et al. 

November 7—Kansas City, Mo.—Hotel President—Examiners Stiles and 

Copenhafer: 


17000, part 9—Rate structure investigation, live stock—western dis- 
trict rates. 
|. & S. 4541—Live stock, west to central and southern states. 
November 7—Nashville, Tenn.—State Com.—Examiner Bradford: 
1. & S. M-502—Rayon fibre, yarn and containers over M & K Motor 
Express. 
November 7—New Orleans, La.—Jung Hotel—Examiners Mackley and 
Hall: 
1. & S. 4208—Grain to, from and between southern territory. 
17000, part 7-A—Grain and grain products to and within southern 
territory and associated cases. 
27705 and Sub. 1—Corporation Comm., State of Okla. et al. vs. 
Arkansas R. R. et al. 
27594—-New Orleans Joint Traffic Bureau vs. A. & S. et al. 
27727—-Texas Industrial Traffic League vs. Arkansas R. R. et al. 
27817—Missouri Millers’ Assn. vs. A. & S. et al. 
27892—-Merchants Exchange of St. Louis vs. Alton et al. 
27777—Dixie-Portland Flour Mills vs. A. & R. et al. 
November 7—New York, N. Y.—Hotel New Yorker—Examiner Cosby: 
MC 18911—Harlem Despatch Express Co., and/or Harlem Despatch 
Storage Warehouse Co., New York, certificate. 
November 7—New York, N. Y.—Hotel New Yorker—Jt. Bd. 67 and 
Examiner Brooks: 
MC 15617, Sub. 1—Phil’s Express, Inc., South River, N. J., certi- 
ficate to extend operations. 
MC 89236—County Delivery, Wood Ridge, N. J., certificate. 
November 7—St. Louis, Mo.—U. S. Court & Custom House—Jt. Bd. 135: 
MC 5438, Sub. 1—Lewton Delivery, St. Louis, Mo., certificate to ex- 
tend operations. 
MC 88079—Consolidated Haulers, Lemay, Mo., permit. 
MC 88400—F. A. Geiler, Sainte Genevieve, Mo., certificate. 








October 29, 1938 The Traffic World PAGE 911 


er eer 7 | TR AVE L Rock 


SHIP WY Island 










Real satisfaction is assured Rock Island patrons 
by its fast, dependable transportation facilities 
—both passenger and freight. 


In keeping with a spirit of progress, the facilities 
of the Rock Island Lines have been improved to 
meet the changing needs of the shipping and 
traveling public. 


Pp) All main line trains of the Rock Island Lines 
AAS SENGEN: are air-conditioned. Whether one travels in 
the de luxe Club Lounge Car, Standard or 
Tourist Pullmans, or more modestly in the comfortable, 
reclining chair cars or coaches, air-conditioning insures 

pure air at a consistently even temperature. 


BF @ Fast through freight trains between the East and 
° West, Northwest and Southwest, offer dependable 

service. The operation of daily package cars with 

free pick-up and delivery service invites your patronage. 


Leonomy, omen ROUTE OF THE ROCKETS 
SAFETEXK GUMMED TAPE 
In every roll of SAFETEX, regardless of width or : Z usin 

basis weight, there is a Pull-Tab under the first layer - nse 


There is an old axiom among railroad men that 
CENTRAL PAPE rR c 0 e the railroad which gives good passenger service profits equally 


in freight business. 
Made at Menatha; Yry. 


DISTRIBUTED BY PAPER. MERCHANTS EVERYWHERE " 








of paper. By means of this Pull-Tab fresh rolls may 
be opened without wasting more than three inches 


of tape and with no loss of time whatever. 


We, of the Wabash, know this to be true. Many of the patrons 
of our fine fast trains between— 


St. Louis and Chicago 


Chicago and Detroit 
Detroit and St. Louis 
St. Louis and Kansas City 


are also Wabash shippers. They have found that the same 
efficient service offered for their personal travel requirements 


ction extends to the prompt and dependable handling of freight 
nstru - 
co tions endangere shipments. 
ra 63 
Huge dredgins — pearing Any Wabash representative will wel- 





off Manila as vatake. com come an opportunity of telling you 


about our freight and passenger 





Gets delivery service. 
100 miles, 
‘ s$ 
delivery me ns a min G. G. Early, Chief Trefite Officer, 

thing. 37 a; also Wabash Railway .... St. Louis 
+ G and Canadas vice 
U.S. am Eat or service & vision - 
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THE MINNEAPOLIS & ST. LOUIS 
RAILROAD 


Fast, Dependable 
Freight Service to 
and from Important 
Commercial Centers 


When you ship 


Between East and West 
M. & St. L. R. R. 
Peoria Gateway Best 


Ask our local representative in your territory 


or address General Office 


Northwestern Bank Building 
Minneapolis, Minnesota 


| Le 


Z: 
Wai OS 
4 : 


AOUTE 1S BETWEEN THE EAST AND THE WEST ff 
Prompt et 


tracing upon reque: 
OFFICES IN 


saat gare 
| Offices: GREEN BAY, WIS. 


It's CONVENIENT 
to Ship via LACKAWANNA 


Lackawanna has provided exceptional facilities for shippers 
of every commodity, with special cars to assure the safe, 
quick handling of a wide variety of merchandise. 

Lackawanna’s terminal facilities in Greater New York in- 
clude warehouses, piers, docks and marine equipment which 
enable the shipper to avoid delays and inconveniences in 
reaching the great metropolitan market and trans-shipping 
goods to coastwise and transatlantic steamship lines. 


Investigate these advantages. Consult any Lackawanna 
Freight Agent. 
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NEW COMPLAINTS FILED 


No. 28127, Dougherty Feed Co., Inc., Louisville, O., vs. Pennsylvania 


et al. 

Unreasonable rates, refuse middlings, Sparrows Point, Md., to 
points in Ohio and Indiana. Asks reparation. (William W. Collin, 
Jr., 928 Frick Bldg., Pittsburgh, Pa.) 


. 28128, Texas Rice Milling Co., Galveston, Tex., vs. T. & N. O. et al. 


Unreasonable rates, rough rice, points in Louisiana and Texas, 
milled in transit at Galveston, Tex., and reshipped as clean rice 
to Chicago, Ill., and Grand Island, Neb. Asks a cease and desist 
order and reparation. (F. G. Robinson, cotton Exchange Blidg., 
Galveston, Tex.) 


. 28129, Standard Oil Co. of Louisiana, New Orleans, La., vs. A. 


& R. et al. 

Rates, petroleum coke, between points in Louisiana and points 
in Kentucky, Tennessee, North Carolina, South Carolina, Missis- 
sippi, Alabama, Georgia, Florida and Louisiana (east of the Mis- 
sissippi River), in violation of sections 1 and 3, the undue prefer- 
ence alleged being that the rates complained of do not bear a 
just relationship to the rates defendants maintain on by-product 
coke from other shipping points in the southeast, such as Chat- 
tanooga, Tenn., and Birmingham, Ala. Asks reasonable rates. 
(Harry Graham, New Orleans, La.) 


. 28130, L. M. White and C. W. White, co-partners, dba White & 


Miller, Tucson, Ariz., vs. Pacific Electric and Southern Pacific. 

Rates, ‘‘refinery residium,’’ Watson, Calif., to Jaynes, Ariz., in 
violation of section 6. Asks reparation. (W. H. Kessler, 418 Mer- 
chants Exchange Bldg., San Francisco, Calif.) 


C-97, cotton goods to Cookeville and Nashville, Tenn. 

Investigation instituted by the Commission, on its own motion, 
concerning the reasonableness and lawfulness otherwise of motor 
carrier rules, regulations and commodity rates on cotton piece goods 
in the original piece, minimum 10,000 pounds, applicable from 
points in North Carolina, South Carolina and Virginia to Cooke- 
ville and Nashville, Tenn., published in tariff MF-I. C. C. 1 of 
M. K. Kirkpatrick, dba M & K Motor Express, lessee and operator 
of H. B. Manners, dba Manners Motor Express. 


. 28131, Ohio Calcium Co., Inc., Lawrence, O., vs. B. & O. et al. 


Unreasonable rates, fluxing lime, Lawrence, O., to points in 
Kentucky, Ohio, Pennsylvania and West Virginia. Asks a cease 
and desist order and rates. (C. N. Thompson, 312 Kitchen Bldg., 
Ashland, Ky.) 


. 28132, Davidson Enamel Co., Clyde, O., vs. A. C. & Y. et al. 


Rates and charges, Veos tile, between Clyde, O., and various 
points in the United States, in violation of sections 1 and 3, the 
undue preference alleged being for clay tile. Asks for rates on a 
parity with clay tile. (Harry E. Weldgen, 403 Cook Tower, Lima, 
0.) 


A $2.55 Traffic Library 


These manuals, published by THE TRAFFIC WORLD, 
cover many phases of traffic management, both funda- 
mentals and technical aspects. They are written by recog- 
nized authorities in the field and should be read and kept 
for handy reference by every traffic man. 


Industrial Traffic Management 
By G. Lloyd Wilson (2 volumes) Price 75 cents 


Railroad Organization, Operation and Traffic 
By G. Lloyd Wilson Price 50 cents 


Air Transportation 


By G. Lloyd Wilson Price 50 cents 


Motor Freight Transportation and Regulation 
By G. Lloyd Wilson Price 50 cents 


Principles of Freight Traffic 
By G. Lloyd Wilson Price 50 cents 


Selling Railroad Transportation 
By Charles E. Parks Price 50 cents 


Traffic Law 


By G. Lloyd Wilson Price 50 cents 


TRAFFIC WORLD manuals may be ordered at the single copy prices 


listed; any two for 75 cents; three or more, 35 cents each. 
Postage is prepaid. 


Complete Set of Above Booklets—$2.55 Postage Prepaid 


Please send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street 


Chicago, Illinois 
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When you think of 


NEW ENGLAND... 
think of The 


NEW HAVEN 
Railroad... 


me Freight 
Gateway to 


NEW ENGLAND 


HE NEW HAVEN RAILROAD oper- 

ates, with its many connections, FAST, 
FREQUENT, DEPENDABLE, ON-TIME 
freight service between ALL POINTS in the 
United States and NEW ENGLAND. 
Prompt PICK-UP AND DELIVERY provided 
by highway trucks at all important terminals 
served by the New Haven Railroad. 


TRAVEL and ROUTE 
Your FREIGHT via 
The NEW HAVEN R.R. 


For further information ask any New Haven Railroad Traffic Agent, or address 


Sales & Traffic Development Dept., The New Haven Railroad, Boston, Mass. 


 THENEW HAVEN R.R. 





Cheek them ol 
‘Speed 
vy Care 
Y Safety 


y Economy | 


And, now to the above fundamental di 
advantages of MAT service shippers 

may add Poker Fleet Fall Service. 

Not that the lakes will remain open beyond December 1, for ships 
flying the MAT flag, seaworthy and dependable though they are. 
But, in the next five weeks—until navigation closes, in addition to 
carrying the regular line of commodities destined for more or less 
immediate distribution, MAT will be rendering its last-of-the-year 
service to shippers. Commodities will be traveling via the Poker 
Fleet—at lake-rail rates, to distant points, to be held there for 
winter distribution. Lake and rail rates will be of help to you in 
meeting keen competition for months to come. 


Regular schedules, speed—four days between Buffalo and Duluth, 
care, of course—expert handling by expert crews, will continue 
until the last of the Poker Fleet is tied up for the winter. Mr. 
Traffic Manager, we invite you to take advantage of this double- 
barrelled opportunity. 
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